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THE NEW TRANSPORTATION SPIRIT 


Those who have been in touch with and observers 
of transportation conditions for the last eight or ten 
years—or, perhaps, even somewhat less than that—have 
witnessed a great change in what might be called public 
sentiment toward the carriers and toward the subject 
of transportation in general. All of us may not have 
noticed it, but we have seen it—it is there if we take 
account of it. 


Eight or ten years ago, carrier and shipper were 
divided into two camps, the one endeavoring to get what 
it could out of the shipping and traveling public under 
more or less burdensome restrictions laid down by the 
law, as administered by the Interstate Commerce Com- 
mission, and the other doing everything it could to get 
rates down on the particular commodity and in the par- 
ticular territory in which he was interested, regardless 
of the needs of the carrier, Suggestions from carriers 
to shippers that the latter could help by adopting certain 
methods and practices not specifically required by law 
Were met by sneers on the part of the shippers and re- 
joinders to the effect that the carriers should put their 
own house in order before asking help. A request from 
a shipper for a rate concession, on the other hand, was 
regarded by the carrier as an attack on its revenue which 
it must defend at all hazard. The carrier regarded the 
shipper and his representative as ignorant and narrow. 
The shipper regarded the carrier as selfish and un- 
scrupulous. There were exceptional cases, of course, 


but we think this not unfairly describes the condition of 
eight or ten years ago. 


All of us know that that is not the condition now. 
Some of the younger ones many not know that things 
Were ever different. Some of the older ones may not 
have particularly marked the change, or, marking it, 
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may not have thought much about the cause or even 
considered the definite manifestations of it. 

First in importance, perhaps—not primarily as a 
cause, but as a manifestation—of this new spirit or 
thought in transportation—is the traffic club movement 
which has resulted in the formation of the national or- 
ganization known as The Associated Traffic Clubs of 
America, There are, perhaps, as many as seventy traffic 
clubs in the country eligible, because of the fact that 
they are composed of both railroad and shipper repre- 
sentatives, to join this association. It was organized 
only in June, 1922, but forty-one of these traffic clubs 
have joined and are active participants, with their dues 
paid, and several others are about to come in. 

The motive and purpose of this organization is set 
out in its Constitution and there we have, perhaps, as 
good an expression of the new transportation thought 
as could be devised. 

Another manifestation of the new spirit in trans- 
portation is the founding of the National Transportation 
Institute, an organization national in scope, looking for 
support from any and all who are interested in trans- 
portation and the proper solution of its problems, and 
having for its purpose the gathering and dissemination 
of facts—information from unbiased sources that we 
must have on which to base our conclusions. It is true 
that this institution is sneered at by some and we are 
not saying that it has proved itself. It is in an experi- 
mental stage and, perhaps, some of the things it has 
done are open to question, though we do not think so, 
if they are properly understood. 

We have noticed the development of this new spirit 
in transportation more particularly in the National In- 
dustrial Traffic League than anywhere else. The League. 
is the national organization of shippers, formed some 
years ago, for the purpose of “developing thorough un- 
derstanding by the public, the carriers, and the national 
and state governments, of the transportation require- 
ments of industry” and, among others, it is true, of co- 
operating with the carriers to accomplish its ends and 
“to promote cordial relations between the shippers and 
the carriers.” 


Though the League has always been a broad-minded 
body, not dealing in trifles or being given to picayunish- 
ness in its consideration of its problems, still we believe 
it is not unfair to say that its idea of cooperation was— 
say ten years ago—that the carrier ought to cooperate 
with the shippers in giving them the things they thought 
they ought to have; and one attending a meeting of the 
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W. R. Butler, D. F. A. L. L. Lapp, D. F. A. 


J. A. JACKSON, Ass’t Traffic Manager 
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Mobile, Alabama 
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League was bound to hear a lot of unpleasant things 
said about the carriers. The spirit was far from being 
one of brotherly love. It was more that of a contest, 
with the carriers on one side of the table and the shippers 
on the other. Perhaps it was the fault of the carriers 
that things were so, and perhaps they deserved the un- 
friendly things that were said of them, but the point is 
that things are not so now. We have often wondered 
why the public relations department of the railroads or 
the publicity departments of individual railroads did 
not use in their publicity and their advertisements some 
of the things the Traffic League says about them in 
preference to the things they say about themselves. To 
do so would be in the interest of both modesty and 
effectiveness. The League, both by formal resolution 
and by speeches of members on the floor, is often gra- 
ciously moved to say pleasant things about the carriers 
that, in the old days, would have branded the authors 
s “pro-railroad.” 

The point is that League members have learned the 
lesson that their interests are identical with those of 
the carriers. They find nothing to gain by fighting, 
except to fight side by side with the carriers for what 
will benefit them both. We do not mean by this, of 
course, that there are no longer any points of difference 
between the carriers and the shippers. There are such 
points and will always be. But we do mean to say that 
these points are considered in friendly fashion and with 
much better results than under the old method, and 
that, as to the main issue of transportation legislation 
and regulation, the railroads and the League march 
under the same banner. The League, of course, has a 
few little things it would like to have done by Congress 
that it thinks no one ought to object to, but outside of 
those things it is declaring for a policy of “hands off the 
transportation act,” largely because the transportation 
act permits the carriers to earn a revenue sufficient to 
enable them to give adequate service—and adequate 
service is what the shipper wants. 

In that transportation act itself we see the working 
out of the new spirit. The act was conceived in the idea 
that the carriers must be allowed to earn a proper amount 
of revenue, not only because that was fair to them but 
because it was to the interest of the shipper and business 
generally that the railroads earn enough to enable them 
to give service and to maintain and extend their proper- 
ties. Up until the time of its enactment, opinions differed 
as to the amount the carriers should be allowed to earn 
and as to the wisdom of the policy of the Commission 
as to the rate levels it was pleased to allow to be main- 
tained. The Commission, even though it may have 


thought sometimes that rates, generally speaking, were. 


too low—that the railroads were not earning as much 
as they should be allowed to earn—was embarrassed in 
increasing rates. It acted on the theory—and that really 
was the theory of the law up to that time—that it was 
the guardian of the interests of the shipper. It was not 
broad enough to advocate, and the shipper was not broad 
enough to realize that the interest of the shipper was in 
such a level of rates for the railroads as that they might 
be able to earn enough revenue to maintain their plant 
in proper condition and make the extensions that were 
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rendered necessary by a constantly expanding and grow- 
ing commerce. But the transportation act settled that. 
It affirmatively expressed the principle that the carriers 
should have an adequate return on the value of their 
property and even expressed in figures for the first year 
and instructed the Commission to express in figures there- 
after, what that rate of return should be. And the 
country looked upon the work of its lawmakers and, for 
once, saw that it was good. 

Now it is proposed to take out of that act Section 
15A, which is the rate-making section. Some friends of 
the present act and of the theory that there should be an 
adequate return to the carriers, are disposed to say that 
it does not make much difference whether the section 
comes out or stays in—that the carriers must have an 
adequate return and that the Commission will see that 
they get it, whether the act expressly instructs it to do 
so or not. We agree that that is what the Commission 
ought to do, but we do not agree that it would do it if 
the section came out of the act. It might or it might 
not. It did not do so before the law was enacted and it 
might fail to do so again. 

We think it the wisest thing i in the present trans- 
portation act that it expresses, in terms, the responsi- 
bility of the Commission to see that rates are made so 
as to assure the carriers, as nearly as may be under 
efficient and economical management, an adequate re- 
turn on the value of their property; and we believe most 
shippers agree with us. If, as we believe, the present 
act, in this respect, is an expression of the new thought 
and the new spirit, then, by all means, we should take 
no backward step. 

Another manifestation of the new spirit may be seen 
in the newspapers. Up to as recently as a year or so 
ago, all but a few of the newspapers adoted an antagonis- 
tic tone toward the railroads. They talked about over- 
valuation and about a guaranty of earnings. They were 
pretty unanimously of the opinion that the farmer owed 
a large part of his difficulties to the high freight rates 
on his product. But the last year has seen a change. 
Gradually the work of education has been going on—a 
lot more gradually than it would have gone on had it 
been prosecuted intelligently and energetically. But 
Abraham Lincoln said you couldn’t fool, all the people 
all the time, and you can’t. Now it is the exception 
among newspaper editorials that takes that tone. Of 
course, the newspapers make many mistakes and make 
many misstatements, naturally. Their comments are 
not always as intelligent as they might be. But the point 
is that they no longer “fall for” the talk that the railroads 
have been criminally overvalued. They have been edu- 
cated_to believe that the Commission knew what it was 
doing when it valued the railroads for rate-making pur- 
poses. They no longer rail about guaranty of earnings. 
They have come to know that the railroads have failed 
to earn even what the law says they should be allowed 
to earn that nobody has paid or is going to pay them the 
difference. They make fun of the demagogues “i in Con- . 
gress who plead for a policy of ruin for the railroads, 
because the farmer is not making as much money as they 
would like to see him make. The newspapers now point 
out that it is only the one-crop farmer who is concerned 
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in grain rates, and that the proposed reduction in such 
rates would help him not enough so that he could notice 
it even if he received the benefit of the reduction—which 
he would not. 

One discouraging sign remaining is that still the 
demagogues bray in Congress and in their stalls when 
Conress is not in session. It is our hope and belief that 
before this session of Congress is over most of their 
voices will be stilled by ridicule from those same papers 
that formerly they have relied on to print their speeches 
and comment favorably on them, There is no more 
effective weapon than ridicule. Newspaper editors are 
not foos nor crooks, as a class. Sometimes you find one 
who is vena] and sometimes one who is so hidebound as 
not to be able to see the truth. But, generally speaking, 
they are intelligent and anxious to show it. All that is 
necessary is that we give them the facts. 

There will be many attacks on the transportation 
act at the present session of the Congress by the La- 
Follettes, the Brookharts, the Cappers, the Shipsteads, 
the Johnsons, who think more of their jobs than they do 
of finding out the facts and considering them intelligently, 
but we do not believe they will get very far. We should 
feel still more confident of their failure if all the agencies 
that believe the transportation act is a piece of construc- 
tive legislation would stand together in a policy of 
“hands off,” no matter for better or worse, instead of 
some of them endeavoring to improve the act to meet 
their views ; but, even as it is, we believe little will happen 
for the worse at this time—such is our confidence in the 
new spirit of the times. 


COMMISSION ORDERS 


The Commission has denied the petitions for reargument 
and reconsideration filed on behalf of the protestants and com- 
plainants in I. and S. No. 1545, lumber from San Francisco 
Bay points when from beyond, and No. 13786, Hammond Lumber 
Co. et al, vs. Santa Fe et al. 


The protestant’s petition for rehearing in I. and S. No. 
1971, earthenware or stoneware from Red Wing, Minn., to 
points in north Pacific coast and intermediate territories, 
transcontinental, has been denied. 


On the complainant’s request, the Commission has reopened 
No. 11902, Beaumont Chamber of Commerce et al. vs. Di- 
rector-General et al., for further hearing solely upon the ques- 
tion of damage to T. S. Reed Grocery Company. 


The proceedings in Nos. 12656, Michael S. Goss et al. vs. 
Director-General, L. V. R. R. et al., and 12610, Albert H. Trapha- 
gen et al. vs. L. V. R. R., have been reopened for further hear- 
ing solely on the question of damage to the complainants, who 
were not granted relief under the Commission’s report of Octo- 
ber 14, 1922. 

The Commission has denied the request of Rockhill & Vie- 
tor, complainant, to reopen and take further testimony in No. 
11399, Mitsui & Co., Ltd., et al. vs. Director-Geneal, Great North- 
ern Ry. et al. 

The complainants’ petition. for rehearing in No, 12150, 
Cambria Steel Co. et al. vs. Director-General, P. R. R. et al., 
has been denied, 

The request for rehearing in No. 13103, Mitsui & Co., Ltd., 
vs. Director-General, has also been denied. 

The Commission has denied the complainants’ request for 
reargument in No. 14151, the Kelly Company vs. A. B. & A. Ry. 
et al. 

The defendants’ petition for rehearing in No. 14396, Inter- 
— Cotton Oil Refining Co. vs, St. L. S. W. Ry. et al., has been 
denied. 

The Commission has denied the motion to dismiss filed on 
behalf of the Baltimore & Ohio Railroad Company in No. 15276, 
Dyer Fruit Box Manufacturing Co. vs. B. & O. R, R. et al. 

The Commission’s order of September 28 entered in No. 
12710 and affiliated cases, the Atlas Portland Cement Company 
vs. C. B. & Q. R. R. et al., in so far as it relates to the rates 
on cement to points in Indiana, has been modified so as to 
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permit the defendants to establish rates in conformity there- 
with upon not less than five days’ notice. 

The Keokuk Shippers’ Association and the Northern States 
Power Company have been authorized to intervene in No. 15228, 
the Board of Railroad Commissioners of Iowa vs, Alton & South- 
ern R. R. et al. 

The Hutchinson Lumber Company, M. J. Scanlon Lumber 
Company, Standard Lumber .Company, Klamath Lumber and 
Box Company and Pelican Bay Lumber Company have each been 
authorized to intervene in No. 15303, Los Angeles Lumber 
Products Company vs. Southern Pacific Company. 

The Lookout Oil & Refining Company, Armour & Company 
of New Jersey, Armour & Company of Illinois, Armour & Com- 
pany of Delaware and the North American Provision Company 
have each been authorized to intervene in No. 15425, Interna- 
tional Vegetable Oil Company et al. vs. Aberdeen & Rockfish 
R. R. et al. 

The Commission has reopened the proceedings in No. 13345, 
in the matter of divisions of joint rates, fares and charges on 
traffic interchanged between the Missouri & North Arkansas 
Railroad Company and its connections, for further hearing. 

The Commission has denied the petition filed by carriers 
asking for a modification of Fourth Section Order No. 8716, class 
rates from Chicago and St. Louis and related points or groups 
to interior Iowa points. 

The Lucey Manufacturing Corporation of Texas and the 
Republic Supply Company have each been authorized to intervene 
= o a Hughes Tool Company vs. Aberdeen & Rockfish 

. R. et al. 

The National Pole Company has been authorized to inter- 
vene in No. 13576, B. J. Carney & Co. et al. vs. Director-General, 
Santa Fe et al. 

Armour & Company has been authorized by the Commis- 
sion to intervene in Nos. 14594, American Linseed Company 
vs. B. R. & P. Ry. et al., 14683, Spencer Kellogg & Sons, Inc., 
vs. B. R. & P. Ry. et al., and 15310, Pratt & Lambert, Inc., vs. 
N. Y¥. C. BR. BR. et al. 

The Keokuk Shippers’ Association and the Youngstown 
Chamber of Commerce have each been permitted to intervene 
in No. 15110, Jones & Laughlin Steel Corporation vs. B. & O. 
R. R. et al. 

Upon the knowledge that the respective complaints have 
been satisfied, the Commission has dismissed the following pro- 
ceedings: 


No. 11932, United Verde Extension Mining Co. vs. Director Gen- 
eral et al.; No. 13154, Klein-Simpson Fruit Company vs. Director Gen- 
eral; No. 13612, J. R. Thames vs. Southern Ry. et al.; No. 13624, Wat- 
ters-Tonge Lumber Company vs. Director General et al.; No. 14169 
(and Sub. No. 1). Willits & Patterson, Inc., vs. Director General; No. 
14211, Stephens-Smith Grain Company vs. Director General. 


‘Upon the request of the respective complainants, the Com- 
mission has dismissed the complaints in the following: 

No. 12539, Arizona Packing Company vs. Director General et al.; 
No. 12853, Boston Wool Trade Association vs. Clyde S. S. Co. et al.; 
No. 13257, Louisiana & Pine Bluff Ry. Co. vs. Director General; No. 
13429. State of Maryland et al. vs. Amer. Ry. Express Co.; No. 14258, 
The Buckeye Fire Clay Co. et al. vs. A. & W. Ry. et al.; No. 14586, 
Armour and Company vs. Director General; No. 15081, The Decatur 
Cornice & Roofing Co. vs. L. & N. R. R. et al.; No. 15089, Minnesota 
& Ontario Paper Company vs. Mo. Pac. R. R.; No. 15298, McClintic- 
Marshall Construction Co. vs. P. & L. E. Ry. et al.; No. 15306, Du- 
quesne Steel Foundry Co. vs. P. & L. E. Ry. et al., and No. 15313, 
Atlantic Lumber Company vs N. Y. C. R. R. 


The Commission has authorized the Wm. Cameron & Com- 
pany, Inc, to participate in the further oral argument in No. 
13211, West Coast Lumbermen’s Association et al. vs. Abilene 
& Southern Ry. et al. 

The defendants’ petition for rehearing in No. 13544, Hooker 
Electric Chemical Company et al. vs. Atlantic City R. R. et al. 
has been denied. 


UNCONTESTED FINANCE CASES 

The Commission has authorized the Southern Pacific to is- 
sue and sell at not less than 95% per cent of par and accrued 
dividends $23,100,000 of equipment trust certificates. 

The application of the Minneapolis & St. Louis for authority 
to issue $10,000,000 of 7 per cent preferred stock and $8,985,000 
of 6 per cent mortgage bonds and $1,500,000 of 6 per cent equip- 
ment trust certificates has been dismissed by the Commission 
for the reason that after the application was field a receiver 
for the company was appointed. 

The Chicago, Milwaukee & St. Paul has been authorized to 
construct an extension five miles long to the Ford plant in St. 
Paul, Minn. 

The Baltimore & Ohio has been authorized by the Com- 
mission to issue $7,00,000 of equipment trust certificates and 
to sell them at not less than 95 per cent of par and accrued 
dividends. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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Current Topics 
in Washington 


What the Law Says.—It is becoming a bit irritating to those 
who know something about the interstate commerce statute to 
have thrust under their eyes polite official wails about freight 
rates. If freight rates are too high there is a broad way to 
pe traveled by those who think so. The statute allows almost 
anyone to bring a formal complaint. A rate fight is not a pri- 
vate one. Anybody may declare himself in. There is no ob- 
stacle to prevent Secretary Hoover or Secretary Wallace doing 
s0, proving they think rates are too high, either on all com- 
modities or on commodities selected by them. They have been 
talking about rates ever since they have been in office. They 
have appeared as witnesses, They have, however, never taken 
the trouble to use any of the money at their disposal to prove 
that what they have been telling the people about rates are 
demonstrable propositions, They have been not much more precise 
than any ranter seeking office as constable or road supervisor 
by baiting the railroads. These things have popped into the 
minds of those who know the statute and the fact that when 
one proves a rate or group of rates too high it or they come 
down. The Commission’s doors are flung wide for all com- 
plainants. They swing more easily than the doors of courts, 
although no man having a real reason for appearing before a 
court as a friend thereof to present arguments on a quarrel 
that started out as a private fight, has ever been denied per- 
mission to appear as amicus curie. Private fights, such as 
courts were ordained primarily to settle, when they show a 
phase other than that of quarrels between citizens, are opened 
to those who can show an interest therein. President Coolidge, 
as some practitioners before the Commission believe, gave a 
broad hint, in his message, as to what should be done by those 
who believe rates to be too high. He suggested that Congress 
order a reorganization’ of the rate structure for freight. It 
may be argued that he did not feel like appearing as a com- 
plainant before the body established by Congress to hear com- 
plaints about rates. Some Presidents have been informal com- 
plainants before the Commission. That is to say, they have 
indicated they thought rates should come down, or go up. The 
late President Harding might be classified as one asking that 
they come down. Woodrow Wilson might be classified, on ac- 
count of the hope he expressed, in 1914, that the Commission 
could see its way clear to grant the railroads an increase, as 
one asking for an increase. Both, broadly speaking, won the thing 
they sought. The Commission granted an increase, after the 
war broke out in Europe, in time to have a five per cent in- 
crease go into effect in Official. Classification territory in 1915. 
The Commission’s decision in Reduced Rates, 1922, may be 
taken as Harding’s victory. Of course, the Commission might 
have made the decisions it made, even if the two Presidents 
had not said a word about rates. The fact, however, is their 
views, expressed before the decisions were made, broadly speak- 
ing, were met, in part at least, by the decisions. No one was 
particularly fond of the expression of views by them. The 
query is whether cabinet officers should express rate opinions 
in their reports. Such reports go to the President. They can- 
not, strictly speaking, be offered in evidence before the Com- 
mission. A cabinet officer, simply because he ig an official of 
that kind, is not necessarily an expert in rate matters, and 
therefore entitled to give opinion evidence. If a cabinet offi- 
cer’s report goes to any place other than the White House, it 
goes to Congress. Sticklers for observance of official decorum 
might suggest that, if a cabinet officer were not prepared to 
file a formal complaint in behalf of. the interest he deemed 
himself bound to serve, he had better put his views on rate 
matters in a form to indicate he intended the President to talk 
to Congress about the matter. In the form they are now given 
they might be mistaken as attempts to influence the Commission 
in the performance of its quasi-judicial duties. 





Pennsylvania Takes to Motor Trucks.—Announcement by 
the Pennsylvania that it intends employing motor trucks to 
handle the L. C. L, short-distance business between Philadelphia 
and Wilmington, it is suggested, emphasizes the query the Com- 
mission has raised in connection with tariffs filed by the Erie 
for the delivery of freight in Manhattan and in connection, with 
tariffs filed in behalf of the southern railroads and the Starin 
and Clyde line steamers, for the handling of freight from points 
in the interior of Connecticut to the interior of the Southeast. 
Henry Thurtell and Wilbur LaRoe, Jr., former chief examiners 
for the Commission, in arguments on that case, took the position 
flat-footed, that a common carrier by railroad had the right to 
hire motor trucks or motor truck corporations to perform such 
of its common carrier duties as it might elect to turn over to 
them. They argue that if a common carrier has a right to 
perform all the duties of a common carrier, it has the right 
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to say by what means it shall perform that duty. The only 
limitations are that if it employ a shipper, the allowance may 
be supervised by the Commission, and that the management 
must be efficient and economical. No one questioned the main 
or the collateral propositions. The only question, in the final 
analysis, was the purely technical one whether the railroads 
had the right to file tariffs showing the trucking corporations 
as joint undertakers in the performance of the transportation 
service. No one cared, seriously, to discuss that question. The 
statute is clear on that point. It requires the filing of tariffs 
only by common carriers by railroad and common carriers by 
water when the latter participate in tranportation as partners 
of the railroads. Tariffs naming common carrier truck com- 
panies as partners could be rejected by the Commission. Con- 
gress might forbid an alliance between a common carrier by 
railroad and a common carrier by any other means, as unholy, 
or something else it did not like, but it may be observed that 
it has not done so. A further observation is that unless Con- 
gress has done something a leopard cannot do, it is not likely 
it would enact any such prohibition statute, In the public in- 
terest, it may be found that Congress, a few. years hence, ought 
to enact legislation bringing common carrier truck lines under 
some kind of control, if they engage in commerce between the 
states. Such legislation, it is believed, probably would be 
fought as successfully ag independent steamship lines have 
fought all efforts to bring them under Commission control. 





No Thought of Imitation—Although the members of the 
Interstate Commerce Commission have violent disagreements, 
not one of them has even intimated that there might be imita- 
tion of the Shipping Board way of bringing a dispute to an end. 
It is a long time since public officials have mixed up in the 
natural way. The two senators from South Carolina, Tillman 
and McLaurin, were the last to give a good whole-souled exhibi- 
tion of that kind. The former landed soundly on the face of 
his colleague and was stopped only by the pinioning of his arms 
by a husky doorkeeper. Many near collisions have taken place 
in the hall of the House of Representatives. The members of 
that house, however, are such distances apart, they seldom are 
able to reach eath other before some other member or a 
sergeant-at-arms steps in to prevent a real hearty exchange of 
biffs. The funniest fight within a generation was staged by a 
Georgian of peppery temper, named Bartlett. He did not like 
something said by Brumm of Pennsylvania, so he heaved a 
copy of the revised statutes at the latter’s head. Before that, a 
Missourian, in the room of the naval affairs committee, hurled 
a filled, heavy glass ink well at a colleague. The ink spattered 
in such a grotesque manner that the fight was broken up by 
a burst of merriment in which the irritated law-makers had to 
join regardless of their desire to be extremely serious. Of 
course, there is no official admission that the Shipping Board 
members actually clashed, but Washington assumes the reports 
on that head have been fairly accurate. It is laughing at the 
members who took part in the encounter, although there is a 
belief that the disagreement in that regulating body is bitter 
and that only the outward appearances of amity and respect are 
maintained, 





Why Latin Americans Are Revolutionists.—The United 
States Bureau of Education may have found why Latin Ameri- 
cans are given to revolutions almost as much ag other kinds 
of Americans are given to baseball, football, mud fights, fra- 
ternity initiations and cane fights. It has issued a bulletin giv- 
ing an outline of education systems and school conditions in 
Latin America. Therein it is made to appear there are repub- 
lics to the south in which there are no student organizations, 
no class yells, no college yells, no college songs or games, no 
athletic fields or fraternity groupings. The thought is that it 
is no wonder, after students in such institutions have listened 
to lectures by sour professors ‘of political economy who may 
think injustice is the rule of things in this world, that students 
go forth to make a revolution, not because they have some- 
thing definite to correct that could not be corrected in an orderly 
manner, but simply as an escape valve for their super-heated 
feelings. Judging from reports, there is, in every American 
college, an element among the professors, instructors and stu- 
dents that mopes and broods on the evils of this world. It, 
however, receives scant attention when word goes forth that 
the football squad is faring forth or the boat crew is taking 
to the water on. the ice-filled Charles, or the lake at Cornell. 
Gloomy feelings in the young man usually cannot be continued 
when the cheer leader bawls through the megaphone and bids 
them root for the old school, for the team or for a particular 
class. Apparently a chair of glove-fighting with Firpo or some- 
one equally as popular would do Latin America a heap of good. 





Assigned Car Litigation—The brief of Kenneth Burgess and 
Walter McFarland, in the assigned car case, is taken by those 
who have read it as clearly foreshadowing a case in court in 
the event the Commission adheres to its findings and order. 
Appeals to the court, however, do not frighten the Commission. 
The only point to be made in connection with what Messrs. 
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Burgess and McFarland say is that they indicate they do not 
agree with those who have expressed doubt as to whether there 
would be ground for taking the Commission into court. They 
said they were asking only for such action “as we are clearly 
entitled to under the law.” It is not usual for a railroad com- 
pany to refrain from going to court when the Commission has 
done something it considers as beyond the scope of its authority. 
The case of the Burlington suggests it may have a standing not 
common to all railroads having coal mines as departments of 
their organizations. The Burlington, before opening its mine, 
obtained the consent of the Illinois commission, which expressed 
the opinion, heartily, that the mining of coal for railroad use, by 
the Burlington, would be in the public interest. Suppose, it has 
been suggested, after the Commission issued its order requiring 
cars to be distributed in accordance with a new rule, the Bur- 
lington used cars for obtaining coal for its engines used on 
local trains in Illinois not in accordance with that rule. Would 
the use be in contravention of the Commission’s order? it might 
be inquired. Would such use create a thirteenth section viola- 
tion as a discrimination against interstate commerce? is another 
point that might be raised. As cars are now set at mines 
there is no attempt to distinguish between state and interstate 
commerce. As a matter of fact, the destination of the coal 
loaded in cars other than those assigned is seldom known when 
the car is set or loaded. The Commission and the court con- 
tinue to make a distinction between state and interstate com- 
merce, even as the statute makes a distinction. In fact, how- 
ever, there is no distinction worthy of the name in coal traffic. 
But, in the event the Commission should stand pat on the as- 
signed car order, the railroads might insist upon the mine 
operators stating the destinations to which they desired to send 
cars that were being ordered, so as to be able to apply the 
rules governing interstate shipments to such and the rules per- 
taining to state traffic to shipments of that character. Penn- 
sylvania, Ohio, Indiana and Illinois have enormous consumption 
of coal from mines. within their own boundaries. Distinction 
between state and interstate traffic on coal within their borders, 
it is suspected, would be an important matter. From a mere 
recital of the facts, it may be inferred that the case that has 
caused more words to be used than anything other than a gen- 
eral rate case, is full of possibilities, not yet even sketchily 
indicated. A, E. H: 


I. AND 8. ORDERS 


In I. and S. No. 1975, the Commission has suspended, from 
December 8 until April 6, schedules as published in Maine 
Central Railroad I. C. C. No. C-3939. 

The suspended schedules propose to make inapplicable on 
fish, canned, pickled, salted and smoked, the proportional class 
rates between Milford, Oakland and Washington Junction, 
Me,, on the one hand and local stations on the Maine Central 
Railroad on the other. The class rates which are sought to 
be restricted apply only on traffic originating at or destined 
to points west of the Niagara frontier from or to which no 
through rates are in effect. 

In I. and S. No. 1977, the Commission has suspended, from 
December 10 until April 8, schedules as published in supple- 
ments Nos. 8 and 9 to Speiden’s I. C. C. No. 701. 

The suspended schedules propose to increase the present 
proportional commodity rates on grain and grain products from 
Memphis, Tenn., on traffic originating at various points in 
Colorado, Missouri and Kansas destined to points in Carolina 
territory. 

The following is illustrative of proposed changes: 


Wheat, Carloads, from Memphis, Tenn., to 
Rates in Cents Per 100 Lbs. 


Present Proposed 
ee cccionedv deeb eeedenekvemeees 36% 42% 
EG Gi. Ge” occ 0.00ccpiedsebaweclece Seeds bee 36% 42% 


In I. and S, No. 1976, the Commission has suspended, from 
December 10 until April 8, schedules as published in Supple- 
ment No. 1 to Nashville, Chattanooga & St. Louis I. C. C. No. 
2897-A. : 

The suspended schedules propose to establish through rates 
on lumber and other forest products, carloads, from points on 
the Nashville & Atlantic Railroad to Buffalo, N. Y., Youngs- 
town, O., eastern and Virginia cities and related points which 
are in excess of the combination of local rates. 

The following, applicable on lumber, is illustrative: 


From Good Bar, Laurelburg and Rocky River, Tenn., to 


Present Proposed 
Combination Through 
Rates Rates 
ee ee 5844 60 
ER SUL! Tl en eae e's cas va hohe + Chao eee 49 50 


In I. and S. No, 1977, the Commission has suspended, from 
December 10 until April 8, schedules as published in supple- 
ments Nos. 8 and 9 to Speiden’s tariff I. C. C. No. 701. 

The suspended schedules propose to increase the present 
proportional commodity rates on grain and grain products from 
Memphis, Tenn., on traffic originating at various points in 
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Colorado, Missouri and Kansas destined to points in Carolina 
territory. 


The following is illustrative of proposed changes: 


Wheat, Carloads, from Memphis, Tenn, to . 
Rates in Gents Per 100 Lbs, 
resen 
SPeOtee, hs Ce envinwe sin cae sé gi0-aibeea eee cet % ~— 
Come, Be ncn escuceveyntectaovedecveuee 3646 42% 


In I. and S. No. 1978, the Commission has suspended, from 
December 9 until April 7, schedules as published in the follow- 
ing tariffs: 

Leland: Supplement No. 9 to I, C. C. No. 1548; I. C. ¢, 
Nos. 1647 and 1649; Speiden: I. C. C. No. 762. 

The suspended schedules propose to increase the rates on 
coarse grains and sorghum grain from certain stations in 
northwest Texas on the Chicago, Rock Island & Gulf Railway 
destined to points in the Mississippi Valley and the Southeast. 

The following is illustrative: 


Rates Are in Cents Per 100 Pounds 
From Benonine, Tex., to 
Cet. - TOR. cnctewinsesiivasich cine ——— 
In I, and S. No. 1980 the Commission has suspended, from 
December 11 until April 9, schedules as published in supple- 
ment No. 36 to joint tariff Countiss’ I. C. C. No. 1114, Curlett’s 
I. C. C. No. A-90 and Jones’ I. C. C. No. 1833, Gomph sup- 
plement No. 19 to I. C. C. No. 599, supplement No. 19 to I. C. ¢. 
No, 632, I. C. C. No. 679 and supplement No. 1 to I. C. C. No. 679, 
The suspended schedules propose a revision in class and 
commodity rates from various points both eastbound and west- 
bound to Mesa, Ariz., which result generally in increases. 
The following is illustrative: 


Proposed 
66% 


First Class Rates 
To Mesa, Ariz., from Present Proposed 
I PII NGS ee ao bie gd 6 Wierd hrkse's vow wal are bc aun eeeek 513 518 
I a ncaa dcn' ca adigda empha egies rove reid 435 440 
ene EN gk itd ls cin: Ligh otaneip ante die cielowi nave 267% 277% 


nee MENS SOI | ooo o.sio's wid orc s:-¢ olb'e-o egiewlde eroeaieeitewelbie 232 242 


In I. and 8S. No. 1979, the Commssion has suspended, from 
December 11 until April 9, schedules as published in Southern 
Pacific I. C. C. No. 4442 and supplement No. 15 to Gomph’s 
I. C. C. No, 617. 

The suspended schedules propose to increase the rates on 
cantaloupes and melons, carloads, from points in California to 
points in Arizona, New Mexico and also El Paso, Tex. 

The following is illustrative: 


Rates in cents per 100- pounds, from Calexico, Cal. 


To Present Pro 
NS I a a5 ick osu W iaeicangra mshi leserere 70 "peeet 
I OE a 6. Sie Bois wsine beinreeiee sears 70 117 


In I, and S. No. 1981 the Commission suspended from 
December 15 until April 138 schedules published in supplements 
Nos. 1 and 3 to Lehigh’s tariff, I. C. C. No. 1638. 

The suspended schedules propose to increase the rates on 
cement from Ada, Okla., to certain points in Louisiana on the 
Texas and Pacific Railway. The following is illustrative of 
changes proposed: 


Rates in cents per 100 Ibs. 
From Ada, Okla. 


To Present Proposed 
MNS FM 5 irire brs cio Sire alu he iemetsida auicantuccidaans 21% ° 25% 
IRs FEMS, 9510: /u.0i0 5's ¥'e aia dre delecaigaiaecwasawiawed ne 22 25% 
ee Se a eh See SNe 23% 25% 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 12663, Midland Linseed Products 
Company vs. Director-General, West Shore R. R. et al., have 
asked the Commission to grant a rehearing therein in respect 
of the issues relating to the rates for the future on linseed oil 
from Edgewater, N. J., to the various destinations involved. 

The defendants in No. 13283, General Gas Light Company vs. 
A. G. S. Ry. et al., have asked the Commission to grant a re 
hearing therein, stating, among other things, that they were 
restricted in the presentation of their evidence inasmuch as they 
were denied the privilege of adequately and fully setting forth 
all of the circumstances and conditions surrounding the move- 
ment of gas heaters. generally. 

The defendant carriers in the Memphis-Southwestern Inves- 
tigation, Docket 9702 and other dockets grouped therewith, have 
requested the Commission to grant a postponement until June 
30, 1924, of the effective date of the requirements and orders 
entered as to the publication of rates on additional commodities, 
effective on or before January 1, 1924; also for a similar post- 
ponement with regard to the denial as to such additional com- 
modities contained in Fourth Section Order No. 8600. 





TYPOGRAPHICAL ERROR CORRECTED 
A typographical error in The Traffic World of December 
1, p. 1836, in a notice concerning the suspension of proposed 
ratings on paper bags and wrapping paper in Southern Clas- 
sification territory, quoted the present rating, carloads, in 
bales, boxes, bundles, or crates, 36,000 pounds minimum, as fifth 
class instead of class A. 
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Decisions of Interstate Commerce Commission 


KELLY RULE RETAINED 


Attempts to cancel the Kelly rule for making rates by com- 
bination should be simultaneous after the establishment of an 
adequate line of joint rates so as to avoid undue preferences and 
prejudices between rival producing sections, said the Commis- 
sion in a mimeographed report on I. and S. No. 1888, Cancellation 
Rule for Constructing Combination Rates on Forest Products, 
North Pacific Coast to Eastern Destinations. The Commission 
was dealing with Countiss’ I. C. C. No. 1124, which was to have 
become effective August 17, but which was suspended until Janu- 
ary 14. 

Protests by the West Coast Lumberman’s Association and 
the Western Pine Manufacturers’ Association caused suspension. 
The former protested chiefly because of the increases that would 
result from the failure of the carriers to establish sufficient joint 
rates to territories in the southeast, to which, in the absence of 
joint rates, combinations on the Ohio and Virginia Cities would 
apply. To illustrate the effect of the proposal, the West Coast 
people, who ship large quantities of cedar shingles into the 
southeast, said the rate from Seattle to Asheville, N. C., under 
the rule would be $1.025 and without the rule $1.055. They said 
that to 77 destinations to which they had shipped the increases 
would run from 1 to 5.5 cents, the average being about three 
cents. 

At the hearing the respondents expressed a willingness to 
continue the rule to Ohio river crossings and Virginia Cities 
which would have satisfied the West Coast association but not 
the Western Pine. The former did not protest against the can- 
cellation in so far as it pertained to central and trunk line ter- 
ritories, because most of their shipments were to the southeast. 
The Western Pine people, however, shipped to central and trunk 
line territories in competition with California and Nevada mills, 
competition from which was also met by the West Coast people 
in the southeast, but not so keenly in central and trunk line 
territories. The Western Pine people said the California mills 
would not only continue to have the benefit of the Kelly rule, but 
also the benefit of much broader grouping of joint rates in trunk 
line territory than obtained from their mills. In disposing of 
the case the Commission said: 

Respondents serve the California mills, as well as those of pro- 
testants’ members. For them to cancel this rule in its application 
from protestants’ mills and retain it in its application from competing 
California mills would result in undue prejudice to protestants’ mem- 
bers. A like result would follow if the rule should also be cancelled 
in its application from the California mills under the much more 
comprehensive publication of joint rates to this general eastern terri- 
tory from the California mills than from the mills of protestants’ 
members, which protestants aver and respondents do not deny. The 
record shows that protestants, when first they heard of respondents’ 
intention, in 1921, to cancel this rule, advised respondents of the 
necessity for an adequate schedule of joint rates to be used in lieu 
of the combination rates made by the use of the rule. It would seem 
that a or ee solution of the joint rate problem could be had 
by conference and cooperation between sespoentoute and protestants. 
It would also seem desirable that any cancellation of the Kelly rule 
following the consummation of these efforts should be ‘simultaneous in 
its effect upon these different sources of transcontinental lumber sup- 


Ply, in order to prevent undue preferences and prejudices between 
rival producing sections. 


COAL RAISE FORBIDDEN 


In a mimeographed report on I, and S. No. 1886, Bituminous 
Coal from Mines in Illinois to Certain Stations in Missouri, the 
Commission has condemned the proposal of the Mobile & Ohio to 
increase rates from mines in Illinois to stations on the St. Louis- 
San Francisco, from St. Mary’s, 75 miles south of St. Louis, to 
and including Shade, Mo., 218 miles south of St. Louis. The Wil- 
lis Coal & Mining Co., with mines at Willisville, Sparta and 
Percy, Ill., protested and procured suspension of the schedules. 
The existing rates, the report says, are graded from $1.71 at St. 
Mary’s to $2.43 at Shade. The proposed rates would be graded 
from $2.07 to $3.04. The existing rates, established while the 
roads were under federal control, formerly applied over other 
and shorter routes via Thebes, Sparta and St. Genevieve. After 
federal control the rates were restricted to the St. Louis route. 
The distances via the Sparta route, the report says, are about 87 
miles shorter than via St. Louis. 

The proposal was to close the longer route via St. Louis and 
apply the rates, over the shorter route, applicable from the Belle- 
ville, Ill., district. The Commission said the closing of the cir- 
cuitous route through St. Louis seemed desirable, but that no 
justification appeared for grouping the protestant’s mines with 
_ in the Belleville district. At the hearing, the report said, 

€ respondent proposed to publish rates over the Sparta route 
equal to the ones over the St. Louis route, except at Cape Gir- 
ardeau, Gulf Junction, Rock Levee, Chaffee and Garza, Mo., points 
- the Frisco intermediate between St, Mary’s and Shade, where 
‘arge competition, according to the railroads, had forced lower 





rates. The Commission said it could not, on this record, ap- 
prove the proposal. 


COMBINATIONS ON OIL 


The Commission has dismissed No. 14221, Caddo Central 
Oil & Refining Corporation vs. Director-General, Pennsylvania 
et al., opinion No. 8936, 83 I. C. C. 734-6, finding the applicable 
combination of 61 cents on ten tank-cars of naphtha, shipped 
from Shreveport, La,, to Marcus Hook, Pa., in December, 1919, 
and January, 1920, not unreasonable. The complaint alleged a 
rate of 63 cents “said to have been charged” was unreasonable 
to the extent it exceeded 59.5 cents and was inapplicable. 

Billing was “Cotton Belt-Pennsylvania” and the cars moved 
via the East St. Louis gateway, the only junction between the 
systems named, via which the combination of commodity rates 
at the time of movement was 63 cents. The Commission found 
that on June 24, 1918, there was a commodity rate from East 
St. Louis of 36.5 cents. The commodity rate at the time of 
the movement, as stated in the report, wag 38.5 cents. Appli- 
cation of the rule for making rates by combination, carried in 
the Leland tariff, brought back the June 24 rate for use in 
making the combination. Read together, the report said, two 
rules in the Leland tariff relating to combination made a through 
rate of 61 cents. 

The complainant suggested a combination via Jeffersonville, 
Ind., of 59.5 cents was either the applicable rate or the prima 
facie measure of the reasonableness of the through rate, either 
in the light of the aggregate of intermediates part of the 
fourth section or under rule 5 (b) of Tariff Circular 18-A, 

The Commission said that the aggregate of intermediates to 
and from Jeffersonville, within the meaning of the fourth sec- 
tion, was 64 cents. It said 59.5 cents was not applicable under 
rule 5 (b), because the governing tariff provided a specific 
manner for constructing the through rate, upon named basing 
points, among which Jeffersonville was not included. 

Complainant referred to a rate of 56.5 cents from Shreve- 
port to Marcus Hook, over the Louisiana Railroad & Navigation 
Company’s line to New Orleans and thence over different lines 
to Marcus Hook, involving a haul, over one route, as great as 
2,002 miles. The Commission said that at the hearing it de- 
veloped that as a matter of fact a rate of 56.5 was collected, 
but upon what authority did not appear with certainty. It 
said, however, the New Orleans combination did not apply and 
that, therefore, there were undercharges outstanding. 


REPARATION ON ANTHRACITE 


An order requiring the Delaware & Hudson to establish a 
rate on anthracite bird’s eye coal, from groups A, B and C, 
on its lines to Thomson, N. Y.; not higher than $2.90 per gross 
ton, not later than February 2 has been entered in No. 13472, 
United Paperboard Company, Inc., vs. Greenwich & Johnsonville 
and Delaware & Hudson, opinion No. 8931, 83 I. C, C. 712-14. 
The Commission found the rates after March 1, 1920, unreason- 
able to the extent they exceeded $2.30 per ton prior to August 
26, 1920, $3.22 from that date to June 30, 1922, and $2.90 since 
that time and for the future. The challenged rates were $2.60 
and $3.64. The report said the Delaware & Hudson owned all 
the capital stock of the little road made a defendant with it. 
It was complainant’s contention that the rate to Thomson should 
not be any higher than points on the Delaware & Hudson 
equidistant from the coal mines; in other words, that the two- 
line rates should not be any higher than rates for single-line 
hauls of the same length. On that basis the rate prior to 
August 26 should have been $2.20, $3.08 to June 30, 1922, and 
$2.77 thereafter, 

The Commission did not pass specifically on the contention 
that the rates should have been constructed as if only a single- 


_ line haul had been involved, but it refused to hold the rates 


unreasonable to any greater extent than hereinbefore shown. 


SOLIDIFIED COTTONSEED OIL 


A finding of unreasonableness, over and undercharges, and 
an order of reparation have been made in No. 12422, Lookout 
Oil & Refining Company vs. Alabama & Vicksburg, Director- 
General, et al., opinion No. 8932, 83 I. C. C. 715-8, as to rates on 
solidified cottonseed oil, in bags, in carloads, shipped between 
September 6, 1918, and July 21, 1920, from Chattanooga ‘to Chi- 
cago, East St. Louis and Sherman, Tex. The allegation was that 
the rates were unreasonable to the extent they exceeded the 
contemporaneous rates on cottonseed oil, in barrels or in tank 
ears, and the Commission so found. 

The Director-General contended that as the rates on cotton- 
seed oil were made originally on the theory that cottonseed was 















































































































































1470 THE TRAFFIC WORLD 


a waste product, they were unduly low and continued on that 
basis to the present time. The Commission, however, specifically 
found that the rates to East St. Louis and Sherman were not 
unduly low. The shipments to Chicago were eliminated from 
the case because the complainant admitted it had not paid and 
borne the charges. The Commission said the cottonseed oil rate 
to East St. Louis yielded 12 mills for 491 miles and the rate to 
Sherman, Tex., 13.6 mills for a haul of 1,052 miles. 

According to the complainant solidified cottonseed oil is a 
more desirable freight than the oil in liquid form, because it 
is not subject to loss as a result of defective cooperage and that, 
as a matter of fact, it could be transported in open-top equip- 
ment if necessary. The Commission said that generally the 
rates on it in the west and south were the same whether the 
oil moves in barrels, tank cars or in bags. 


BRANCH LINE GROUP RATES 


In a report written by Commissioner Campbell on No. 13158, 
Nelson Fuel Company et al. vs. Chesapeake & Ohio et al., 
opinion No. 8937, 83 I. C. C. 7387-41, the Commission found 
rates on coal, from mines on the Greenbrier & Hastern, in 
West Virginia, unreasonable to the extent they exceed or may 
exceed the group rates contemporaneously maintained from 
branch line points on the Chesapeake & Ohio, in the New River 
district, to the same destinations. 

An order requires the carriers to establish rates on that 
basis not later than February 24, 1924, upon statutory notice. 

The case was decided in accordance with the principles 
enunciated in Coal from Sewell Valley Stations, 58 I. C. C. 
261, in which the Commission said the group rates should be 
established from the Sewell Valley stations, but that the short 
line should contribute cars for coal traffic in accordance with 
a formula laid down therein. In this case the Commission 
said that the question of the number of coal cars to be furnished 
by the Greenbrier & Eastern might be determined by the parties 
under the formula used by it in the case mentioned. 

The Chesapeake & Ohio, the report said, did not object to 
joint rates from mines on the Greenbrier, provided it received 
for the movement from Meadow Creek, the junction point of 
the Chesapeake & Ohio and the Sewell Valley, the same divi- 
sions it received from the Sewell Valley. The divisions received 
on traffic from the Sewell Valley were demanded by the Chesa- 
peake & Ohio because the Greenbrier traffic moved over the 
Sewell Valley up to the junction with the trunk line at Meadow 
Creek, the Greenbrier, 10.8 miles long, being connected with 
the Chesapeake & Ohio only via the Sewell Valley tracks. It 
had been receiving its car supply from the trunk line, but, 
according to the report, it expressed a willingness to furnish 
such a supply of coal cars as the Commission might indicate 
as its contribution to the stock of equipment to be used in 
the joint undertaking under group rates. 


DRAYAGE CASES DISMISSED 


The Commission has dismissed No. 13120, National League 
of Commission Merchants of the United States vs. Pennsylvania 
et al, and cases joined with it, opinion No. 8934, 83 I. C. C., 723- 
30, finding that drayage charges incurred by the shippers and 
consignees of fruits and vegetables to New York in obtaining 
delivery of their freight into New York during strikes of -rail- 
road workers in 1920 did not result in any violation of the in- 
terstate commerce act. 

In substance the Commission said the complaints alleged that 
due to the failure of the railroads to make delivery of fruits and 
vegetables at billed destinations in New York, in the spring and 
early summer of 1920, complainants and interveners were com- 
pelled to transport the shipments by dray to the billed destina- 
tions from points in New Jersey, short thereof, in violation of the 
first three, sixth and fifteenth sections of the act. The prayers 
were for reparation. 

The carriers raised the question of jurisdiction on account 
of the lapse of time, but in view of the conclusion reached that 
point was not considered at length. 

Failure of the carriers to make delivery to the billed des- 
tinations resulted from the strikes by marine workers in: New 
York harbor. The Commission said the Pennsylvania and dele- 
gates purporting to represent the fruit and vegetable shippers 
and consignees made arrangements whereby the consignees 
would take delivery short of billed destinations, and that the 
railroads made diligent efforts to restore normal conditions. It 
said both strikes involved in the leading case were called with- 
cut notice and that it did not appear that either strike could 
have been averted by the carriers, as each was intended chiefly 
as a protest against a prospective decision of the Railroad Labor 
Board. Immediately upon the declaration of the strikes em- 
bargoes were laid against all freight. The steps taken for short 
delivery of traffic, the Commission said, resulted from a realiza- 
tion by both carriers and consignees that on account of the 
perishable character of the freight and because of the threat- 
ened food shortage extraordinary measures would have to be 
resorted to in order to get the food supplies into New York. 
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Complainants said that in co-operating with the carriers iy 
the manner set forth, namely, that of accepting deliveries short 
of billed destinations, they proceeded upon the theory they 
would be compensated by the carriers for the cartage charges 
they expended. 

“Regardless of what the assumption of complainants may 
have been,” said the Commission, “the evidence does not estab- 
lish any promise on the part of the carriers to reimburse, and 
any reasoning based on this hypothesis is not warranted.” 

The Commission said it had examined the facts in the light 
of the five sections of the act invoked by the complainants, It 
found that no violation of the interstate commerce act had been 
established in these cases. As to the first section it said the 
shippers were compelled to accept deliveries short of billed 
destination only in the sense that if they did not take delivery 
short of destination, they would have had none at all An in. 
ference that the carriers wilfully sought to relieve themselves 
of their duty to complete delivery, it said, was entirely unwar. 
ranted. It said that in co-operating as they did carriers and con- 
signees were mutually benefited. In passing, the Commission 
observed, apparently by way of answer to the suggestion that if 
the complainants had not taken short delivery the carriers would 
have been liable in damages for failure to make delivery within 
a reasonable time, that “there is much authority for a proposi- 
tion that a bill of lading provision relieving carriers from dam- 
ages incurred by owners of property because of delay of ship- 
ments due to strikes not the result of negligence on the part 
of carriers is valid, and will be enforced.” 

As to section 2 and 3, the Commission said the evidence dis- 
closed no person, persons or traffic in whose favor to carriers 
unjustly discriminated, or any to whom undue preference was 
given. 

As to section 6 the Commission said the complainants made 
no assertion that rates not in accordance with the tariffs were 
collected, but contended that the failure to make delivery at the 
terminals constituted a violation. In support of that they cited 
Guyton Harrington Mule Co. vs. L. & N., 50 I. C. C., 547, a case 
in which the carrier refused to make delivery at an “old” stock 
yard in Nashville, although the tariffs provided for delivery 
thereat. In that case the Commission said the award of repara- 
tion was not predicated simply on the fact that delivery was 
not made at the customary point, but upon the fact that the fail- 
ure was a “wrongful act” and that the conduct of the carrier 
was unreasonable. 

“But where is there any unreasonable conduct shown in the 
instant case?” the Commission asked. .“Carriers, like other per- 
sons, cannot be expected to do the impossible.” 

As to section 15, the Commission again pointed out that its 
power was merely to prescribe a maximum allowance so as to 
prevent excessive payments, and not to require allowances. The 
carriers in this case, it said, were opposed to making any allow- 
ance. 

The report also embraces No. 13120 (Sub. No. 1), American 
Fruit Growers, Incorporated, New York Division, vs. Pennsyl- 
vania; No. 13120 (Sub. No. 2), Charles A. Houck vs. Same; No. 
11320 (Sub. No. 3), J. & G. Lippman, Incorporated, vs. Same; 
No. 13120 (Sub. No. 4), M. H. Hellman vs. Same; No. 13120 (Sub. 
No. 5), I Lowenthal vs. Same; No. 13120 (Sub. No. 6), J. Pratt 
Carroll, Incorporated, vs. Same; No. 13120 (Sub. .No. 7), Ameri- 
can Fruit Growers, Incorporated, New York Division, vs. Same; 
No. 13120 (Sub. No. 8), Same vs. Same; No. 13120 (Sub. No. 9), 


Same vs. Same, and No. 13884, Florida Citrus Exchange et al. vs.. 


Pennsylvania et al. 


ROUTING THROUGH CHICAGO 


In a mimeographed report on I. and S. No. 1910, elimina-- 


tion of routing of transcontinental traffic via Illinois junctions. 
destined to southeastern points, the Commission has approved 
the proposal of the railroads and discontinued the proceedings. 
The carriers desired to close the routes, in so far as the blanket. 
rate of $1.50 applicable on fruits and vegetables was concerned,. 
because the divisions to the lines between Chicago and the 
Ohio River were thin and in some instances nothing was left. 
out of the joint rates for such carriers. _ Southeastern lines). 
the Commission said, insisted upon divisions from the carriers: 
north of the Ohio equal to what they would receive locally’ 
or as divisions on traffic moving through the lower Mississipp! 
River crossings. The approval was given largely on the theory’ 
that the elimination of such routes, except upon the basis of 
the higher rates that would apply, would be in the interest of 
the conservation of transportation. 

Commissioner Cox, in a dissent, said the approval should 
have been without prejudice to the filing of rates sufficiently 
high to take care of the extra cost of sending the traffic ovér 
the routes via the Illinois junctions that seemed unduly cif- 
cuitous. He pointed out that the carriers were not undertakin& 
to eliminate all, but only some,.of the long routes. 


WOOD FLOUR REPARATION : 

With Commissioner Lewis dissenting, the Commission, 2 
No. 13978, E. I. Du Pont De Nemours & Co. vs. Director-General, 
opinion 8933, 83 I. C. C. 719-22, has condemned a rate of $1.04 
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on dry-ground wood flour, imposed on shipments between July, 
1918, and December, 1919, from Hercules, Calif., to Louviers, 
Colo, a8 unreasonable to. the extent it exceeded the rate of 
62.5 cents contemporaneously applicable to wood pulp. The 
rate of 62.5 cents was established for application to wood flour 
December 31, 1919. Wood flour is used as an absorbent of 
nitro-glycerine in the production of dynamite and in the manu- 
facture of linoleum. One process used in making it is to use 
green sawdust and beat it into fine particles, sifting out the 
coarser ones. According to the Commission’s report it is 
worth about $15 per ton, while wet-process wood pulp is worth 





FIGHT OVER HALF CENT 


Examiner Charles R. Seal has recommended the dismissal 
of No. 15056, Central Pennsylvania Lumber Company vs. Tion- 
esta Valley et al. on a finding that a rate of 15.5 cents on lum- 
ber, from West Sheffield, Pa., to Jamestown, N. Y., is not un- 
reasonable. The allegation was that the rate was unreasonable 
to the extent it exceeded 15 cents. A reasonable rate for the 
future and reparation were sought. The case was presented in 
accordance with the short procedure form. 

Howevery if the report of the examiner is adopted, the com- 
plainant will obt relief in some form. Seal found the rate 
of 15.5 cents to in violation of the long and short haul part 
of the fourth section. He said the defendants should promptly 
remove the violation. There has been, according to Seal’s re- 
port, a hide-and-seek game in respect of the fourth section in 
connection with that rate on lumber. Prior to March 1, 1923, 
the rate was stated as $3.02 per net ton, approximately 15 cents 
per 100 pounds. On that day a rate of 15.5 cents was estab- 
lished to Jamestown. Through oversight the $3.02 per ton rate 
was continued in force to more distant points and a fourth sec- 
tion violation came into existence. It was removed September 
20, 1923, by the establishment of the 15.5 cent rate to the more 
distant points. It was revived November 1, 1923, by the reduc- 
tion of the rate to the more distant points to 15 cents. 

Seal said the complainant relied upon that violation and the 
fact that the rate to Jamestown was made half a cent higher 
than warranted by the per ton rate, to prove unreasonableness. 
Seal said the Commission had held many times that a violation 
of the fourth section did not, of itself, establish the unreason- 
ableness of the higher rate or form a basis for an award of 
reparation. He said there was no evidence that the rate under 
attack was unreasonable because of the half cent increase. 
Upon that point he said the complainant appeared to be under 
the erroneous impression that the carriers could not lawfully 
establish individual-rates above the basis prescribed in Reduced 


Rates, 1922, 68 I. C. C. 676, without authority from the Com- 
mission. 


SILICATE OF SODA RATES 


Examiner John H. Howell has recommended the dismissal 
of No. 14379, American Fibre Package Company Division, Ameri- 
can Box Board Company vs. Chicago & North Western et al., 
on a finding that the rates of 18.5 and 16.5 cents on silicate of 
soda in tank cars, from Carrollville, Wis., to Grand Rapids, Mich., 
from and after January 3, 1922, had not been shown to have been 
unreasonable or otherwise in violation of the act. The allega- 
tion was they were not only unreasonable but unduly prejudicial 
and disadvantageous to the complainant and unduly preferen- 
tial of and advantageous to its competitors. 


The basis of the complaint, the examiner said, was that in 
the readjustment following C. F. A. Class Scale Case, 45 I. C. C. 
254, the carriers did not base cross-lake class rates from Mil- 
waukee to Grand Rapids on the short-line distance of 118 miles, 
but established the zone B scale of rates approved by the Com- 
mission for distances of from 151 to 160 miles. The complainant 
contended that that was in violation of the findings. It asked 
for a rate of 14.5 cents for the future and reparation to the basis 
of 16.5 cents from January 3 to June 30, 1922, and 14.5 cents 
thereafter, 

The defendants contended there never was any intention 
to establish a strict mileage basis of class rates, as in some 
— rates within the territory had to be made with due regard 
“ the rates on traffic into and out of the territory; that is, that 
0cal rates between points in the interior of central territory and 
points on its borders would have to be made with relation to the 
Proportional rates via various gateways between the same points 
ee to traffic moving into and out of the territory. One 
~ nce of this relationship or regard, they said, was the ad- 
. ment between Grand Rapids and west-bank Lake Michigan 
soso including Milwaukee. They explained the scheme of 

es between the Grand Rapids group and Milwaukee and Chi- 


Tentative Reports of the Commission 


about $30 per ton, and chemical-process wood pulp from $60 to 
$100 per ton. 

Commissioner Lewis said the movement of wood flour was 
small; that it loaded lighter than wood pulp, and that in pre- 
vious cases the Commission had refused to hold rates on wood 
flour unreasonable because lower ones were applied on wood 
pulp. He said he was not convinced that'a per car revenue of 
$435 for a 1,367-mile haul was unreasonable. It yielded 15.21 
mills per ton-mile. 


Reparation to the basis of the subsequently established rate 
of 62.5 cents was awarded. 


cago, which, they said, gave Grand Rapids the benefit of pro- 
portionals from Chicago, through which the bulk of the traffic 
moved, lower than the locals from Chicago. They interpreted 
language in the C. F. A. Class Scale Case, relied upon by the 
complainants, as approving the use of that adjustment, although 
the distance used in making the rates was somewhat greater 
than the actual cross-lake distance, although it did not exceed 
the average length of the routes over which traffic was hauled 
between the points mentioned and did not exceed the short-line 
cross-lake distance to some points in the Grand Rapids group. 


MINNESOTA RATES CONDEMNED 


A proposal that Minnesota intrastate class rates be con- 
demned has been made by Examiner Andrew C. Wilkins, in a 
report on No. 13839, Commercial Club of Fargo, N. D., vs. Ahna- 
pee & Western et al., and No. 13197, Chamber of Commerce of 
Jamestown, N. D., et al. vs. Big Forks & International et al. He 
said the Commission should find them unreasonable and unduly 
prejudicial to the extent they exceed or may exceed a scale pro- 
posed by him. The report is a minute document covering eighty- 
four pages of. long typewriting paper in which the examiner, 
apparently, informed the Commission about many details of the 
rate situation. In a broad description the cases amounted to 
allegations of Shreveport discrimination as between Minnesota 
points on the one hand, particularly Moorhead, and against 
Fargo, across the Red River from Moorhead, on the other; and 
thirteenth section discrimination against interstate commerce. 
Wilkins’ rceport, if approved, will cause a big revision in the 
northwest. 

Fargo summed up its complaint in seven paragraphs, num- 
bered 4 to 10, both inclusive. Valley City and Jamestown con- 
tended the rates assailed by them were unreasonable in com- 
parison with rates to Moorhead and Fargo. The latter, the 
examiner said, were much lower, distance considered, than the 
rates to Fargo and Moorhead. The railroads contended, the 
report said, that the Minnesota intrastate rates were too low and 
that those to Valley City and Jamestown were not too high. 
The complainants countered on that claim by pointing to the 
railroad practice, as they said, of making rates from Fargo to 
points on the Soo Line on a lower basis than the rates from 
the Twin Cities to Valley City and Jamestown about which they 
had complained. They suggested that that practice was incon- 
sistent with the railroad: claim that the Fargo-Moorhead rates 
were too low. : 

The defendants, Wilkins said, conceded that the rates to 
Fargo and Moorhead should be on the same basis and that the 
relationship between the rates to Valley City and Jamestown and 
points east thereof, was improper, and discriminated against 
Jamestown and Valley City. The railroads contended that the 
relationship provided by the scale that was in effect prior to 
action by the Minnesota commission was proper; that the pres- 
ent rates to Jamestown and Valley City were reasonable, and 
that the discrimination should be removed by increasing the 
rates to western Minnesota and eastern North Dakota points. 
The complainants, according to the examiner, insisted that as 
the Minnesota intrastate rates were not found confiscatory by 
the Supreme Court when it acted upon them in 1913, they would 
be just and reasonable rates for application on traffic between 
the points under consideration. ° 

Wilkins said that while the Commission took into considera- 
tion the level of intrastate rates in arriving at proper rates for 
application on interstate traffic in the same territory, it was not 
bound by such rates. He said that it was obvious that the Minne- 
sota rates which were much below the general level of inter- 
state rates in 1913 had not reached any nearer the level of 
interstate rates in effect in the same general territory today, 
because all rates had been subjected to the same percentage 
increases and reductions. 

He said that an examination of the exhibits bore out the con- 
-tention of the railroads that most of the rates relied upon by the 

complainants to show that the existing Minnesota rates would 
be reasonable for application on interstate traffic to Fargo, Val- 











































































































































ley City and Jamestown, Were auch as showed the influefite of 
class scales in effect in Minnesota and fowa and that the few 
rates cited not so influenced were selected ftom points within 
group adjustments, including longer afid shortér haiils at the 


same rate, and which also showed indications of sémpetitive 
compulsion. 


“No decision of this Commission has approved the Minne- 
sota intrastate rates as just and reasonable for application on 
interstate traffic,” said the examiner, Wilkins said the Coem- 
mission should find as follows: 


The Commission should find, in No. 13197, that the class rates 
from St. Paul, Minntapo is ahd Duluth, Ming. and, Superior,, Wis., 
and rélated pdints aking he. same rates, to alley City and J mes- 
town, N. D., ate, and for thé future will He; unreasonable t6 the 
xtent that, the qicee the folldwitig scale of class rates deSignatéd 
innesota- North ota Interstate Distance Scale of Class Rates; 
which scale is found to be just and réasondble as a maximum for 
application between these points: , cay it See 
innesota-North Dakota Interstate Distance Scale of Class Rates 
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360 miles and over 90 71 47 56 43 35 28 23 
miles and over 94 73 48 57 44 36 29 24 

miles and over 97 76 50 59 46 37 30 25 
420 miles and over 100 78 51 61 47 3 3 26 
440 miles and over 103 «81 53 63 48 40 32 26 
460 miles and over 106 «683 54 65 50 41 33 27 


480 miles and over 
500 miles and over 
520 miles and over 
540 miles and over 
560 miles and over 
580 miles and over { 
600 miles and over 127 100 66 78 60 49 40 33 

For transportation over two or more lines, not parts of the same 
system and not under a common ownership or control, the following 
arbitraries, in cents per 100 pounds, may be added: 

cae tt ££ € £ §£F AB CH B 
ee ee ee 7 6 ere © 2.4.23 

In applying the scale of class rates herein prescribed the defend- 
ants should be governed by the following: When the Twin Cities do 
not fall in the same distance block from or to a given point, the aver- 
age distance from or to both Twin Cities should be used and the rate 
thereunder applied from or to both points; when Moorhead and Fargo 
do not fall in the same distance block the same procedure as above 
outlined should be followed. 

The Commission should further find that the maintenance of 
class rates from the points of origin above named to Fargo on a 
lower basis, distance considered, than the basis of class rates con- 
temporaneously maintained from the same points of origin to Valley 
City and Jamestown at present does and for the future will result 
in undue prejudice to Valley City and Jamestown and undue pref- 


erence of Fargo, which undue prejudice and undue preference should 
be removed. 


Having fixed the basis of reasonable maximum class rates for 
application from the above named points of origin to Valley City 
and Jamestown and having found that the maintenance of any lower 
basis, distance considered, from the same points of origin to Fargo 
results in undue prejudice to Valley City and Jamestown and undue 
preference of Fargo, it follows that the undue prejudice and undue 
preference should be removed by increasing the class rates from the 
above named pots of origin to Fargo, distance considered, to the 
basis hereinbefore found just and reasonable for application from the 
same points of origin to Valley City and Jamestown. 

The Commission should find in paragraph 4 of No. 13839 that the 
class rates from St. Paul, Minneapolis, Minnesota Transfer, Cloquet, 
Duluth and West Duluth, Minn., and Superior and South Superior, 
Wis., to Fargo, are not unreasonable but are unduly prejudicial to 
Fargo to the extent that they exteed the class rates contemporane- 
ously maintained from the same points of origin to Moorhead, Minn. 
The Commission should further find that just and reasonable maxi- 
mum class rates from the above named points of origin to Fargo 
should not exceed the scale of class rates hereinbefore found to be 
just and reasonable maximum rates for application from the origin 
points described to Valley City and Jamestown and designated Min- 
nesota-North Dakota Interstate Distance Scale of Class Rates. 

The Commission should find that the class rates from the above- 
named \Minnesota points of origin to Moorhead are unduly preju- 
dicial to Fargo, Valley City. and Jamestowm, and unduly preferential 
of the above-named innésota points, and unjustly discriminatory 
against interstate commerce. 

he Commission should further find that the said undue preju- 
dice, preference and unjust discrimination should be removed by 
establishing intrastate class rates from the above-named Minnesota 
origin points to Moorhead which shall not be lower, distance consid- 
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ertd, than fates which wouid resiilt from the application of tiie scale 
of class tates fotind herein. to be just and réasonable for application 
to intatatiith traffic from thé same points of origin to Fargo, Valley 
City,and Jamestowh. ......_—s«, ra ee Wasa” re! 

_ The Commigsion showiid further find that thé miaintetiange 
defendants.of rates on cannéd fruits and vegétables; vitieBar afi 
ide grr ge milk, pickles, rite, sardinés, sugar, syrup, an 
tiilding and rob ng paper, from the Twin Cities to Fargo ona basis 
léwer thah the clas8 rates’ gO6vefnin# such comimodities, whilé ¢6n- 
temporaneotisly maintaining rates of thé samié cammoditiés to Valley 
City and Jaméstown on the full governing class basis, i8 and will be 
unduly prejudicial to Valley City and Jaméstown and unduly fréfet- 
britia of Far#o, which undué ‘prejudice should be réméved. The 
récodrd i8 fiot sufficiéntly informative to justify a_findifi as to the 
reasonablehess of the present rates on thesé commodities from and 
to the points, considered. wae haere F neees 

The Commission should further find. that the taintenancé by dé- 
éndants of rates on lumber from the Twin Cities tq. ‘oofhead on a 
ower relative basis, distance considered, than contemporanéous 
maintained to, Valley. . City ang Jamestown is and will he undu 
prejudicial to Valley City and, ames own, and unduly preferential of 
Moorhead, —- undue prejudice should ,be. removed. The récord is 
not sufficiently informative to Matity. a, finding a8 to the reasonable- 
ness. of the present rates on lumber from ard to thé peints con- 
sidered. .. , neat eo ee a ee 

, The. Commission should further find that the maintenance of ex- 
ceptions to thé classification on,live poultry, wooden barrels, confet- 
tidnery, candy and chewing gum, egg case fillers and roofing paper, 
from tlie Twin Cities to Moorhead ang argo, while contemporane- 
ously y = to, apply, such exceptions. from the same ofigin points to 
Valley .City and Jaméstown, is and will be unduly. prejudicial to, Val. 
ley City and Jamestown and unduly. preferential of Moorhead and 
Fargo, which undue prejudice should be removed. The récord. is not 
sufficiently informative to justify a finding as to the réasonablenéss 
of these exceptions. , - be Se 
- .The CorrinisSion should find that the class-rates from. Fargo to 
destinations,.in Minnesota within, a radius of 150 miles from Fargo, 
are not unreasonable but that they. are arid for the future . will. be 
unduly prejudicial to Fargo to. the extent A stones f gkcesd the class 
rates contemporaneously maintained. from Moorhead, the, Twin Cities, 
Duluth, Crookston, Fergus Falls, Thief River ae Detr it City, 
Wadena, Brainerd, Sauk Center, St. Cloud and™Willmar, Minn., dis- 
tance considered, to the same destinations in Minnesota... ooh 

The Commission should further find that just and. reasonable 
maximum .class rates from Fargo to points in Minnesota within a 
radius. of 150 miles from Fargo should not exceed the scale of class 
rates hereinbefore found to be just and reasonable maximum rates 
for. application. from certain. Minnesota points to Fargo, Valley City 
and Jamestown and designated Minnesota-North Dakota Interstate 
Distance. Scale of Class Rates, which scale is found.to be just and 
reasonable, as a maximum from Fargo to pdints in Minnesota within 
a radius of 150 miles from Fargo. ' ath ies 

_,.The Commission should further find that said undue prejudice, 
pteferénte and unjust discrimination should be removed by_ publish- 
ing intrastate class rates from the above-nam oor "* points o 
origin to points in Minnesota within a radius of 150 a rom Fargo 
which shall not .be lower, distance considered, than the class rates 
contemporaneously maintained from Fargo, N. Dak., to the samé 
destination points in Minnesota. the: 

The Commission should find that, the present class rates froji 
Chicago to Fargo are not utireasbrable, but that they ate unduly 
prejudicial to Fargo and, unduly preferential of the Twin Cities; that 
such undue prejudice will be decreased by the establishment between 
the Fed Cities and Fargo of the scale of class rates herein found 
reasonable for appligation betwéen. cértain Minnesota points and 
Fargo; and that the prejudice should be further decreased by estab- 
lishing the same percentage relationship between the classes in the 
class rates from Chicago to the Twin Cities as are con emporaneously 
maintained between the classes in the class rates from Chicago to 
Fargo, and that such uniform relationship between the classes should 
be accomplished by omg | the percentage relationship fixed in the 
Minnésota-North Dakota Distance Scale of Class Rates herein deter- 
mined just and reasonable or application betwéen certain Minnesota 
points and Fargo, Valley City atid Jamestown; and that as to the 
class rates from Chicago to Fargo the defendants should use the 
present first-class rate as a basis, and revise the rates on thé othér 
classes in accordance with the percentage relationship fixed in the 
Minnesota-North Dakota Distance Scale of Class Rates above ré- 
ferred to. It will not be necessary to grant complainant’s alternative 
prayer for proportional rates from the Mississippi River on this 
traffic. 

The Commission should find that the present class rates from 
Chicago applicable on traffic from points east thereof in Central. 
Eastern Trunk Line and New England territories to Fargo are and 
for the future will be unreasonable to the extent that they exceed 
the following proportional class rates from Chicago to Fargo: 

Class 1 > 4 § 1 enue  C. BD. 3 
SOE: - v Kase cadres saeaueccermeces 160 185 112 88 58 69 53 43 35 29 

The Commission should further find that compliance with the 
above findings will not entirely remove the undue prejudice herein 
found to exist in the present rates from Chicago and points east 
thereof to Fargo as compared with the present rates from the same 
origin points to the Twin Cities; and that the defendants will be ex- 
pected within three months to submit a basis of class rates designed 
to remove the remaining prejudice, using in such basis as far as pos- 
sible the percentage relationship between the classes fixed in the 
Minnesota North Dakota Distance Scale of Class Rates above re- 
ferred to. 

The Commission should find that the present class rates from 
eastern points via lake-and-rail and rail-lake-and-rail through — 
luth are unduly prejudicial to Fargo and unduly preferential of the 
Twin Cities; and that such undue prejudice should be removed by 
establishing class rates from such eastern points through Duluth hed 
Fargo which shall not exceed the corresponding rates to Duluth - 
more than 75 per cent of the local class rates contemporaneously in 
effect from Duluth to Fargo. wie 

Although the issues in this case are not broad enough to — 
the establishment of similar rates to Moorhead, Grand Forks, Valley 
City and Jamestown, nevertheless these cities are in direct compe, 
tition with Fargo in the adjacent territory and defendants “oon 
accord the same basis of rates on such traffic via Duluth_to = 
points to avoid increasing the present undue prejudice and a 
the necessity for = filing of formal complaints by these cities 
attain the same end. t Ps 

The Commission®* should find that the presenti®*class rates —_ 
Fargo to destinations in Montana are and for the future will be cone 
reasonable and unduly prejudicial to the extent that they are no cpwin 
than the class rates contemporaneously maintained from _ 
Cities to the same destinations by the following differentials: B 
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Kansas City and points taking the same rates to Fargo are and for 
the future will be unreasonable to the extent that they exceed the 
following rates: 


Class 1 2 3 4°$°2°' 5 CoD B 
From Omaha ....eccseceecees 172 146 120 95 62 74 57 46 38 31 
From Kansas City ........... 203 173 142 112 73 87 67 55 45 37 


The Commission should further find that the class rates from 
Omaha and Kansas City and points taking the same rates to Far; 
are and for the future will be unduly prejudicial to Fargo and unduly 
preferential of. Duluth to the extent that they exceed the class rates 
from the same points of origin to Duluth by more than the following 

tials: 
aa a ke 

WOES ci sens + dde eens aan veoma 
a he undue prejudice and undue a en should be removed. 

The Commission should find that the present class rates from 
points in California, Nevada and Utah, to Fargo are and for the 
future will be unreasonable and unduly prejudicial to the extent that 
they exceed the class rates contemporaneously in effect from the 
same points of origin to the Twin Cities. 

The Commission should further find that the record does not dis- 
close any public necessity for the joint through route sought, but 
that the defendants should, however, give careful consideration to 
voluntarily opening up the route through Butte on traffic to 7, 
in the interest of the movement of all traffic via the shortest an 
most economical routes between given points. 

The Commission should further find that while the complaint is 
not broad enough to support an order as to rates to Duluth, the car- 
riers should give favorable consideration to the extension of the Twin 
Cities basis of class rates to Duluth on this long-haul traffic as to 
which the rates are now made on an extensive group basis. 

The record does not afford a basis for determining the reasonable- 
ness of the class rates from points in New Mexico to Fargo. 


SWITCHING RATE REPARATION 


An award of reparation to interveners in No. 11040, Boston 
Wool Trade Association vs. Director-General, Boston & Albany 
et al, and No. 10427, Quincy Market Cold Storage & Warehouse 
Company et al. vs. Director-General, N. Y. N. H. & H. et al., and 
parts of fourth section application No. 1481, has been recom- 
mended by Examiner Frederick M. Dolan. The cases were 
upon further hearing. In the first report thereon, 69 I. C. C. 
282, the Commission found that switching charges, rates and 
practices at Boston and vicinity were unjust and unreasonable. 
It ordered an enlargement of the switching district and pre- 
scribed a uniform basis for assessing switching charges, but 
denied reparation. - 

Further hearing was had upon petition of the Boston Woven 
Hose & Rubber Company, North Packing and Provision Com- 
pany, John P. Squire & Co. and Swift & Co. Soap Works, 
interveners in the original case, upon the sole question of the 
reasonableness of the charges on traffic between West Cam- 
bridge and East Cambridge; on shipments of coal from Mystic 
Wharf to East Cambridge in the period of federal control and 
the right of the petitioning interveners to reparation. 

The woven hose company alleged that a rate of $1.60 per 
long ton on 87 carload of coal from Mystic Wharf to Cambridge 
was unreasonable, for the 3.5-mile haul, to the extent it ex- 
ceeded $20 per car, the subsequently established intra-terminal 
switching charge. That traffic, Dolan said, was separate and 
distinct and differed materially from the traffic of the other 
interveners. Therefore he discussed it in a part of the report 
devoted wholly to it. The shipments were made in September 
and October, 1918, Therefore the Commission had jurisdiction. 

In general the carriers and the Director-General opposed 
reparation on the ground that the rate reduced in the formal 
case had been long in effect and the reductions applied through- 
out a large territory and affected shippers at many points who 
were not parties to the case, which was the substance of the 
Commission’s finding in Boardman Co. vs. Southern Pacific, 37 
I, C. C. 81, ag reason for denying reparation. In behalf of the 
Director-General, it was argued that, inasmuch as the rates 
ordered by the Commission were not made effective until after 
the end of federal control, it would not be proper to award 
reparation except upon clear proof of damage and demonstra- 
tion that the rates were excessive and unreasonable. The Di- 
rector-General contended that, owing to the complicated and 
difficult conditions under which the services were rendered, the 
Tates assessed were not too high. 

Dolan said that what was said on that point could be said 
on any case before the Commission alleging violation of the 
first section. 

He said the hose company should be given reparation to 
the basis of a $20 per car charge; the North Packing & Pro- 
vision Company, John P. Squire & Co. and the Swift & Co. 
Soap Works, to the basis of $15 per car. 


WIRE RATE ADJUSTMENT 


A finding of undue prejudice and an order for its removal 
have been recommended by Examiner Frank M. Weaver, in a 
report on No, 13677, Public Service Commission of Indiana et 
al. vs. Alabama & Vicksburg et al., as to rates on wire and wire 
articles, in carloads and less than carloads, from Anderson, Ko- 
komo and Muncie, Ind., to destinations in Kentucky and Ten- 
hessee. He said the Commission should find them not unrea- 
Sonable or unjustly discriminatory but unduly prejudicial be- 
Cause of the maintenance of relatively lower joint rates on sim- 
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r commodities from Pittsburgh to the same destinations. He 
said the order should merely require the removal of the undue 
prejudice. Such an order would leave the carriers free to lower 
the rates from the Indiana points or raise those from Pittsburgh. 

At the hearing the carriers indicated their intention to raise 
the Pittsburgh rates by cancelling the joint rates, thus estab- 
lishing the Ohio river combination basis on traffic from Pitts- 
burgh. That is the basis of the rates from the Indiana points 
and other wire fence producing poihts in central territory, 

The examiner said the real complainants were the manu- 
facturers of welded and woven wire fence, barbed wire, wire 
nails and cotton bale ties. The examiner said their contention 
that the rates were excessive, unjustly discriminatory and un- 
duly prejudicial was based solely upon the fact that the rates on 
like commodities from Pittsburgh were on a lower basis, dis- 
tance considered, than from the complaining Indiana points. 
The combination rates to which the complainants objected were 
on the basis of the fifth class. After the complaint was filed, 
the examiner said, commodity rates on all the articles mentioned 
except bale ties, from producing points in central territory to 
the Ohio river were established, to Ohio river crossings prac- 
tically equivalent to sixth class, limited to traffic going beyond 
the Ohio river. 

Rates from Pittsburgh, the examiner said, were not re-ar- 
ranged after the Commission’s decision in the C. F. A. Class 
Rate case and the Fifteen Per cent cases. When the varying 
percentages allowed in Ex Parte 74 were made effectivve in 
August, 1920, the components north of the Ohio river from the 
Indiana cities went up 40 per cent and south of the river 25 per 
cent, while the rates from Pittsburgh to the destinations men- 
tioned, being joint rates, went up only 33% per cent. 

‘rhe Cincinnati Chamber of Commerce, Louisville Board of 
Trade and the Belknap Hardware Company, at Louisville, inter- 
vened in behalf of the railroads against the Indiana complainants. 


SCALE FOR MILK AND CREAM 


A scale for use on shipments of milk and cream handled 
in express or baggage service, from points in Iowa and South 
Dakota to Omaha has been proposed by Examiners John B. 
Keeler and Charles R. Seal, in a report on No. 14552, Kirsch- 
braun & Sons, Inc., vs. Great Northern et al. They said the 
Commission should hold the existing rates unreasonable, award 
reparation and establish,’ for proportional application a table 
of rates proposed by them. The scale proposed is to be used 
for the separate distances, plus a transfer charge where dray- 
age transfer is necessary. The scale is as follows: 





5 gal. 8 gal. 10 gal. 

. can can can 
Distance—miles cts. cts. cts 
Over “25 DUE TOE GVEP BO. <n... ccccecccccs 17 22 24 
Over 30 but not over 35..............000- 18 23 25 
Over S65 tat siet Omer iO. soe. ciccccce ce 19 24 27 
Over 40 DutsMOtCVOP 460 o6c osccée ce cesces 20 25 28 
Over 45 Dut Wet GVer. GO. occ ccccccccecens 21 26 29 
Over 60 but not over 60............ccccc. 22 28 31 
Over 60 but nob ver): 70.5... ccc cece de. 23 29 33 
Over 7) Gut M06 Cee. Bb.%. oi csicccicwens cee 24 30 34 
Over. 80 but not over 90...........cccceee 24 31 35 
Over 90 but not over 100.................. 25 33 36 
Over 100 but not over 115.................. 26 34 38 
Over 236. DUC,.DOC, GWOT DIOS « cnswiins sevesccce 27 35 39 
2. ee ee et: RESIS 28 36 40 
Over 145 but not over 160..........ccccccce 29 37 41 
Over 160 but not over 175..........cccceeee 30 38 43 
Over 175 but not over 190........cccccccccce 31 40 44 
Over 190 but not over 205........ccccccvces 32 41 45 
Over 205 but not over 220..........ccceceee 32 42 46 
Over 220 but nOt Over B35... cccccecccves 33 43 48 
Over 235. but not over 350......ccccccccccce 34 44 49 


SLACK COAL REPARATION 


Award of reparation on a finding of unreasonableness has 
been recommended by Examiner Bronson Jewell in No. 14452, 
Ash Grove Lime & Portland Cement Co. vs. Missouri Pacific 
et al,, as to a rate of $3.645 on slack coal from Spadra, Ark., 
to. Chanute, Kan., in October, November and December, 1920. 
He said it should be held unreasonable to the extent it exceeded 
$2.835 and reparation awarded to that basis. The complainant 
asked for reparation to the basis of $2.43, the rate established 
July 1, 1922. The rate to which reparation is to be made was 
a combination in effect at the time the higher rate was charged. 


COKE NOT MISROUTED 


Attorney-Examiner W. B. Hunter has recommended the dis- 
missal of No. 14774, Unit Stove & Furnace Co. vs. Chesapeake & 
Ohio et al, on a finding that a rate of $6.20 per ton on shipments. 
of coke from Sewell, Va., to North Birmingham, Ala., between 
April 30 and Ju:y 17, 1920, was not unreasonable and that the 
coke was not misrouted. The allegation was that the rate was 
unreasonable to the extent it exceeded a rate of $3.80 via an- 
other route. The consignor specified the routing via “L. & N.,” 
the report said. The complainant contended the coke should 
have been routed via Lexington to Birmingham and there turned 
over to the L. & N. instead of turned over to it at Louisville. The 
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examiner said the Commission should hold the designation in 
the bill was a complete routing. 


REPARATION ON NEWSPRINT 


A finding of unreasonableness and an award of reparation 
hav2 been recommended by Examiner Morris H. Koenigsberg in 
No. 15015, Minnesota & Ontario Paper Company vs. Missouri, 
Kansas & Texas ei al., as to a rate of 67.5 cents on two carloads 
of newsprint paper shipped from St. Louis to Tulsa, Okla., 
shipped in June, 1921. Koenigsberg said the Commission should 
find the rate unreasonable to the extent it exceeded 48.5 cents 
and awaid reparation to that basis. 


COTTON PIECE GOODS RATE 


Examiner John T. Money has recommended the dismissal of 
No. 15023, Graniteville Manufacturing Company vs. Director- 
General, on a finding that the any-quantity rate on cotton piece 
goods from Graniteville, S. C., to Sloatsburg, N. Y., between Octo- 
ber 17, 1918, and February 10, 1920, was not unreasonable, un- 
justiy discriminatory or unduly prejudicial. The rate was 70 
cents. The complainant contended it was unreasonable to the 
extent it exceeded the contemporaneous rate of 56.5 to New- 
burgh, N. Y., which was later made applicable to Sloatsburg, 
which was intermediate. The lower rate, the examiner said, was 
due to competition by the water lines. 


CANNED MEAT ADJUSTMENT 


A finding of unreasonableness, an award of reparation and 
an order for the future have been recommended by Examiner 
C. I. Kephart in No. 14629, Armour and Company vs. Louisville 
& Nashville et al. as to class rates on canned meats, carloads, 
from Atlanta to Chicago. He said the Commission should find 
them unreasonable to the extent that the component south of 
the Ohio river exceeded, exceeds or may exceed the component 
contemporaneously applicable in the reverse direction. He also 
recommended reparation to that basis in addition to an order 
for the future. The complainant contended the class basis in 
the southeast was excessive for movements of carloads of canned 
meats, Car-mile were shown to have ranged from 77.7 to 100.6 
cents, the component south of the Ohio yielding from 98.2 to 
119.8 cents and that north of the Ohio from 50,3 to 70.7 cents 
on cars which the examiner said were loaded nearly 50 per cent 
vai than the average loading of between 40,000 and 45,000 
pounds. 


PROPOSES ABANDONMENT OF LINE 


Examiner R. M. Brown in a proposed report has recom- 
mended to the Commission that a certificate be issued author- 
izing the Central New York Southern Railroad Corporation to 
abandon its line of railroad extending from a connection with 
the New York Central at Auburn, N. Y., to a connection with 
the line of the Ithaca Traction Corporation at Ithaca, N. Y., a 
distance of 37 miles. Protests were made against the proposed 
abandonment. The examiner said the road and equipment was 
in poor condition, and that the applicant had shown heavy 
financial losses, recurring annually. The applicant stated that 
the line had been offered for sale to the New York Central but 
that the offer was declined. Operation of the line was sus- 
pended, October 31, 1923, and since that date has not been 
operated as a common carrier, the examiner said. 


LAKE GRAIN PROPORTIONALS 


An order of dismissal has been recommended by Examiner 
C. I. Kephart in a report on No, 14517, Armour Grain Company 
vs. Director-General, and Chicago & Eastern Illinois, on a find- 
ing that the lake proportional rates on grain, from Illinois and 
Indiana, points to Chicago,, between June 22, 1918, and Sep- 
tember 10, 1919, intended for reshipment by vessel were not 
unreasonable. The case grew out of the fact that in the period 
mentioned the so-called “specifics” used in adjusting grain rates 
when the grain moved beyond Chicago were higher than the 
locals. The examiner said the complainant had not shown it- 
self damaged by reason of the undue prejudice that might have 
existed, hence the recommendation of dismissal. The case in- 
volved 318 cars of grain. 


TIN PLATE REPARATION 


A finding of unreasonableness, an award of reparation and 
an order for the future have been recommended by Attorney- 
Examiner W. B. Hunter in a report on No. 14171, Borden Com- 
pany vs. Ann Arbor et al., as to rates on tin plate, from Mc- 
Keesport, Pa., and Yorkville, O., to New London, Wis. He said 
the Commission should hold them unreasonable to the extent 
they exceeded the aggregate of intermediates, award reparation 
to that basis and require the fourth section rule to be observed 
in the future. 

As to the rate on tin plate from Cumberland, Md., to New 
London, he said the Commission should find it neither unreason- 
able nor unduly prejudicial. He said the carriers had not over- 
come the presumption of unreasonableness created by disregard 
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of the aggregate of intermediates. A restricted intermediate 
proportional rate, applicable on traffic from Cumberland to 
Manitowoc and Kewaunee, was involved in the Cumberland 
part of, the case, Such a rate, the Commission holds, is not 
an intermediate rate within the meaning of the fourth section, 
the examiner said. 


HOOVER’S ANNUAL REPORT 


Discussing navigation matters in his annual report Secre- 
tary Hoover, of the Department of Commerce, said: 


The navigation laws are badly in need of revision. Under acts 
of Congress providing for recommendations in this respect, a large 
amount of work has been done and it had been hoped that a complete 
plan of revision, bringing into harmony and clarity the various pro- 
visions, might be ready for submission at the coming session. The 
completion of this work has, however, been delayed, It is of the 
greatest importance to the shipping public, to the officials whose duty 
it is to enforce the navigation laws, and to those actually engaged in 
the industry that the codification of these laws be no longer delayed. 

The transfer from the Treasury Department to the Department of 
Commerce of the staff of officers engaged in measuring tonnage of 
vessels has been approved by both departments, and is essential to 
the uniform application of our admeasurement laws and regulations 
so as to prevent discrimination against American vessels and to bring 
our admeasurement system up_to the standard of other maritime na- 
tions. This work should be performed by men selected bceause of 
their technical knowledge of ship architecture and admeasurement and 
with the training to solve the mathematical problems often involved. 

Load-line bills were introduced in the Sixty-seventh Congress, but 
no legislation was enacted on the subject. It is imperative to the wel- 
fare of our merchant marine that legislation substantially similar 
to the laws of the European maritime powers on this subject be 
enacted in the near future, inasmuch as our cargo-carrying steamers 
are now allowed to clear from the ports of these powers solely as an 
act of courtesy and not as a matter of right. 

A representative committee has been named to draft a suitable 
bill for presentation to the next Congress; and it is hoped that during 
the as session legislation upon -this important subject may be 
enacted. 


Reviewing the activities of the transportation division (of 


which Eugene S. Gregg is chief) of the Bureau of Foreign 
and Domestic Commerce, the report said: 


The outstanding work of the transportation division during the 
year was in connection with packing for export and the elimination of 
theft and pilferage. John F. Keeley, the assistant chief, headed this 
investigation, visiting 300 plants, in more than 30 industrial centers of 
the United States. The best methods of packing in use were checked 
by scientific bodies. The results of the investigation are being em- 
bodied in the form of a manual. Much advice on proper packing was 
given to exporters. 

Five lines of action were developed for the prevention of theft 
and pilferage: (a) Better packing, in accordance with specifications 
to be published by the bureau; (b) the bonding of stevedores, receiv- 
ing clerks, tally clerks, and others who handle valuable shipments; (c) 
the amendment of federal legislation so that stealing from a railroad 
train, truck, warehouse or other agency of transportation would be 
a federal crime; (d) the establishment of a central bureau of informa- 
tion on pilferage cases, and (e) the endeavor to get foreign countries 
to carry out similar measures. 

The division helped to get cars for the shipment, in this country, 
of wheat, potatoes, apples, citrus fruits, grapes, cattle, etc. Plans 
were made whereby a day’s time was saved on express shipments from 
the Atlantic coast to middle western points. As regards the ocean 
bill of lading used in the lumber trade from the gulf ports, the divi- 
sion was able to get a clause changed to suit southern lumber inter- 
ests. In connection with the American Railway Association, the divi- 
sion was successful in having the embargo on automobiles for export 
raised at the port of New York. 


COMMERCIAL AVIATION 
The Trafic World Washington Bureau 


Lack of proper legislation is one of the chief causes of 
the retarded development of commercial airplane operation in 
the United States, says a report prepared by the American Sec- 
tion of the International Chamber of Commerce for submission 
to the Air Transport Committee of that body. Howard E. 
Coffin, formerly president of the National Aeronautic Association 
of the United States of America, Inc., is the representative of 
the American Section on the committee. 

“General financial support for the industry,” it is stated 
in the report, “will undoubtedly await proper enabling legisla- 
tion providing for an aeronautical safety code, as such legisla- 
tion will do more than anything else for the encouragement 
of aeronautics in the United States. Following that, the ques: 
tion of safety of air travel and the costs of operation will havé 
to be answered satisfactorily before capital in general will be 
come interested in the industry. 

“With legislation that will eliminate the irresponsible flyer 
will come fewer accidents, more confidence on the part of 
the public, lower insurance rates, and consequent increase it 
the utilization of this arm of the industry, resulting in reason 
able financial returns. A careful preliminary survey of business 
prospects is a prime necessity for the successful operation of 
—— line, the same as it is in establishing any form of public 
u < g 

Some of the matters discussed at the Paris meeting under 
the heading, “Organization of Airways,” were: Suggestions 02 
improvement; of. returns from. existing- line; organization of 
transportation facilities by means of combined transportation 
by land and sea; establishment of new routes; simplification 


of methods of inspection of machines; and responsibility of 


carriers. 
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December 15, 1923 


RAILROAD BILLS IN CONGRESS 


The Trafic World Washington Bureau 


Additional bills to eliminate the Pullman surcharge have 
been introduced by Representative Kahn of California (H. R. 
312), Representative Burdick of Rhode Island (H. R. 3196), 
Senator Robinson (S. 862), Representative McLaughlin of Ne- 
praska (H. R. 2697), Representative Wolff (H. R.717), and Sen- 
ator Capper (S. 89). 

Senator Fletcher of Florida has introduced a bill (S. 811) 


to amend paragraph 11 of section 20 of the interstate commerce 
act, as follows: 


That the following provision of paragraph 11 of section 20 of 
the Interstate Commerce Act, as amended, reading: ‘Provided fur- 


*ther, That it shall be unlawful for any such common carrier to pro- 


vide by rule, contract, regulation, or otherwise, a shorter period for 
giving notice of claims than ninety days, for the filing of claims 
than four months, and for the institution of suits than two years, 
such period for institution of suits to be computed from the day 
when notice in writing is given by the carrier to the claimant that 
the carrier has disallowed the claim or any part or parts thereof 
specified in the notice: be and the same is hereby amended to read: 
“Provided further, That it shall be unlawful for any such common 
carrier to provide by rule, contract, regulation, or otherwise a shorter 
period for giving notice of claims than ninety days, for the filing of 
claims than four months, and for the institution of suits than three 
years, such period for institution of suits to be computed from the 
day when notice in writing is given by the carrier to the claimant 
by registered mail that the carrier has disallowed the claim or any 
part or parts thereof specified in the notice.” 


Senator Borah has reintroduced his bill (S.791) to provide 
for free tolls for American ships passing through the Panama 
Canal when engaged in the coastwise trade. 

Senator. Spencer of Missouri reintroduced his bill (S. 289) 
providing for the establishment of a federal court of conciliation 
to hear and determine controversies or disputes affecting the 
operation of interstate commerce. 

Representative Madden of [Illinois has reintroduced four 
bills (H. R. 520, 521, 522 and 523) to amend the labor provisions 
of the transportation act in the interest of colored railway 
employes. 


Senator Gooding of Idaho has introduced a bill (S.187) to 
amend paragraph (1) of section 4 of the interstate commerce 
act. The bill would change the language of paragraph (1) be- 
ginning with the first proviso, as follows: 


Provided, That upon application to the commission such com- 
mon carrier may, after investigation, be authorized by the Commis- 
sion to charge less for the longer than for shorter distances for 
the transportation of passengers or property in a case where the 
route via the applicant rail carrier or rail carriers is longer than via 
some other common carrier or carriers’ route between the same 
points; and the commission may from time to time prescribe the 
extent to which such designated common carrier may be relieved 
from the operation of this section; but in exercising the authority 
conferred upon it in this proviso the commission shall not:permit the 
establishment of any charge to or from the more distant point that is 
not reasonably compensatory for the service performed; and if a 
circuitous rail line or route is, because of such circuity, granted 
authority to meet the charges of a more direct line or route to 
or from competitive points and to maintain higher charges to or 
from intermediate points on its line, the authority shall not include 
intermediate points as to which the haul of the petitioning line or 
route is not longer than that of the direct line or route between 
the competitive points; and no such authority shall be granted on 
account of merely potential water competition not actually in exist- 
ence: And provided further, That rates, fares, or charges existing 
at the time of the passage of this amendatory act by virtue of the 
orders of the commissfon or as to which application has heretofore 
been filed with the commission and not yet acted upon, shall not 
be required to be changed by reason of the provisions of this sec- 
tion until the further order of or a determination by the commission, 
but in no case is there to be a less charge for a longer distance 
within six months after the passage of this act, except by authority 
of an order of this commission entered in compliance with the pro- 
visions of this amended act. 


Other bills to amend the fourth section were introduced 
by Senator Borah (S. 940), and Representative Garber of Okla- 
homa (H. R. 3195). 


Senator McKellar of Tennessee reintroduced his bill (S. 427) 
providing for amendment of the Harter act, upon which no 
action was taken in the last session. 

Representative Tincher’s bill (H. R. 171) providing for aboli- 


tion of the Labor Board would transfer the board’s duties to 
the Commission, 


Senator Fletcher of Florida introduced a bill (S. 817) to fur- 
ther protect interstate and foreign commerce against bribery 
and other corrupt trade practices. 

Senator Robinson of Arkansas introduced a bill (S. 863) for 
the protection of persons employed on railway baggage and 
express cars. 

Senator King of Utah introduced a bill (S. 920) to repeal the 
labor provisions of the transportation act. 
bi Representative Ward of North Carolina has reintroduced his 

ill (H.R. 2870) providing for prompt adjustment of claims 


against common carriers’ for loss and damagé’ to freight in 


interstate commerce. 
. Bills providing for elimination of the Pullman surcharge 
oo been introduced in the Senate by Senator Bursum (S. 34), 
enator Lodge (S. 73), and Senator Moses (S. 265). 

Senator McKellar introduced ‘a bill (S. 428) authorizing and 
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directing the Commission to establish a system of mileage books 
to be issued to commercial travelers at a reduced rate. 

Representative Graham of Illinois introduced in the House 
a bill (H. R. 2685) to eliminate the Pullman surcharge. He also 
introduced a bill (H. R. 2698) to repeal section 15-a. 

Representative McLaughlin of Nebraska reintroduced bills 
(H. R. 2699 and 2700) to repeal the interstate commerce act and 
the transportation act. — 

Representative Sanders of Indiana reintroduced a bill (H. R. 
563) amending and re-enacting subdivision (a) of section 209 of 
the transportation act designed to bring the Merchants & Min- 
ers Transportation Company within the guaranty provisions of 
the act. The bill was favorably reported last year, but no final 
action was taken. 

Senator Brookhart, December 10, reintroduced his bill of 
the last session providing for repeal of section 15-a, the labor 
sections of the transportation: act, and for enactment of a 
new rule of rate making involving the use of the market value 
of railroad securities to get the rate base. 

Senator Walsh of Massachusetts has introduced a bill 
(S. 1044) to prohibit the collection of the Pullman surcharge. 

Representative Hayden of Arizona has introduced a bill 
(H. R. 2823) to make the provisions of section 4 obsolete. 

Senator Harris of Georgia has introduced a bill (S. 958) to 
amend section 20 of the interstate commerce act so that suit 
could be brought for loss and damage against any carrier par- 
ticipating in the haul. 


CONGRESS AND THE RAILROADS 


The Trafic World Washington Bureau 


The situation reyealed in Congress by the ballots on the 
chairmanship of the Senate interstate commerce committee and 
the blocking of the organization of the House until the “pro- 
gressive” bloc members obtained what they said they had 
been fighting for, points toward a deadlock on railroad legisla- 
tion of a major character. Just such a situation was pre- 
dicted after the election last fall. 

A coalition of the La Follette or “progressive” members in 
the Senate with the Democrats could, for example, repeal sec- 
tion 15-a, but to accomplish that result practically every Dem- 
ocrat would have to vote with the LaFollette members. A 
similar coalition would have to be effected in the House to 
bring about a similar result. It is not believed, however, that 
the Democrats will vote solidly with the “progressives” in 
either branch of Congress. The net result probably will be 
that the “progressives” will block the legislation opposed by 
them, but will not be able to enact legislation proposed by them. 

A vote on proposed repeal of section 15-a probably would 
be very close. Some Democrats and some Republicans who 
may not be classed as LaFollette “progressives” probably 
would vote for repeal. On the other hand, there would be 
both Republican and Democratic votes against repeal. 

Senator Cummins faces a fight on his additional legislation 
to promote consolidation of the railroads. Senator Capper 
will not only oppose additional legislation, but will urge repeal 
of the present consolidation sections of the transporation act. 

Other opposition will develop to the senator’s consolidation 
program. It is not expected to have the support of the “pro- 
gressives,” The Commission’s hearings on consolidation of 
railroads have developed opposition of certain communities~to 
consolidations that have been suggested and this opposition 
will be reflected in Congress if additional consolidation legisla- 
tion is reported for final action. Senator Cummins recognizes 
there will be such opposition and would have it minimized by 
having the Commision refrain from publishing its final con- 
solidation plan until Congress has had an opportunity to pass 
on the proposed additional legislation. 

Another factor in the legislative situation is that proposed 
tax reduction and soldier bonus legislation will be pressed. 
The administration’s chief desire is to obtain enactment of tax 
reduction legislation. Therefore, proposed railroad legislation 
will be more or less in the background for some time to come. 

Senator Brookhart is expected to be one of the leading 
agitators for amendment of the transportation act. Senator 
La Follette has been ill since this session of Congress began. 
He was reported this week to be improving, but under in- 
structions from his physician to take care of himself. His 
health may force him to take a less active part in the legis- 
lative situation directly than he would if he were in good 
physical condition. 


CUMMINS OPPOSED FOR CHAIRMAN 


The Trafic World Washington Bureau 


The expected opposition from the LaFollette bloc in the 
Senate to the election of Senator Cummins as chairman of the 
interstate commerce committee developed this week with the 
result that the Senate was deadlocked in the matter. The 
question of whether or not the senator would continue as chair- 
man of the committee was raised December 10 when Senator 
Wheeler, of Montana, demanded a roll call on the question of 
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the election of the chairman of the interstate commerce com- 
mittee. All other committee assignments were agreed to by 
the Senate. 

The first ballot resulted in 41 votes for Cummins, 39 for 
Senator Smith, of South Carolina, ranking Democratic member 
of the interstate commerce committee, and 7 for LaFollette, the 
ranking Republican member of the committee. Those who 
voted consistently for LaFollette were Bookhart, of Iowa; 
Frazier, of North Dakota; Ladd, of North Dakota; Howell, of 
Nebraska; Magnus Johnson, of Minnesota; Norris, of Nebraska, 
and Shipstead, of Minnesota. The second ballot stood 39 for 
Cummins, 38 for Smith and 7 for LaFollette, and the third, 41 
for Cummins, 39 for Smith and 7 for LaFollette. Adjournment 
was then taken until December 11. On that day three additional 
ballots were taken with the same results, and adjournment was 
taken without another ballot being taken. A majority of the 
votes cast is necessary to elect: 

Senator Norris said that those who voted against Cummins 
believed that he should not hold both the positions of presiding 
officer of the Senate and the chairmanship of the committee, 
and that as LaFollette was the ranking member of the commit- 
tee, the seven votes were being cast for him, Senator Brook- 
hart’s view was that LaFollette should be elected chairman 
because he was the best man to bring about repeal of the trans- 
portation act. What the members voting for LaFollette de- 
sire is displacement of Cummins as chairman of the committee 
and the election of LaFollette as chairman. Senator LaFollette 
has been confined to his home on account of illness. 

Senator Cummins had not changed his position that he 
should retain both places. Some of the Republican leaders made 
an effort before Congress met to get the senator to withdraw 
from the presidency of the Senate but, the senator refused. 
These same leaders are opposed to LaFollette becoming chair- 
man of the interstate commerce committee. 

The interstate commerce committee is now made up of 
Cummins, LaFollette, McLean, Watson, Fernald, Elkins, Good- 
ing, Couzens, Fess, Howell, Smith, Underwood, Pittman, Bruce, 
Dill, Wheeler and Mayfield. 

The new Republican members of the committee are Good- 
ing, Couzens, Howell and Fess. The new Democratic members 
are Bruce, Dill, Wheeler and Mayfield. 

Of the new Republican members, Senators Gooding, of 
Idaho; Couzens, of Michigan, and Fess, of Ohio, served in the 
last Congress, Fess having been a representative in the House. 
Gooding has reintroduced his bill for a reduction of 33% per 
cent in the rates on products of the farm and livestock. Couzens 
issued several statements in the last. session of Congress re- 
lative to the railroads. He is the man who, as mayor of De- 
troit, was the prime mover in bringing about municipal owner- 
ship of the street railways in that city. Fess is regarded as a 
conservative. Howell was elected as a Republican and is a 
civil engineer by profession, He has held various offices in 
Omaha and Nebraska, and from 1913 to November, 1923, was 
general manager of the Metropolitan Utilities District, operat- 
ing the public water, gas and ice plants of Omaha. He is for 
repeal of the “Esch-Cummins” act. 

Senator Bruce, of Maryland, is a lawyer by profession. He 
has served as general counsel to the Maryland public service 
commission. 

Senator Dill, of Washington, is a lawyer. At one time he 
worked as a reporter on the Cleveland Press and Plain Dealer. 
He defeated Senator Poindexter who was a member of the in- 
terstate commerce committee. 

Senator Wheeler, of Montana, is a lawyer. He has served 
in the Montana legislature and as United States district attor- 
ney. 

Senator Mayfield, of Texas, was a member of the Texas 
railroad commission from 1913 to 1923. He is a lawyer by pro- 
fession. 

Three more ballots in the Senate, December 12, failed to 
break the deadlock on the chairmanship of the interstate com- 
merce committee. Adjournment was taken until Saturday, but 
balloting will not be resumed until Monday, December 17. 

On the first ballot, December 12, Cummins and Smith each 
received 40 votes and La Follette received 3 votes, Brookhart, 
Frazier, Shipstead and Magnus Johnson voting for Smith. 

Had not Senator Bruce, of Maryland, Democrat, a new 
member of the interstate commerce committee, broken away 
from the Democratic ranks and voted for Cummins, Smith 
would have been elected chairman on the second ballot, when 
he was short only one vote. 

Smith received 41 votes on the third ballot, Cummins 40, 
and La Follette 2, only Norris and Howell voting for La Follette, 
while the other five who had been voting for La Follette voted 
for Smith, ° 

Cummins’ only chance of being elected chairman, appar- 
ently, is absence of a sufficient number of Democratic members 
to give him a majority. It is possible that a compromise may 
be reached by the election of some Republican member of 
the committee other than Cummins or La Follette. 

Senator Bruce of Maryland, who upset the plans of five 
members of the La Follette bloc to elect Senator Smith of South 
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Carolina, and former chairman of the interstate commerce com- 
mittee, chairman of that committee, explained his action in the 
following formal statement: 


I changed my vote from Senator Smith to Senator Cummins 
simply because it seemed to me that the Democratic members of 
the senate had arrived at a point in the deadlock at which they 
were merely playing into the hands of the La Follette-Magnus John- 
son-Brookhart radical element, which, it soon became apparent, was 
opposing Senator Cummins for no reason in the world but because 
he is, perhaps, the most conspicuous representative in congress of 
the sounder and saner public views relating to the railroads and the 
vital popular interests that cluster about them. 

en I learned, just before the senate met oy. that the La 
Follette group on the Republican side of the chamber was about 
to shift to Senator Smith under ciréumstances that it seemed to 
me would make the election of Senator Smith not a _ Democratic 
triumph, but rather a significant one for Senator La Follette and 
his following, I decided that the inevitable split between the con- 
servative and radical members of the senate had come, that it was 
time for me to obey my profoundest instincts and convictions and 
to part company for a time from other Democratic senators, who, 
in my judgment, in opposing Senator Cummins were pursuing a 
—— that could do no good to the party and might do it much 
arm. 

Senator Brookhart’s intimation that I had an understanding with 
the conservative Republicans in the senate before I changed my 
vote is absolutely unfounded; but when even his direct statements 
are so reckless and_irresponsible, what else could we expect of his 
mere intimations? I had no such understanding whatever; I acted 
solely upon my own initiative, and the only members of the senate 
who had any reason to believe that I was about to change my vote 
were Democrats with whom I conversed just before the vote was 
taken. 

It should be remembered that the fruitless deadlock over the 
election of a chairman of the interstate commerce committee had 
wasted the public time for several days, that the Democratic mem- 
bers of the senate, speaking through Senator Robinson, their floor 
leader, had conceded the chairmanship of every senate committee, 
including the chairmanship of the committee on interstate commerce, 
to the. Republicans and had formally assented to the appointment 
of Senator Cummins as the chairman of this last committee; and 
that it was the act of Senator Wheeler, on the Democratic side of 
the chamber, who shares the views of Senator La Follette and his 
group about the railroads, that instigated the opposition to the ap- 
pointment of Senator Cummins and precipitated the effort on the 
part of the Democratic senators to elect Senator Smith. 


As long as the movement wore the aspect of a genuine party 
movement I was willing to go along with it, though from the begin- 
ning I thought it an ill-advised’ one; but when I found that its only 
hope of success lay in getting for it the support of Senator La Follette 
and his friends, I felt that it was time for me to disconnect myself 
from it. As far as I am concerned it might as well be understood 
now as later that no boat has room enough to hold Senator La 
Follette and his adherents and me. 


Senator Wheeler, who asked for a vote on the chairmanship 
of the committee, issued the following statement after the bal- 
lotting in which Senator Bruce voted for Cummins: 


I feel that any Democrat who votes for Senator Cummins is 
a traitor to the American farmer and to the thousands of other 
Americans who, in 1922, when they had an opportunity to express 
their convictions, voted against the Esch-Cummins law. This repudia- 
tion of that law was, of course, a repudiation of Senator Cummins 
as chairman of the committee on interstate commerce. 


It has been reported to me that other Democratic senators are 
thinking of absenting themselves from the senate in order to make 
possible the election of Cummins. If they do so it will simply prove 
that the statements made by some of the so-called radicals are 
true, namely, that there is no real difference between a reactionary 
Republican and a reactionary Democrat, except that some of them live 
in one section of the country and the others in other sections. Such 
an act means a serious split in the Democratic Senate organization 
and it might involve the leadership on the Democratic side of the 
chamber. 


Senator Brookhart said it appeared as if there had been 4 
“secret bi-partisan understanding, because here is a Democrat 
(Bruce) who voted for Smith every time until his vote would 
have elected him and then he voted for Senator Cummins. It 
was this charge that Bruce replied to in his statement. 


HOUSE COMMITTEE MEMBERS 


The Trafic World Washington Bureau 


The Democrats, December 12, filled their four vacancies on 
the House interstate commerce committee by the selection of 
Representatives A. C. Shallenberger, former governor of Ne 
braska and a banker and stock grower; Robert Crosser, of 
Cleveland, O., lawyer; Parker Corning, manufacturer, of Albany, 
N. Y., and T. B. Parks, lawyer, of Arkansas. 


Representative Longworth announced late December 7 the 
selection of Representatives A. M. Wyant of Pennsylvania and 
O. B. Burtness of North Dakota for the two Republican vacal 
cies. The committee will have twelve Republicans and nine 
Democrats as compared with fifteen Republicans and six Demo 
crats in the last session. Wyant is a lawyer and business mat 
of Greensburg, Pa., and Burtness is a lawyer of Grand Forks, 
N. D. Both served in the last Congress, Burtness having d¢ 
feated the Non-partisan League candidate. The selections were 
made by the Republican committee on committees and are 
subject to the approval of the House. E 

The Republican members of the House committee on inter 
state and foreign commerce who served on the committee i0 
the last session of Congress was Winslow, chairman, of Mase 
chusetts; Parker of New York, Cooper of Ohio, Denison . 
Illinois, Sanders of Indiana, Merritt of Connecticut, Mapes ° 
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Michigan, Graham of Illinois, Newton of Minnesota, and Hoch 


The Democratic members who hold over are Barkley of 
Kentucky, Rayburn of Texas, Huddleston of Alabama, Lea of 
California, and Hawes of Missouri. 


GEORGIA ASKS AMENDMENT OF ACT 


Senator Harris of Georgia has submitted to the Senate a 
resolution of the Georgia legislature asking amendment of the 
transportation act “in such plain language as the authority 
of the states over intrastate traffic. in their respective states 
will be fixed and in certain language plainly declaring the 
rights of states to prescribe intrastate -rates.” 


COOLIDGE MAKES APPOINTMENTS 


The Trafic World Washington Bureau 


President Coolidge, December 10, sent to the Senate nom- 
inations of Commissioners Potter and McManamy for reappoint- 
ment. 

Chairman Farley and Commissioners Thompson and Haney 
of the Shipping Board were nominated for appointment on 
the board. 

Horace Baker, E. F. Grable and Edwin P. Morrow, former 
governor of Kentucky, were nominated for the Railroad Labor 
Board. Baker and Grable are members of the board and Mor- 
row will succeed R. M. Barton. 

Opposition to the confirmation of the nomination of Chair- 
man Farley of the Shipping Board, developed December 14, in the 
Senate commerce committee. After an executive session of the 
committee it was said that several Republican members of the 
committee were opposed to confirmation, and that a letter 
would be sent to the White House asking for information about 
the Farley nomination. Further consideration of the nomina- 
tion was deferred until next week. 


COMMISSION’S RATE PLANS 
The Trafic World Washington Bureau 


Any move by Congress or by a committee thereof toward 
carrying out President Coolidge’s recommendation for “an en- 
tire reorganization of the rate structure for freight” probably 
will force a disclosure of the Commission’s plans on that head 
before it is ready. Practically all the time since the spring of 
1921, plans looking to rate revision with a view to shifting the 
burdens have been under discussion by it. In fact, in the last 
two annual reports the Commission has referred to studies go- 
ing on in the Bureau of Statistics to find a basis for freight 
rates that would refiect, in a systematic way such elements as 
cost of service and value of service. 

“Value of service,’ translated into plain English, means 
“what the traffic will bear,’ and not much of anything else, it 
is believed. ; 

Reorganization of the rate structure for freight, as ad- 
vocated by President Coolidge, would involve a determination 
as to what each kind of freight could pay toward the sum needed 
to give the railroads a fair return. 

But the work, it is understood, has gone much further than 
considering how rates might be made so as to have each class 
of traffic pay what it could afford. That has been more or less 
of a statistical character. Men who know the peculiarities of 
the traffic in each section of the country, the sources of pos- 
sible substitutes, and other pertinent things of that character, 
as a committee, have been at work in an unofficial way, pre- 
paring data that could be used if and when the Commission or- 
dered public hearings with a view to making a revision or re- 
organization of the kind suggested by the President. 

Reports that would make a volume as bulky as a law re- 
port have been written on various phases of every possible 
class of traffic that might be regarded ag the source of a larger 
amount of revenue. But the work has not gone far enough to 
persuade the Commission that it should lay it before either 
railroad or industrial traffic men. 

_ Action or suggestion of action by Congress, as before in- 
dicated, might constrain the Commission to order a general in- 
vestigation in which hearings would be the public manifesta- 
tion. It is a mordl certainty that the fact that such work had 
been in progress, some of it since the report in the live stock 
case and much more since “Reduced Rates, 1922,” caused the 
Commission to decline to enter into a general investigation 
such as proposed by the fruit and vegetable shippers and the 
American Mining Congress. 

The Commission has not been anxious, it is understood, to 
have the public get the information that it had under consid- 
eration a reorganization of the freight rate structure, hence 
the not overly informative declaration about the studies for a 
Scheme permitting rates to be made on a basis of value of ser- 
Vice. The task to some, seemed quixotic and calculated to arouse 
_ that could not be met and fears that might be ground- 


Prior to the passage of the transportation act, the Commis- 
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sion seldom, if ever, openly allowed rates to be made on the 
basis that the traffic in question could bear the burden without 
much discomfort. Cost of service was the yard stick. The car- 
riers, in the exercise of their judgment, could reduce rates be- 
cause, in. their judgment, it would be good business to make 
the rates on the basis of no more than the traffic could bear, 
if moved:in large volume. They frequently did so. In a small 
number of instances, it is believed, the Commission permitted 
increases to be made that could not have been justified on the 
cost of service basis alone. 


Since the passage of that act the question has been asked 
whether the Commission had not been entrusted with the power 
to substitute its judgment for that of the railroad and under- 
take to get-a sufficient amount of revenue by the rule of putting 
on some kinds of traffic all it would bear, regardless of the 
cost of service basis, to the end that some traffic that could 
pay not much more than the out of pocket cost might continue 
to be moved in large volume, on the theory that such a scheme 
of rate-making would be good for the public. 

In the western advanced rate case (35 I. C. C. 497), the 
Commission hired H. F. Millard, who had worked for one of 
the northwestern commissions, to make a study of the possible 
ways for obtaining the money necesary by putting the burden 
on the shoulders most able to bear it—that is, making rates 
more nearly on the rule of what the traffic would bear than on 
the basis of cost. Millard worked out tables, but the Commis- 
sion did not have the confidence needed to embody the result 
in a finding and order. The Commission merely published Mil- 
lard’s work as an appendix, The railroads, however, thought 
so well of his work: that one of them employed him. Millard, 
however, assumed that each kind of traffic should pay some 
degree of profit to the railroad. His table worked out so that 
wool, which has a high value per ton, paid 25 per cent profit, 
and wheat, at $1 a bushel, 7 per cent. 

However, that theory of rate-making, it has been tacitly 
admitted, would not work for all roads unless to each kind of 
traffic was assigned a given task—that of providing an indicated 
percentage of revenue. For instance, it would be of no conse- 
quence to the Atlantic Coast Line what percentage of profit 
wheat paid. Nor would it be of any moment to the Burlington 
what percentage was paid by cotton moving to a compress. In 
the same way it would be of no interest to the Virginian what 
percentage of profit would be earned by anthracite coal while 
to the Reading that would be the vital of vital questions. 


Under consolidation, the economists have suggested, if the 
roads were so consolidated that each large system would have 
no particular interest in any particular traffic, the scheme would | 
be almost ideal. The practical men who would have to furnish 
the money, however, have suggested enough difficulties to indi- 
cate that consolidations of that kind have not yet been sug- 
gested, because, among other things, no road, the backbone of 
whose traffic is grain, has been suggested for linking with a 
road the backbone of whose traffic is coal. As a matter of 
fact, the Pacific northwest alone has suggested that the way 
to make consolidations, if they are to be made at all, would 
be to consolidate railroads so they would compete with the 
Canadian Pacific—that is, from coast to coast. 


At the time this was written there was no indication as to 
the reaction of .the Commission to the President’s suggestion. 
The fact that the President had asked Congress to order a 
complete reorganization was interpreted by some as indicating 
a determination on the part of the President to wash his hands 
of the problem of railroad rates by depositing his recommenda- 
tions at the door of the branch of congress that had the power 
and théreby indicate to those who are crying for relief for the 
farmers and other special interests, that the White House was 
not the place to come for such relief. Others interpreted it 
as meaning that the President desired to observe the ameni- 
ties of official life and refrain from doing anything that could 
be criticised to the effect that he was going outside the scope 
of his authority to make suggestions, such as going directly 


to the Commission with a suggestion that it undertake some- 
thing. 


LAFOLLETTE VALUATION DECISION 


Donald R. Richberg, counsel for the LaFollette conference 
on valuation of American railroads, said, December 8, he had 
not decided what steps he would take with regard to the Com- 
mission’s decision denying the petition of the conference ask- 
ing that all valuations be recommitted to the bureau of valua- 
tion, etc. He said he regarded the decision as most unusual 
because only four out of the eleven commissioners approved it 
without qualification and four indicated approval of the gen- 
eral contentions of the conference, while three commissioners 
did not participate in the decision. 

Mr. Richberg said he had not decided whether he would 
appeal to the courts, take the matter to Congress or deal with 
the matter further before the Commission. He appeared to re- 


gard the decision as more of a victory than defeat for the La- 
Follette conference. 
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NEW YORK PIER CASE 


Continued testimony of mid-west interests in opposition to 
the proposed New York pier rates of the Southern Pacific was 
given before Examiner Stiles December 7. E. C. Wilmore, for 
the Sefton Manufacturing Company of Anderson, Ind., took 
the stand and outlined the manner in which the proposed rates 
would impose unfair competition by eastern manufacturers 
against his firm, engaged in the manufacture of paper boxes 
and raisin containers. He also feared the extension of the rates 
to additional points in “dry land territory.” 

He was followed by H. P. Kahl, traffic manager for the 
Sprague, Warner Company, Chicago, a wholesale grocery con- 
cern. He indicated the commodities on which the proposed 
rates would give advantage to eastern grocers and said ship- 
ments of canned goods to Arizona and New Mexico had de- 
creased markedly in the last year. Mr. Bell sought to establish 
in cross-examination that this falling off was due to a slump 
in the mining business in Mexico rather than to rates, 

BH. A. Leveille, traffic director for the Chicago Piano Manu- 
facturers’ Association, said his employers wished to protest the 
proposed tariffs as “vigorously as possible.” He said the low 
water rates from Atlantic ports to Pacific coast destinations 
had caused a movement of pianos destined to Pacific ports from 
points as far west as Rockford and Milwaukee to be shipped 
east to the Atlantic coast or south to the Gulf rather than 
all-rail to the west. He said the Mississippi-Warrior service 
had not proved desirable for piano movement. 

Recent reductions of all-rail rates from group D had caused 
some of the tonnage to return to this route, he said. He said 
the piano business was about evenly divided between the east 
and the mid-west and that his association feared that the Sun- 
set-Gulf rates had opened the way for the application of Chicago 
rates from New York and other eastern points so that they 
might spread “bite by bite” through the western territory and 
work a serious disadvantage on Chicago manufacturers by de- 
priving them of the advantage of their geographical position. 
He said it seemed probable that this rate structure might 
spread as far as Colorado and Utah. 

F. B. McElroy, for the Chicago Heights Manufacturers’ 
Association, reiterated the fears of the destruction of Chicago’s 
natural advantage in the intermediate territory with the re- 
sulting loss of business. His rate studies indicated that, with 
the spread of the blanket eastward as far as Colorado, as he 
said, seemed likely, Chicago manufacturers might be faced with 
the situation of New York having the best rate into Salt Lake. 

He took up one by one many commodities manufactured 
at Chicago Heights and affected by the proposed and present 
New York pier rates. On these he indicated the nature of the 
competition to be met, with examples of the disadvantages in 
rate adjustment that these commodities would face from east- 
ern competition. He was cross-questioned in detail on many 
of these articles by Mr. Bell, considerable time being spent 
on the iron and steel commodities manufactured in Chicago 
Heights. 

H. E. Bryan, traffic manager for the Wisconsin Traffic 
Association, took up the situation with regard to newsprint and 
other kinds of paper manufactured in that state. He also feared 
disruption of the adjustments in the intermediate territory if 
the rates were permitted to stand and detailed the disadvantages 
they imposed on Wisconsin paper manufacturers. 

An attack on the position of the Southern Pacific and its 
rates to Pacific territory from New York piers was made by 
H. K. Faye, traffic manager for the Western Pacific, whose 
direct testimony took up the entire day December 8. He said 
he had followed the transcontinental situation for nineteen 
years and that the present case was more than a simple fight 
between the Santa Fe and the Southern Pacific. 

“The S. P. has started such talk,” he said, “in order to 
convince the Commission that that is all there is to the case.” 

He declared it to be inevitable that other western roads 
would have to meet the rates of the Southern Pacific if they 
were allowed to go into effect. He said that if the adjustment 
was made to meet these rates it would eventually bring the 
group D rate from New York piers back to within 60 to 70 
miles west of the Missouri River. This situation would be 
unjust to Chicago, he said. 


“It holds out a picture of the probable breakdown of the 
all-rail transcontinental rate structure,” said he. “Considering 
the magnitude of the injury it will create, the Southern Pa- 
cific evidently thought that its competitors would not attempt 
to meet the situation. The S. P. seems to have a policy of 
making adjustments to large blocks of territory for its own 
ends alone, without considering the effect that it will have on 
its. competitors.” He said the S. P. had “trailed” the all-rail 
rates from Chicago, it would seem, when it had things all to 
itself, so that it could place a burden on its competitors. 

He said the Western Pacific, being a new railroad, must 
have the ability to serve and for that reason would be forced 
to meet the situation if the Commission permitted the rates 
to go into effect. He said that lines from other Atlantic ports 
published differential rates to points in Colorado and Utah, but 
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that they were not sufficiently below the all-rail rate to cause 
maladjustment. 

In discussing the Southern Pacific’s water line, he said 
most of the sailings had been put on in order to handle the 
copper bullion traffic from the Arizona and Mexican mines. 
The rates that the Western Pacific had published to meet the 
Southern Pacific rates and which had been attacked by the 
Chicago shippers, were not desired by the Western Pacific, but 
were forced to meet the situation created by the rates under 
attack,. he said. 

In the short time remaining for cross-examination Mr. Bell, 
for the Southern Pacific, sought to bring out that the Western 
Pacific had taken the initiative over its joint carriers in pub- 
lishing its system of rates which are in connection with the 
Mallory and Southern Steamship Company lines. 

Cross-examination of Mr. Faye, of the Western Pacific, was 
resumed before Examiner Stiles December 10. Mr. Bell inquired 
into the concurrence of the joint carriers and the manner in 
which the Western Pacific intended to establish a competitive 
service against the Sunset Gulf route. Mr. Faye insisted that 
the rates had been instigated normally and, in answer to a 
question as to what service it would be able to give to the 
coast over the Gulf-Western Pacific route, said that, when the 
route was thoroughly established, it should be able to meet the 
time of the Southern Pacific despite the fact that the route was 
170 miles longer and involved several transfers. 

He insisted that the Western Pacific had been forced to 


. establish the low rates by the action of the Southern Pacific 


and did not desire them. In enumerating the changed condi- 
tions since, he said, the Commission had erred in permitting 
the rates to become effective, he said that canal competition 
was firmer, Group D rates lower, both destination and origin 
territory had been extended, and other lines had extended the 
rate structure by competition. 

By agreement the record made in the previous cases grouped 
under I. & S. 1511, 1597, etc., was stipulated into the record 
with the understanding that parties who were not parties to 
the present proceeding should not have their positions in the 
old case taken as their position in the present hearing. 

Paul P. Hastings, general freight agent for the Santa Fe, 
took the stand to place that carrier’s position before the Com- 
mission. He went into the history of the development of the 
rates in detail, introducing exhibits to show the past and pro- 
posed adjustments on the Gulf rail routes. He said the present 
proceeding was not a rate war between the Santa Fe and the 
Southern Pacific, but that the Santa Fe had only met the rates 
of the S. P. and had not altered its attitude in the case since 
the previous hearing. He said it wanted the Commission to 
settle the matter rather than engage in a rate fight, but that 
it was necessary for it to make rates to meet those of the 
Southern Pacific, although it would cut back deeply into the 
intermediate territory and create anomalies such as Phoenix 
having the same rate from New York piers as from Chicago, 
although on the equated water mileage it was 206 miles nearer 
Chicago. 

: He called attention to the “air line’ of the Santa Fe from 
Chicago to Kansas City which passed through few towns of 
any consequence, citing it as comparable to the Morgan Line. 
He enumerated several advantages which the Sunset Gulf route 
had over the all-rail carriers from the New York piers as 
follows: No dunnage necessary, no miminum weights, consoli- 
dation of shipments without charge, a transcontinental haul 
under one management, absence of winter climate and winter 
delays. He said that, at Phoenix, the Sunset Gulf route made 
faster time from New York than the Santa Fe and at most 
points it made as good time and rendered a service that was 
more regular than that of other rail lines. 


He went into detail on the proposed rates, showing how 
always before the intermediate territory had been carried on 
a Group A basis. He introduced exhibits of mileage to various 
destinations and said the Santa Fe had moved more than 
73,000,000 car miles of empty refrigerator cars westbound in 
the first ten months of this year. This, he said, was equal 
to 32,000 empty westbound refrigerators. 


Mr. Hastings continued his testimony against the Southern 
Pacific’s New York pier rate November 11 by a further attack 
on the exhibits of the S. P. He said the haul was shorter 
from group D points to Los Angeles than from New York via 
the Sunset-Gulf route with equated mileage. He also cited 
further comparisons of divisions to show that Galveston was 
not the equivalent of a group F point. 


Commenting on the Southern Pacific’s attitude, he said it 
had agreed to join the all-rail carriers in reductions from NeW 
York only if those reductions were made on a basis of group 
D rates to California destinations. He contended in conclusion 
that the Commission should establish a definite relationship 
between the New York pier-Sunset Gulf rates and the rates 
from group D or should require that the S. P. apply group A 
rates to this standard service. This first proposal is in line 
with the demands of the Chicago shippers. He said that, uD 
less one of these conclusions was arrived at, the all-rail cat 
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riers would lose the traffic or be compelled to establish low 
competitive rates, which would result in a broad blanket at 
poth sides of the country that would disrupt the existing rate 
structures. 

On cross-examination, Mr. Bell, for the Southern Pacific, 
sought repeatedly to connect the statements made by Mr. 
Hastings with other statements made in the letter of trans- 
mittal and other claims connected with the fourth section ap- 
plication No. 26 of the transcontinental lines, which asks for 
reductions from group D and sets forth that most of the ton- 
nage has gone over to the canal lines. 

The attempt of Mr. Bell to introduce a copy of this ap- 
plication into the evidence brought about a brisk legal skir- 
mish, the letter finally being admitted by Examiner Stiles. 

Mr. Hastings again made the comparison of the Santa Fe’s 
“air line” from Chicago to Kansas City with the water route 
of the S. P., stating that, because there were almost no inter- 
mediate points, as on the water route, it did not necessarily 
follow that the Santa Fe had, therefore, the right to cut the 
rates from points on that line, because it could allege that 
there was no competition at them by other carriers. 

G. A. Hoffelder of the commerce department of the C. B. 
& Q., and also representing the Missouri Pacific, said the 
attitude of his line was typical of similar carriers. He adopted 
the testimony of the Santa Fe and the Western Pacific and 
added testimony with regard to the effect of the pier rates 
on the territory east of Chicago. He said the rates would 
result in a diversion of the traffic eastward from this territory 
and that the western carriers would suffer for Pacific coast and 
other western business which would follow with the extension 
of the application of the pier rates to the western destinations 
as far east as Colorado, as had been stated by previous wit- 
nesses. He said the Burlington had a heavy movement of 
empty equipment westbound and desired to protest the pro- 
posals of the Southern Pacific as vigorously as possible. 

Mr. Plaisted took the stand again for the Southern Pacific 
for rebuttal testimony and attacked several of the exhibits of 
Mr, Hastings and submitted some corrections of errors in his 
own exhibits, bringing the hearings to a close. 


CHICAGO JUNCTION CASE 


The Supreme Court of the United States has granted the 
motion of the complaining trunk lines in No. 489, Baltimore & 
Ohio et al., appellants, vs. United States of America et al., 
commonly known as the Chicago Junction case, for early argu- 
ment. The court has set the case down to be heard on January 
21 next. 

Motion to advance the case was submitted, orally, to the Su- 
preme Court by C. H. Farrell, speaking for the attorneys of 
record in that case. They asked that the case be set down 
for early argument after January 1. Mr. Farrell said that 
while the United States and the Commission did not join in 
the motion to have the case advanced upon the calendar they 
did not object to the motion he was making. Chief Justice 
Taft said their position on the motion did not matter. 

After reciting the facts about the finance docket proceed- 
ings before the Commission, which resulted in approval of the 
acquisition of the terminal roads in Chicago by the New York 
Central, the unsuccessful application of the other trunk lines 
for an injunction and the appeal to the Supreme Court, the 
attorneys for the objecting trunk lines said: 


Whether the Interstate Commerce Commission had the authority 
to make the order is the principal question involved in the case; its 
determination requires an interpretation of that portion of the Trans- 
portation Act, 1920, now commonly known as Section 5 of the Inter- 
state Commerce Act. Section 5 of the Interstate Commerce Act deals 
with the acquisition by one carrier of the control of another carrier, 
and with the consolidation of railroads engaged in interstate com- 
merce, The determination of the question involved is of importance, 
not only to the appellants, but to all other carriers engaged in inter- 
state commerce, and to the general public. 


ADVANCED FOR ARGUMENT 


The Supreme Court of the United States has advanced, for 
argument, No. 456, the United States of America et al., appel- 
lants, vs. Abilene & Southern et al., and set it down for Feb- 
Tuary 25, after the case heretofore assigned for that day, The 
case is better known as the Kansas City, Mexico & Orient case, 
in which the railroads challenge the power of the Commission 


to make an order requiring them to give larger divisions to the 
embarrassed Orient railroad. 


DENIES WRIT IN BARGE CASE 


The Supreme Court of the’ United States this week denied 

& writ of prohibition prayed for by the government in No. 23, 
in the matter of petition of United States of America as owner 
of 19 barges and 4 towboats. The case involved the owner- 
ship of the barges and towboats, which were acquired several 
years ago by Edward F. Goltra of St. Louis, under a contract 
va the government. Barge line officials were enjoined by 
Faris of the District Court of the Eastern Division of 
e Eastern Judicial District of Missouri from taking possession 
of the vessels on application of Goltra. The government asked 
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the Supreme Court to issue a writ directed to Judge Faris 
to prohibit him from exercising jurisdiction in the suit brought 
by Goltra against the Secretary of War. The lower court held 
Goltra was entitled to an injunction, The Supreme Court said 
from that decree the Secretary of War could appeal in the 
regular way. 


REFUSES TO REVIEW DAMAGE CASES 


The Supreme Court of the United States this week denied 
petitions from writs of certiorari in No. 390, Chicago, Milwau- 
kee & St. Paul vs. Eva Chinn et al., and in No. 649, Wabash 
vs. Samuel T. Hoff, personal damage case3, in which judgments 
were rendered against the carriers in lower courts. 


N. A. R. U. C. CONVENTION 


Resolutions favoring amendment of the interstate com- 
merce act with respect to regulation of intrastate commerce 
were adopted by the National Association of Railway and Utili- 
ties Commissioners in annual convention at Miami, Fla., last 
week. Repeal of section 15-a also will be sought. 

One resolution urged immediate legislation at the present 
session “which shall so amend the interstate commerce act as 
clearly to define and limit the power of the Interstate Commerce 
Commission so that no intrastate rate may be changed or set 
aside without proof by competent evidence, and upon findings 
of fact made, that the same injures a person or persons or a 
locality or localities engaged in interstate commerce to such an 
extent as seriously to diminish the business of such person or 
persons, or seriously to retard the growth and development of 
such locality or localities.” 

It was further resolved in this resolution that the group plan 
of making rates, as prescribed by section 15a, “is uneconomic 
and unsound and that the attempt, under its provisions, to pro- 
duce returns upon roads that are unable to earn returns them- 
selves, has placed an unjust burden upon the business of the 
nation, from which it should be relieved by the immediate re- 
peal of said section 15a.” 

A resolution was adopted urging such an amendment “as 
shall remove all question as to the continued power of state 
authorities to require common carriers to make additions and 
betterments to their plants and facilities reasonably necessary 
for the safe and proper service of the public.” 

Another resolution urged amendment of the interstate com- 
merce act restoring to state commissions the power they exer- 
cised before the enactment of the transportation act as to the 
issuance of certificates of convenience and necessity for con- 
struction and abandonment of railroads wholly within a state. 

With reference to car service, a resolution was adopted in 
favor of amendment of the act “in such way that the regula- 
tory authorities of the states may make reasonable orders and 
regulations not in conflict with federal law, or with lawful orders 
of the Interstate Commerce Commission, requiring cars within 
the respective borders of such states to be equitably distributed 
to shippers desiring same, without regard to whether they are 
desired for use in shipments that are interstate or intrastate.” 
This resolution set forth that it was impracticable for the Com- 
mission to supervise the distribution of cars as between individ- 
ual shippers of the United States and that there should be some 
governmental authority within reasonable reach to which appeal 
could be made to require equitable distribution of cars. 

Another resolution urged amendment to existing law so as 
to exclude from the jurisdiction of the Commission the regula- 
tion of rates and service of electric railroads carrying on local 
street railway transportation. 

A resolution reaffirming a resolution passed at the Atlanta 
convention in October, 1921, in favor of elimination of the pro- 
viso permitting departures from the long-and-short-haul clause 
of section 4 was adopted. The resolution at the Atlanta conven- 
tion was backed by members of state commissions in the inter- 
mountain territory. 


Resolutions were adopted favoring sufficient appropriations 
by Congress to enable the Commission to report valuations “as 
a whole and by states,” and the appointment of a special valua- 
tion counsel to represent the state commissions in the valuation 
cases. 

A resolution was adopted providing for the appointment of a 
special committee of seven members to study the whole question 
of railroad consolidation and to make a report at the next annual 
meeting. 

The president of the association was authorized in a reso- 
lution to call a national conference to consider the question of 
elimination of grade crossings. 

“The actual elimination of these crossings would cost bil- 
lions of dollars, and they cannot be removed in the lifetime of 
citizens now living,” the resolution said. Representatives of the 
carriers, state regulating commissions, governors, highway com- 
missioners,. municipal officers and national automobile associa- 
tions will be invited to attend the conference. 

A letter to President Lewis from Senator Cummins saying 
that the senator would introduce a bill for the state commissions 
to amend section 13 so as to define clearly the power of the 
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Commission over intrastate rates was read. The senator said 
he would not introduce the bill until he had conferred with the 
legislative committee of the association. The‘senator’s views 
on the subject were outlined in The Traffic World of November 
10, p. 1132. 

Address of President Lewis 


In his annual address, Dwight N. Lewis of the Iowa commis- 
sion, retiring president of the association, said Senator Cummins 
had assured him that he was entirely favorable to such amend- 
ment as would “clarify the situation as to the powers of state 
commissions, assuring the return to the state boards, the power 
and authority it was never his intention should be taken away.’” 

“To those interests which are insisting there shall be no 
amendments to the transportation act of 1920 it must come as a 
rude shock that Senator Cummins himself is insisting upon 
amendments,” said President Lewis. Reference also was made 
to Mr. Lewis’s recent call on President Coolidge. 

Speaking in favor of regulation of bus and truck lines, Mr. 
Lewis said it should be of such a character as would prevent 
“any fly-by-night installation of bus and truck service, and that 
will insure continued operation.” 

Mr. Lewis said that, whatever might be done with the trans- 
portation act, he hoped “no impious hand is laid upon that 
feature of the law which provides for co-operation between state 
and federal commissions,” and that this co-operation should and 
did extend to co-operation between the states. He referred to 
the cases in the last year in which the states co-operated with 
the Commission. He urged sufficient funds to enable the states 
to carry on “this most important work of state commissions.” 
on the subject of freight rates, he said: 


Notwithstanding the adverse criticisms lavishly bestowed upon 
state commissions by pro-railroad journals supposed to be devoted 
to the impartial discussion of traffic matters, such state commissions 
have been averse to making any great reductions in even local freight 
rates, and will continue to take this attitude, until returns, under 
careful management, are indicative of a greater prosperity than has 
been apparent for some time past. Conditions are improving, how- 
ever, and it may be that in the not distant future general reductions 
will be justified. The country feels the burden of the high rates, 
and for the same cause perhaps that the lunatic seems to have it in 
for the best friends of his saner days, we sometimes, in stress of 
economic troubles, undertake to rend the transportation company or 
other utility, upon which we must absolutely depend. Without ade- 
quate transportation our great inland agricultural empire would 
revert to the grass and flower-strewn prairies of other days. It is 
unfortunate that in the settlement of all these great eccnomic ques- 
tions, political fn gpm should play so great, and too often, a con- 
trolling part. tate commissions should be constantly alert to keep 
the public advised of the exact situation at all times. The people are 


fair, and will deal justly and fairly with all interests when properly 
advised. 


Let the carriers and all other utility companies come clean, give 
us state commissions with the courage of their convictions, and 
although the way may be beset with demagogues and other pitfalls, 
we shall arrive at just conclusions, fair alike to the company and 
the consumer. 


Mr. Lewis said the valuation committee had produced a 
comprehensive analysis “of the activities of the railroad lobby- 
ing body known as the ‘President’s Conference Committee.’ ” 
He said unfair methods used by the railroads were exposed in 
this report. 


Report of Rate Committee 


A report of the committee on rates, prepared by Commis- 
sioner E. I. Lewis of the Commission, chairman of the commit- 
tee, was received. Mr. Lewis was not able to attend the con- 
vention. He explained that he was submitting the report simply 
as chairman because of “absence of expressions on the pro- 
posed draft” from the other members of the committee. The 
committee on rates, in addition to Mr. Lewis, is composed of 
Shaughnessy of Nevada, Harper of Arkansas, Brisbine of South 
Dakota, Whittlesey of California, Reed of Kansas and Shealy of 
South Carolina. Mr. Lewis said Mr. Reed said he could not 
agree with much contained in the report, but that Mr. Shaugh- 
nessy approved the proposed draft, which was later changed in 
several particulars. 

Mr. Lewis said in his report that it was estimated “that the 
freight transportation charges collected from the public between 
July 1, 1922, and the end of 1923, will have been more than 700 
million dollars less than they would have been if the former 
basis of rates had remained in effect.” He said that, except in 
the agricultural industry, there had been relatively little criti- 
cism in the last year of the present level of rates. 


Referring to the Kansas grain rate case and the general 
investigation into grain rates, etc., Mr. Lewis said the situa- 
tion was complicated somewhat by the fact that the principal 
movement of grain was in the west, where, for the first eight 
months of 1923, the carriers’ earnings had been only 4.22 per 
cent as against 5.32 per cent in the country as a whole, and 
where some important carriers continued to make a relatively 
unfavorable financial showing. Continuing, he said: 


While the general level of rates is still higher than prior to 
Ex Parte 74 by approximately 20 per cent in the western group and 
on interterritorial traffic, 12.5 per cent in the southern and mountain- 
Pacific groups, and 26 per cent in the eastern group, there is little 
to indicate an excessive return to the carriers. sed on the several 
general changes between 1913 and 1923, the present general level of 
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rates in the several rate groups represents approximately the fol- 
lowing percentages in excess of those in force in 1913: 


Per Cent 
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If the numerous reductions during that period in individual rates 
be also taken into consideration, it is probable that the above per- 
centages are to some extent excessive. 

If the country is to prosper and the railroads are to keep abreast 
with its growth and transportation needs, they must be allowed an 
adequate return which will enable them to improve their service and 
to expand their facilities. In consideration of the level of rates, how- 
ever, there must be careful scrutiny of operating expenses and other 
charges, to the end that the rates be based on honest, economical and 
efficient operation and eben valuations. The maintenance of ade- 
quate return does not, however, mean that rates that are unreason- 
able, discriminatory or prejudicial are not to be subject to adjust- 
ment. We must, however, bear in mind that in the last analysis low 
rates are of little benefit to the shipper if, under efficient and eco- 
nomical management, the carriers’ earnings are insufficient to enable 
them to furnish proper service and equipment to handle the traffic 
when offered. 


Mr. Lewis said considerable progress had been made in the 
last year toward correction of discrepancies and disparities in 
the general rate structure, particularly with respect to class 


rates. He referred to the southern class rate investigation and 
other cases. 


Automobile Transportation 


Automobile transportation of passengers and freight on 
highways paralleling the railroads has developed rapidly in the 
last few years, the report said, and in some. sections the effect 
has been marked and in many cases disastrous to the short-haul 
traffic of the railroads. Continuing, Hr. Lewis said: 


Motor trucks, as to certain classes of traffic, serve a useful pur- 
pose and have natural advantages over rail transportation. To the 
extent that, under reasonable rules and regulations applied without 
discrimination as between common carriers by motor truck and by 
railroad, the motor truck affords more economical and desirable 
service than the railroad, its operation should be encouraged. The 
fact remains, however, that if motor trucks engaged as common car- 
riers were charged their proportional share of highway construction 
and maintenance, and were made subject to the restrictions regu- 
lating rail carriers, much of the service would in all probability prove 
to be more costly than like service by rail. It would seem that the 
absence of any such requirements gives the motor truck companies 
an unfair advantage over the rail carriers and that, in the interest 
of the public as well as of the railroads, this undue advantage should 
be removed. 

Coordination of transportation facilities by rail, by water and by 
truck, under reasonable regulations, is desirable in the interests of 
the public. While some progress has been made along these lines, 
there is room for material further development and serious considera- 
tion should be given by federal and state regulatory authorities and 
by the rail carriers to steps which will tend to bring about, as far 
as may be possible, adequate use of all three forms of transporta- 
tion, including arrangements for continuous carriage or shipment 
under through billing. 


Intercoastal Water Carriers 


For the purpose of stabilizing transportation conditions in the 
public interest and to prevent ruinous and unnecessary rate wars 
between domestic water carriers on the one hand, and rail carriers 
on the other, proposals are being made, and will probably be pre- 
sented to Congress, that intercoastal water carriers, or the ocean 
carriers between the Atlantic and Pacific ports, including Gulf ports, 
og be regulated substantially to the same extent as are rail car- 
riers. 

Interest in the subject has probably been quickened by reason of 
the serious rate war among the ocean carriers, known as the ‘‘con- 
ference lines,” operating between Atlantic, Gulf and Pacific ports— 
the rates breaking in some cases from $25 per ton to as low as $6 
and $7 per ton. It is reported that not only was this damaging to 
the ocean carriers, but that this ‘‘overnight dislocation of rates’’ also 
pages: 4 in serious disadvantage and injury to commercial interests 
as well. 

The argument is being advanced that regulation is necessary in 
order to stabilize intercoastal rates and service; to protect the bona 
fide investment of responsible carriers in the enlargement of their 
business from irresponsible and migratory competing lines, which 
at present may enter the service for the purpose of forcing a sale 
to established lines, or which lack the necessary capital and expe- 
rience to finance and properly operate such service. 

It is the declared policy of the national government to promote 
and encourage both rail and water transportation, but the authority 
thus far granted for the regulation of water carriers is not of the 
same comprehensive and effective character as applied to railroad 
common carriers by the states and the federal government, which 
has made it difficult in some respects to carry out this policy. Numer- 
ous suggestions have been made, such as the adoption of a plan of 
prohibiting ocean carriers from entering coastal business except where 
public convenience and necessity appear to warrant such action. 
Your committee has not been able to confer on this subject, and the 
matter of establishing relationships between land and water rates. 
The subject is therefore submitted to the convention for considera- 
tion without definite recommendations. 


Mr. Lewis referred to the work under way for simplification 
of tariffs and rates and recommended the appointment of 4 
sub-committee to represent the state commissions and to CO 
operate with the Commission and the carriers’ committee. He 
commended the co-operation between the state and federal com 
missions. 

Frank Milhollan, chairman of the committee on car service 
and demurrage, submitted a report in which favorable comment 
was made on the appointment of regional advisory boards by 
the car service division of the American Railway Association. 


Praise for Carriers 


Dawes E. Brisbine, chairman of the committee on railroad 
service, accommodations, and claims, said in his report that the 
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“strenuous efforts of the carriers during the past year have 
resulted in a condition of affairs very materially different from 
that which existed a year ago,” and commended the distribution 
of freight cars by the carriers. He said it should be clearly 
understood that the campaign to reduce claims “must not result 
in an attempt to strangle honest and legitimate claims for loss 
or damage.or delay.” He said concerted action through proper 
inspection, education and discipline must be carried on to min- 
imize the damage to commodities in transit and the resulting 
burden on transportation costs. 

E. V. Kuykendall, chairman of the committee on motor vehi- 
cle transportation, submitted the committee’s report. He said 
the committee concluded the best service it could render would 
be the drafting and submission of a proposed model statute for 
the regulation of motor vehicle transportation. The proposed 
statute was submitted as a part of the report. 

Reports also were received from the committees on grade 
crossings and trespassing on railroads, on service of public util- 
ity companies, on safety of railroad operation, on statistics and 
accounts of railroad companies, public utility rates and valuation. 

Chairman Meyer and Commissioner Esch, who were invited 
to speak at the convention, were not able to attend. C. F. 
Staples of the Commission’s valuation bureau, spoke on the valu- 
ation situation. Donald D. Conn of the car service division of 
the American Railway Association spoke. An address was made 
by W. F. Murray, as a representative of Secretary Hoover, on 
the subject of super-power development. Representatives of 
public utility associations spoke. 

H. G. Taylor, chairman of the Nebraska commission, was 
elected president of the association. Alexander Forward of the 
Virginia commission would have been elected president, having 
been first vice-president, but he has resigned from the Virginia 
commission. W. D. B. Ainey of the Pennsylvania commission 
was elected first vice-president; A. G. Patterson of the Alabama 
commission, second vice-president; J. B. Walker of New York, 
secretary, and L. B. Thompson, secretary of the Florida com- 
mission, assistant secretary. 

The association will hold its annual convention next year 
in Phoenix, Ariz., about the middle of November. 


Taylor Appoints Committees 


President Taylor, of the National Association of Railway 


and Utilities Commissioners, has appointed the following com- 
mittees: 


Executive Committee: W. D. B. Ainey, Pennsylvania (ist V. P.), 
chairman; J. B. Eastman, I. C. C.; R. Hudson Burr, Fia.,; J. J. Mur- 
phy, S. D.; J. F. Shaughnessy, Nev.; H. G. Weils, Mass.; E. V. Kuy- 
kendall, Wash.; Clarence E. Gilmore, Tex.; C. M. Reed,.Kan.; James 
S. Benn, Penna.; Dwight N. Lewis, Ia.; A. G. Patterson (2d V. P.), ex 
officio; James B. Walker, secretary, ex officio. 

Committee on Valuation: F. P. Woodruff, Ia., chairman;. L. E. 
Gettle, Wis.; O C. Semple, N. Y. P. S._C.; E. I. Lewis, W. Va.; R. 
Hudson Burr, Fla.; W. J. Smith, Ill.; E. R. Hughes, Okla.; H. H. 
Brundige, Cal.; O. P. B. Jacobson, Minn. 

Advisory Committee on Valuation: H. C. Larson, Wis.,- engineer; 

W. M. Hammond, Ill, accountant; D. F. Jurgensen, Minn., engineer; 
H. F. Flagg, Wash., engineer; Ross Miller, S. D., engineer; L. H 
Bitney, Minn. (One member remains to be appointed.) 
. Legislative Committee: Charles Webster, Ia.,. chairman; J. W. 
Raish, S. D.; Frank W. Shealy, S. C.; Hugh H. Williams, N. M.; W. 
W. Potter, Mich.; Ivan Bowen, Minn.; Clarence E. Gilmore, Tex.; 
Frank Carter, Okla.; T. A. Browne, Neb. 


John E. Benton was reappointed general solicitor ‘of the 
association with headquarters in Washington. 


ASSIGNED CAR CASE 


The Trofic\ World Washington Bureau 


Arguments in the assigned car case, submitted to. the 
Commission on rehearing, apparently have reduced the issues 
to the simplest form possible. Briefs setting forth views have 
been filed by all parties. 

“The evidence does not show any injury present or pro- 

spective which is attributable to private cars,” -said- Clifford H. 
Browder for the Wisconsin Steel Company and the Interna- 
tional Harvester Company. “Unless the Traer rule.is reaf- 
firmed,” he said, “we can expect chaotic and ruinous operations 
in two basic industries which are not overdeveloped.” He 
referred to the steel.and by-product coke industries. 
_ .We believe that the assigned car rule as laid down ° 
in the Traer and Hocking Valley cases i is a public 
necessity economically sound and an institution which has 
affordsd no preference and results in no discrimination,” said 
James W. Carmalt and August V. Gutheim in behalf of the 
Berwind-White and other coal mining companies. 

“No consuming interest has appeared in this or any other 
case to object to the use of private cars serving coal mines,” 
asserted John B. Putnam in behalf of the Cleveland-Cliffs Iron 
arg Steel Company of Canada, Ltd., and other iron com- 

In behalf of the Astoria Light, Heat and Power Company 
and other New York metropolitan district utility companies, 
Shearman & Sterling said it was claimed that in a few instances 
there had been abuse of private cars in that they had received 
referential movement and absorbed a larger proportion of 
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their just due of railroad facilities other than cars. The attor- 
neys for the public utilities suggested that if there were 
instances of abuses of private cars the Commission should be 
able to exercise its authority in such a way as to prevent such 
abuses, 

For the Bethlehem Steel Corporation and its subsidiaries, 
Frederic L. Ballard, Hoyt A. Moore and Paul D. Cravath said 
that it was for the Commission to prescribe reasonable regu- 
lations for the future use of private cars, for the elimination of 
any evils that might have existed and still secure to the 
Bethlehem the right, in the absence of emergency, to the full 
use of its own cars in moving the entire output of its own 
mines to its own plants for its own consumption. 

Wayne Johnson, for the Pennsylvania Coal & Coke Corpo- 
ration, said the proposed rule for the pro rata distribution of 
coal cars wholly ignored the rights of private car owners and 
if put into effect would operate as an unjust discrimination 
against and the taking of their private property without due 
process of law. 

“That is to say,’ continued Mr. Johnson, “the non-car 
owning mines which have invested nothing in car. equipment 
would not only receive a large number of cars solely by reason 
of the investment which their competitors have lawfully made, 
but would also receive cars belonging to competing mines 
without payment of compensation therefor. Such a_ taking 
cannot be justified on any grounds. It is in direct conflict 
with the fifth amendment to the United States constitution.” 

In behalf of the Seaboard By-product Coke Company, the 
Donner-Union Coke Corporation, Rainey-Wood Coke Company 
and Chicago By-product Coke Company, Hugh F. Smith, F. C. 
Slee and Ralph J. Baker said that the proposed rule might 
purport to regulate transportation, but that in its essence it 
was a regulation of mining operations for the obvious purposes 
of creating an alleged equalization of opportunity. It could 
not stand the test by which the substance and not the form 
should determine validity, they said. 

“We respectfully submit that the decision of the Commission 
as heretofore announced, while doing incalculable injury to the 
railroads, is of benefit only to the coal operators who are en- 
deavoring to improve their condition by obtaining a wider mar- 
ket for their product and by pacifying their mine workers,” 
asserted attorneys composing a committee of counsel for the 
railroads, of which R. V. Fletcher of the Illinois Central was the 
chairman. “Both of these matters we respectfully submit are 
beyond the scope of the Commission’s administrative power. 
We think it is established here that the effect of abolishing the 
assigned car rule will be to increase immensely the operating 
expenses of the railroads, to interfere with efficient and eco- 
nomical operation and to encourage the continued existence of 
high cost mines, thereby resulting in further over-developments 
and disturbed conditions.” 

J. H. Fishback, for the Canadian National Railways, said 
there was nothing in the record which specifically pointed to 
any allegation of unjust discrimination against commercial mines 
in the use of Canadian National cars under the assigned car rule 
as defined by the Commission in its several decisions and reports. 
He said no complaint had been specifically made against the 
use of assigned cars for Canadian railroad fuel nor had it been 
shown in the use of these cars that any injustice had resulted to 
any interests. 

W. S. Bronson, for the Chesapeake & Ohio, laid down the 
proposition that the carriers’ coal cars used without restriction 
for the transportation of company fuel from company-owned 
mines and privately-owned entire output, yearly contract mines 
were not- assigned cars within the meaning of the Traer rule 
and did not come within the purview of paragraph 12 of Section 
1, which paragraph, incorporating as it did in the statute law, 
the Traer rule with respect to cars used for company fuel, re- 
stricted within-the limit of that rule the furnishing of coal cars 
to partial output mines during car shortage periods. His further 
eontention: was that the Commission was without power under 
the act to restrict the use by the carriers of their coal cars for 
the transportation of their company fuel from company-owned 
mines and entire output, privately owned contract mines. 

A proposition that appeared novel to some of those who read 
the brief was submitted by C. D. Boyd, traffic manager for the 
Harlan County Coal Operators’ Association. He said that at the 
present time the same reason existed for the recommendation 
made by the Commission to Congress in connection with private 
cars as when that recommendation was made. The recommenda- 
tion was that carriers be forbidden the use of individual or 
private cars. 

“The law has been so amended,” said Mr. Boyd, “as to in- 
crease the powers of the Commission that they have now the 
power to make effective the recommendation they made to Con- 
gress on January 5, 1907.” 

R. W. Ropiequet and F. H. Harwood for the Illinois Coal 
Traffic Bureau submitted that the findings and conclusions of 
the Commission in its original report were not only amply sup- 
ported by the record made in the original hearing, but strength- 
ened by the record made on rehearing. Therefore, they re- 
quested dismissal and affirmance of the order as originally made. 
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In behalf of the National Coal Association, Rush C. Butler, 
Ernest S. Ballard, Frank E. Harkness and James Dale Thom said 
the great majority of soft coal operators, including many 
who had accepted assigned cars, were opposed to the practice 
because of inequalities produced in times of good market and 
poor car supply, because it was a form of special privilege and 
because of alleged abuses. They, therefore, were for affirmance 
by the Commission of its original finding and order. 

In their brief for the International Union, United Mine 
Workers of America, Van A. Bittner and W. Jett Lauck frankly 
avow that their interest is to have the cars so distributed that 
the miners in each mine shall have an equal number of working 
hours. ‘They asserted that the miners in assigned car mines 
were willing to go upon that basis. 

Kenneth F. Burgess and Walter McFarland, for the Burling- 
ton, asked the Commission to modify its report so that it might 
be clearly indicative that there was no intent to restrict the 
placement of its own cars by the Burlington at its own mines 
located on its own rails and operated exclusively for its own 
fuel purposes as a department of its railroad. They asked for 
such findings to the end that it might be clearly understood 
there was no intent on the part of the Commission to enforce a 
car distribution order against the Burlington in these circum- 
stances or to invoke against it the penalties for failure to com- 
ply with an order of the Commission. 

“We believe that we are only asking for such action in the 
premises as we are clearly entitled to under the law,” said the 
Burlington’s attorneys. ' 

George N. Brown and L. C. Boyle, for the Southern Ohio 
Coal Exchange, said that should the Commission stamp with its 
approval the methods of coal car distribution that now prevail 
and that would prevail under the rules proposed, the railroads, 
to a larger extent than at present, would move their coal in as- 
signed cars. For competitive reasons every large coal operator 
and every large industrial concern that could raise the money, 
they said, would invest in coal cars and put them in operation. 
In times of acute coal car shortage, they said, in such an event 
“we might well see no coal moving except in assigned cars.” 

In behalf of the Northern West Virginia Coal Operators’ 
Association, which did not take part in the case until the re- 
hearing, E. J, McVann advised the Commission to adhere to its 
original finding and order, on the ground that no new relevant 
testimony had been offered at the further hearing. The only 
new testimony, he contended, was cumulative, offered by so- 
called captains of industry, as owners of private cars, insisting, 
as he said, that they were entitled to preferential treatment and 
preferential service because of the character of their business 
and because they had made large investments in private cars. 
He said that the assignment of private cars to the exclusive 
use of their owners and the shuttling of those cars between 
the mine and the plant worked more prejudice against the 
ordinary shipper than the assignment of cars for railroad fuel. 
He did not, however, go into the railroad assigned car phase 
of the case because, he said, that was being covered by the 
National Coal Association. 


PACKINGHOUSE CASES 


Testimony in the live stock and fresh meat cases (Dockets 
14771, 15981 and 15041) was brought to a close at Chicago be- 
fore Examiner Hillyer December 8 with the record standing at 
4,300 pages of testimony and with almost two hundred exhibits 
as part of the evidence. 

The testimony of Swift & Co. by R. C. O’Hara, was 
directed largely to the matter of similarity of transportation 
conditions between livestock and the product thereof in order 
to establish the proposition that the rates on the two commodi- 
ties should bear no fixed relationship to each other on account 
of the dissimilarity of conditions. It was contended that each 
rate should be fixed as just and reasonable per se. “In my 
opinion,” said Mr. O’Hara, “nothing but chaos would result if 
the Commission undertook to establish a relationship of these 
rate’ in any territory.” 

Evidence was introduced relative to the distribution and 
yield of animal products. Market conditions were also touched 
on in order to verify the Swift contentions. It was testified 
that the peak figures on claims for the shipment of livestock, 
when they reached five per cent of the total revenue from the 
commodity, had occurred under federal control and that for 
the current year they averaged about nine-tenths of one per 
cent. 

H. W. Davis, for Morrell & Co., sought to introduce a 
sample of bacon as evidence in order to substantiate that bacon 
. sold by Swift & Co. and by the John P. Squire Company, a 

New England packer, was the product of the same packing 
plant. The examiner did not permit the bacon to become an 
pnt but allowed the statement to be made a part of the 
record. 

R. R. Hargis, for Wilson & Co., introduced a twenty-one 
page exhibit and sought to justify the use of the packing 
house product rates as a basis for the livestock and fresh 
meat rates. He contended that the full fifth-class rate was 
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sufficient maximum for packinghouse products’ rates as it is now 
applied. He applied different tests to numerous rates tested by 
other witnesses to show their méthods of justification improper. 
He justified the interior Iowa adjustment by showing that the 
differential over the Mississippi River was not in excess of 
the differential between other points of comparative distance 
and corresponded to the current differentials in the class rates, 

W. W. Manker, for Armour & Co., introduced several sub- 
stitute exhibits as well as others in support of the Armour 
contention for a differential between livestock and products 
of from fourteen to eighteen cents as against the present dif- 
ferential of thirty cents. 

The rebuttal testimony of H. F. Sundberg, for the interior 
Iowa packers, was concluded on the fourth day. Most of his evi- 
dence and exhibits were directed against the allegations of the 
North Packing & Provision Company and their exhibits as well 
as against those of Swift and Company, in an attempt to prove 
that the advantage which they said the Iowa packers had was, in 
reality a disadvantage. He wentintothe matters of car expense 
and operations and the bedding problem in detail. He sought 
to prove that the fact that the interior Iowa packers were re- 
moved from a livestock market was a disadvantage and that 
packing plants adjacent to a stock market had a great advan- 
tage in being able to choose the kind of hogs they might buy. 

He also introduced considerable testimony to show that the 
meat rules were a disadvantage to the interior Iowa packers and 
that the percentage relationship of the class rates between the 
Mississippi and Missouri rivers were disadvantageous in their 
relation on livestock. 7 

B. E. Reed, for the Cudahy Packing Company, introduced 
supplemental exhibits relative to the bedding of livestock cars 
and the expense of the bedding required. Another set of his 
exhibits pertained to car performance and earnings. 

He was followed by C. H. Dustin of Cudahy, who related the 
terminal operation at Boston with regard to livestock and meat. 

M. Lanthier of Cudahy testified as to operating conditions 
on livestock on the eastbound traffic. He said that, on the 
Pennsylvania, the livestock trains operated on a six-hour faster 
schedule than the meat trains. He cited one division of 100 
miles on the Nickel Plate where the operation schedules of 
livestock trains was one hour faster than for meat trains. Win- 
ter schedules on livestock trains in eastward movement be- 
tween the west and New York, he said, had been fixed at three 
days for livestock and four days for meat. 

The purpose of the Cudahy. testimony was to show that the 
movement of livestock presented transportation difficulties and 
required a greater amount of service than are indicated in the 
present difference in rates on stock and meat. 


The testimony of Richard O’Hara for Swift and Company 
ran into a night session and was aimed largely at the class rate 
situation with comparisons of the class rates on packing house 
products. The testimony was aimed at establishing that the 
fifth class rate was high enough on meat. Besides the exhibits 
relating to the class rates comparisons of the mixing rules were 
made and the methods of packing shown. 


The final hearing was held before Examiner Hillyer, at 
Omaha, December 10. This hearing concluded the presentation 
of evidence and was assigned for the purpose of giving ear to 
live stock shippers and producers of the western markets. 
Fourteeen of these witnesses appeared before the examiner 
and reiterated the testimony previously given by live stock 
men which wag drastically opposed to any alteration in’ the 
differentials betweeen live animals and the products thereof 
which would tend to keep the eastern packers out of the 
western markets. The testimony was to the effect that the 
buying of the eastern packers was necessary in order 
to maintain the highest necessary competition for the western 
farmers’ cattle and hogs. 


BARGE LINE CORPORATION 


The Trafic World Washington Bureau 


Approval of the suggestion that the War Department’s 
Mississippi-Warrior barge line be put in charge of a govern- 
ment controlled corporation has been placed before Secretary 
Weeks, the present head of that service, by representatives of 
Ohio and Mississippi valley commercial interests. Such a sug- 
gestion was made in the annual report of Colonel Ashburn, the 
engineer officer in direct charge of the matter. Senator Rans- 
dell of Louisiana introduced the delegation, of which M. J. 
Sanders of New Orleans was chairman, to Mr. Weeks. Greater 
flexibility of management is the thought underlying the propo- 
sition that there shall be a corporation, in which the head 
of the War Department shall hold official place. Secretary 
Weeks expressed fear that putting a duty .of that kind on the 
head of the War Department would take his attention from 
other work which he, as a cabinet officer, should do. 

Among those advocating the plan were Senators Ransdell 
and Broussard of Louisiana, Pepper of Pennsylvania, Brookhart 
of Iowa, Reed of Missouri, Reed of Pennsylvania, and Repre- 
sentative Oliver of Alabama. 
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ANTHRACITE RATE INQUIRY 
The Trafic World Washington Bureau 


Low volatile operators in cental Pennsylvania put their side 
of the case before the Commission in opposition to the request of 
their business competitors for a line of rates from southern 
West Virginia at the hearings in No. 15006, the Commission’s 
anthracite rate inquiry. Witnesses put on the stand by A. M. 
Liveright called attention to the fact that there were billions 
of tons of coal in the low volatile fields of Pennsylvania unde- 
veloped, but ready for development as soon as there was a 
market for it. The witnesses who testified on the subject 
were Charles O’Neill, secretary of the Central Pennsylvania 
Coal Producers’ Association; H. Voorhes, Madera, Hill & Co.; 
W. L. Scott, Commercial Coal Mining Company; D, T. Price; 
W. B. Calkins, a heat engineer; J. W. Birch, sales manager for 
a coal company, who said his company had been trying to 
build up a domestic trade; W. J. Bailey, another sales man- 
ager, who said his company was ready to spend $150,000 to 
take care of domestic business if their advertising campaign 
brought results to warrant the expenditure; and W. S. Bren- 
nan, secretary of the Somerset county association of which 
J. C. Breydon, president of the National Coal Association, is 
the head. 

The last mentioned witness said that the five counties of 
Pennsylvania now producing 100,000,000 tons of low volatile 
coal a year, contained undeveloped land containing about 
6,000,000,000 tons. The mines in that five-county field, he said, 
were open shop mines, which, if given an opportunity to 
market their coal, could supply domestic fuel for centuries to 
come, He said they were excluded from markets by the Balti- 


‘more & Ohio, but how, he did not explain at length. All they 


asked, he said, was to be put on an equality with shippers via 
the Pennsylvania and the New York Central. He said there 
was no necessity for rates from southern West Virginia to 
New England and the east. Hauls from those mines, he said, 
would average 325 miles greater than from his part of Penn- 
sylvania. That meant, he said, a waste of 100,000 coal cars and 
2,100,000 car-days in a year, assuming the southern West Vir- 
ginia mines got a specified amount of business. 

The witnesses who went into the rate matter at all indi- 
cated a conviction that the southern West Virginia mines, in 
the matter of rates, now had an advantage over the competing 
coal from Pennsylvania. Mr. Bailey said there was discrimi- 
nation in the rates to tidewater as between Hampton Roads 
ports handling West Virginia coal on the one hand and Balti- 
more, Philadelphia and New York handling Pennsylvania low 
volatile coal on the other. But he was not complaining now, 
although he said the Pennsylvania operators reserved the right 
to question those rates hereafter, if they were so advised. 

All the engineering and sales witnesses said the Pennsyl- 
vania coals, for domestic use, were as good or better than the 
southern West Virginia coals. Mr. Bailey said that coal from 
the mines he represented had won out in competition with 
Pocahontas coal. He said he had filled the furnace at his 
house on a Friday morning and had not touched it until Mon- 
day, by way of answer to a boast made in behalf of West 
Virginia coal. 

“And if it had not turned cold it would be burning yet,” 
he added. The heat engineers testified that first they burned 
the coal into a coke mass and then they burned the coke, 
thereby getting two fires from the same shovelsful of coal. 

The witness said that in a comparatively short time fuel 
oil had displaced an annual consumption of 25,000,000 or 30,- 
000,000 tons of coal in the East. 


Extension of the rate structure on coal so as to invite the 
shipment of fuel for domestic use in New England from the 
low volatile coal of southern West Virginia, M. J. Gormley, 
head of the American Railway Association’s car service divi- 
sion, told the Commission would require the acquisition of prob- 
ably 1,500 or 2,000 more coal cars. He estimated the addition 
to the haul would be about 300 miles. Such a lengthening of 
the average haul, he said, could hot take place without provision 
for more equipment. 

Mr. Gormley put into the record exhibits showing the op- 
erations of the car service section in connection with the move- 
ment of coal, the orders issued requiring the return of cars to 
the Chesapeake & Ohio, the Norfolk & Western and the Louis- 
ville & Nashville in excess of the normal interchange. He said 
such orders were necessary because coal from those roads, 
generally, went to destinations off their rails, While the coal 
and shop crafts’ strikes lasted cars had to be returned in ex- 
cess of the normal interchange to the end that the country 
could be supplied with the fuel that was being produced. Mr. 
Gormley, at various points in his testimony, brought out that 
what was done with regard to the return of cars to those 
roads was done, not in the interest of those carriers, but in 


the public interest.. He was at pains, also, to point out that if. 


joint rates were made the longer haul inevitably would tend 
to reduce the number of cars that could be set for loading at 
mines in the low volatile fields from which it was proposed 
to make such joint rates to the north and east. 
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A, R. Yarborough, for the Kanawha operators, said he was 
present at the invitation of the Commission to show that the 
coal from that part of the country was suitable for the use 
suggested and that the operators digging it were prepared to 
furnish it. As to rates, he said they would leave that to the 
Commission, with a suggestion that the old differential over 
New River be re-established. 

George S. Brackett, vice-president of the Northern West 
Virginia Operators’ Association, put in figures to show that only 
700,000 tons of coal in addition to what New England had been 
using in the last few years would bring up its supply and con- 
sumption to the per capita consumption of equally severe cli- 
matic conditions in parts of Ohio and Michigan; that the near-by 
fields were producing coal in ample quantity to supply New 
England and the eastern states; and, by implication, there was 
no real need for joint rates from southern West Virginia. 

Arthur R. Hale briefly pointed out the situation of the 
Gauley field and spoke for the interests of the operators in 
that field in relation to the operators in other fields. 

Opposition to the establishment of joint rates from the low 
volatile mines of southern West Virginia, on the ground that it 
would be a waste of transportation if coal moved on such rates 
as had been proposed, was expressed by W. G. Curren, general 
superintendent of transportation on the Baltimore & Ohio; J. W. 
Roberts, general superintendent of transportation for the east- 
ern region of the Pennsylvania; Walter Thayer, general coal 
freight agent of the Pennsylvania, and H. A. Cochran, coal traf- 
fic manager for the Baltmore & Ohio. 

Mr. Thayer said the rates proposed by Mr. Higgins would 
be lower than the rail-and-water rates not in effect from the 
southern West Virginia field to New York and New England, in- 
dicating that if the rates were published as requested there 
would be a diversion of coal from the rail-and-water routes to 
the all-rail, a thing every one who has discussed the subject of 
congestion and conservation of transportation has condemned, 
he said. ; 

Mr. Cochran said the Baltimore & Ohio objected to joint 
rates from the low volatile fields of Pennsylvania, such as were 
suggested by Mr. Brennan, because the Baltimore & Ohio could 
not make up a route to New England, embracing fewer than 
five or six lines. Such rates would not yield a decent division 
to the parts of railroads participating in such hauls, he said. 
The Pennsylvania, he said, had more direct routes and could 
afford to carry the coal at the rates in effect. He also objected 
to suggestions of rates from the part of the Gauley district 
touched by the Baltimore & Ohio. He said the coal from that 
part of the district was not low volatile. It ranked, he said, 
from medium volatile to high. 

Comparing rates on bituminous coal over the Pennsylvania, 
Baltimore & Ohio and New York Central, he said, the average 
increase 1921 over 1914 was about 93 per cent; over the Bal- 
timore & Ohio alone, 1923 over 1914, about 69 per cent, with 
an average of about 74 per cent for the three roads, 1923 over 
1914, The increase in the average per ton per mile revenue, 
Mr. Cochran estimated to be from 4.27 miles to 8.24, or, as be- 
fore said, 93 per cent. Class rates, as measured by the New 
York-Chicago scale went up 110 per cent, or from 75 cents per 
100 pounds to 157.5 cents, the peak being reached August 26, 
1920, when the Ex Parte 74 rates went into effect. 

A point made by Mr. Thayer that afterward caused figures 
to be put in by E. E. Williamson in what the witness called an 
answer to the Thayer proposition was that the all-rail rates 
proposed by Mr. Higgins would be detrimental to the tidewater 
business of the originating railroads and the water transporta- 
tion on Chesapeake Bay, the Delaware & Chesapeake canal, 
Delaware river, the Raritan river, the Passaic river, the Hud- 
son, Long Island sound and the waterways around New York other 
than those mentioned, all without the sanction of one railroad. 
He suggested that such a proposition, made by shippers of coal 
who asked for the sanction of. the Commission was decidedly 
strange in view of the talk that had been heard by the rail- 
roads to the effect that they must not interfere with transpor- 
tation by water and the talk about the value of the waterways 
to the shippers. 

Mr. Williamson, testifying for the Nelson Fuel company 
whose mine, he said, was in the New River district and not in 
the Gauley, as Arthur Hale had said, said the evil situation 
prophesied by Mr. Thayer was already in existence from the 
Clearfield district to New England points. He put in an ex- 
hibit showing rail-ocean-and-rail rates to interior New England 
points higher than the all-rail rates to the water points such 
as Boston and Providence. The exhibit showed all-rail rates to 
en ed points higher than the rail-and-water rates to those 
points. ; 

' KE. D. Hotchkiss, freight traffic manager for the Chesapeake 
& Ohio; S. M. Adsitt, traffic manager for the Virginian, and 
D. E. Spangler, general superintendent of transportation for'the 
Norfolk & Western, the three railroads most pointedly affected 
by the line of rates proposed by Mr. Higgins, put forth facts 
and considerations why, in their estimation, the rates should 
not be established. 
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According to Mr. Hotchkiss any rate that would pay the 
railroads a reasonable sum for the services they would perform 
on joint hauls to the territory of destination under discussion 
would be a paper rate because the coal could not move in com- 
petition with the cheaper rail-and-water rates and routes. Any 
rate that would open the gateways suggested by Mr. Higgins, 
he said, would destroy the tidewater business of the Chesapeake 
& Ohio for which it was organized and which was the most val- 
uable part of its business, by diverting the coal to all-rail routes. 
He refused to estimate what would be a rate that would give a 
reasonable sum. 

Messrs, Adsitt and Spangler pointed out the physical and 
rate obstacles to be overcome in any scheme for converting 
their railroads into carriers via all-rail routes to the north and 
east, Mr. Spangler devoting himself largely to the physical sit- 
uation as shown by the mileage and the turn-around of the 
cars, one of the estimates being that to New England the turn- 
around would be fifty days. Mr. Spangler said the turn-around 
on some traffic to Chicago was as low as fifteen days and some 
thirty days or more, 


UPHOLDS TRANSPORTATION ACT 


The Trafic World New York Bureau 


Continued trial of the transportation act of 1920 and main- 
tenance of the existing railroad rate structure as satisfactory to 
all interests for the present, are the cardinal features of a 
sound railroad policy, according to a statement on the rail sit- 
uation by the Guaranty Trust Company of New York, in its 
current bulletin. 


The company points out that a reduction in rates on agri- 
cultural products would fall on the carriers least able to stand 
the loss, and that any saving to the farmers would necessarily 
result in heavier costs to other classes, with no general benefit 
to all. The company also asserts that-a lowering of rail earn- 
ings in this manner would not constitute a tax on the wealthy, 
as contended by the radicals, but would fall upon 2,000,000 
owners of rail securities, many of them persons of small means. 

The trust company outlines the efforts made by the car- 
riers in the last year to meet the burdens of transportation, 
and comments upon the fact that the purchase of this equip- 
ment necessitates larger capital charges at a time when the 
income of roads is threatened in one direction by the demand 
for lower rates and in the other by the demands of the unions 
for higher wages. On this subject, the statement says: 


Too little account is taken of the ultimate effects which the pro- 
posed rate cuts would have upon the railroad owners, upon other 
shippers and consumers, and upon the farmers themselves. The 
question of proper freight rates for farm products involves the whole 
rate structure. If these rates are to be lowered, producers of other 
basic commodities, and in turn producers all along the line, will find 
occasion to demand similar revisions. 

The proposed sweeping reductions in rates on farm products, 
moreover, would fall most heavily upon the western roads; and their 
average earnings are already relatively much below those of the 
eastern and southern roads, 

Inasmuch, therefore, as these roads are not in a position to 
have their return reduced, the main present purpose should be the 
preservation of an equitable distribution of aggregate transportation 
costs, as between commodities and between localities. And if low- 
ering the income of the carriers from farm products is to be offset 
by increased rates on other commodities, then the farmers as con- 
sumers will necessarily have to share the cost of such advances. In 
any event, the attempt to raise or lower particularly freight rates in 
conformity with the fluctuations in the prices of the commodities 
directly affected can result only in confusion, and in a rate structure 
satisfactory to no one. 


Reviewing the advantages of the transportation act, the 
statement continues: 


To nullify, directly or indirectly, at this time the principle of a 
fair return on a reasonable valuation, as expressed in the 1920 law, 
in the face of the generous response of the railroads to its pro- 
vision, and before its full effects can be known, would be not only 
an act of bad faith, but a misdirected effort to remedy conditions 
whose real causes lie quite outside the field of railway legislation. 
Serious as is the plicht of certain groups of farmers, particularly 
some of the wheat growers, to strike anew at the railroads because 
of habit or because they represent a head conveniently exposed, is to 
ignore the basic reasons for the discomforts experienced by these agri- 
culturists. Such action would aggravate these and a host of other 
difficulties, and the expected relief would not be found. 


OPPOSE RAILROAD LEGISLATION 


On motion of John H. Kirby, representing the Southern 
Pine Association, the directors of the National Lumber Manu- 
facturers’ Association this week adopted the following resolu- 


tion opposing “further legislative experimentation with the rail- 
road service:” 


Whereas (1) lumber, even more than agricultural products, is 
manufactured at points far distant from principal consuming centers. 

(2) The average lumber haul is nearly 800 miles and is constantly 
increasing. Ninety per cent of lumber is shipped by rail. The lum- 
ber industry, therefore, as much as other products, has been specially 
burdened by the increases in freight rates. 

(3) As the standing timber supply declines and sources of lum- 
ber production become more remote, the uninterrupted operation of 
the industry is necessary to maintain throughout the country a lum- 
ber supply adequate to public needs. 
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(4) This cannot be accomplished without regular and dependable 
car supply. Government operation of the railroads failed to give the 
country efficient service. Restrictive railroad legislation has resulted 
not in better service or in lower rates but in financial and physical 
impoverishment of railway transportation. 

(5) During the past year the railroads peseting under the pres- 
ent law have furnished the lumber industry with the most satisfac- 
tory transportation service in its history, This has resulted from 
the improved physical and financial condition of the railroads. 

(6) The lumber industry is opposed to further legislative experi- 
mentation with the railroad service; to any action that will unneces- 
sarily impair the credit of the railroads, or that will hinder or dis- 
courage the effort of the railroads to develop for all American com- 
merce prompt and reliable transportation service at reasonable rates. 


UPHOLDS COMPETITIVE SYSTEM 


The Trafic World New York Bureau 


Opposition to regional consolidation of railroads on the 
grounds that elimination of competition would result in a saving 
of not more than two per cent of gross earnings, and that the 
country would lose much more than this in service, was ex- 
pressed in a statement this week by F. J. Lisman of New York, 
long regarded as an authority on railroad investment securities. 

Mr. Lisman said that railroad competition is essential to 
the initiative needed to develop the country and that this will 
disappear if the plan for consolidations is adopted. On this 
point he said: 


The big problem of consolidation is not how to provide for some 
of the smaller weak companies, but how to take care of the larger 
weak companies. If the definition of weak companies is ‘“‘companies 
in poor credit,” then outstanding large companies of that kind are the 
two New England roads, the Seaboard, the Erie and the Chicago, 
Milwaukee & St. Paul, etc.. There are few, if any, large neighboring 
companies operating in the same territory which would be willing to 
take on the obligation of guaranteeing the bonds of these companies 
and also substantially recognize the equities of the stocks. During 
the last six months it looked as though the big roads operating from 
Chicago into the northwest were rapidly becoming ‘‘weak companies.” 

There would be one way out of this difficulty—that is, the weak 
lines in one section of the country can be merged with or leased to 
strong companies operating in a more profitable territory, so that 
the lean can be properly mixed with the fat. Presumably this is what 
the president means by “route consolidations,” which is 4 new phrase 
in railroad parlance. 

A very important point has been lost sight of in all this talk 
about voluntary and compulsory consolidation. Until the valuations 
are all completed nobody knows just how much each company will be 
permitted to earn before having to divide with the government. If A 
company, therefore, acquired B company before the valuation has been 
completed, it is really buying a pig in a poke. Valuations must be fully 
completed and approved of by the courts before complete,consolidation 
because for the time being neither the purchaser or seller nor the 
commission would know accurately all the factors with which they 
are dealing. This difficulty will probably be temporarily overcome by 
the issuance of a great deal of no par value stock, the approval of 
which by the Interstate Commerce Commission will not involve the 
question of property value as against capitalization. 


NEED FOR “REASONABLE RETURN” 


Lower transportation costs can only be brought about 
through an improvement of railroad facilities and an increase 
of carrier capacity so that production costs may be brought 
down, according to C. D, Morris, assistant to the chairman of 
the Western Railways Committee on Public Relations, speaking 
before the Kiwanis Club at Kansas City on December 13. 

He directed attention to the demands, particularly of Sen- 
ator Capper, for a repeal of section 15-a of the transportation 
act. After outlining the provisions of the section, he said: 


Certainly Senator Capper, who is himself credited with being 


a big business man, does not expect the railroads to operate for 
less than a “reasonable return.’’ He must, therefore, demand the 
repeal of the rate making provision of the transportation act for 
the sole reason of abolishing that part of it which instructs the 


Commission to give dué consideration to the transportation needs 
of the country. 


Mr. Morris then took up a discussion of the needs of the 
carriers for improvements, showing that they could only get 
the additional capital necessary for their progress if they were 
assured a reasonable return on this capital once it were. in- 
vested. The attempts of the radicals to drive down the earn- 
ings of the carriers gave the impression, he said, that the 
radicals thought the carriers would be able to lift themselves 
by their boot straps and that new capital would enter the 
business with no promise of adequate net return. 


MELLON SAYS “HANDS OFF” 


Secretary Mellon, of the Treasury Department, in his annual 
report, said it would be unfortunate to have the transportation 
act altered at this time in any way likely to handicap the rail- 
roads in raising more capital. He referred to the performance 
of the carriers in the last year, their large capital expenditures 
for new equipment and repairs to old equipment. He said the 
railroads were large consumers of iron, steel, and all construc 
tion materials, and that they had not made up in one year 
the “accumulated deficit in construction since the beginning of 
the war.” Continuing, he said: 


The country has benefited in marked degree during the past year, 
not only from the direct effects of their liberal expenditures upon 


the employment situation but from the result in improved transporta- 
tion service, 
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There is one unsatisfactory feature about the large capital out- 
lays upon the railroads in the past year, and that is that they have 
been almost wholly provided by borrowing and are represented by 
bond issues. It is evident that the railroads can not be permanently 
financed in this manner. Unless a proportion of the new capital is 
provided in the form of proprietary investment, the credit of the com- 
panies will suffer, interest rates upon their offerings will have to be 
advanced, and in the end further borrowing will become impracti- 
cable. The public is interested in maintaining the credit and the 
service of the roads, and especially interested now that their ex- 
penditures shall be in 1924, as in 1923, a strong supporting element 
in the general employment and business situation. 'The companies 
have been operating this year under conditions more than ordinarily 
favorable to earnings, owing to the heavy volume of traffic, but they 
have not prospered alike in all sections of the country. 

The Interstate Commerce Commission is in possession of all the 
facts as to their earnings and is empowered to make any adjustment 
of rates that conditions seem to warrant. The transportation act of 
1920 undoubtedly has strengthened the credit of the railroads. It 
would be unfortunate to have the act altered at this time in any way 
likely to handicap the companies in raising more capital. 

The farmer is now complaining, and rightly, of the high freight 
rates and the high cost to him of that which he has to buy. The 
railroads of this country require a billion dollars a year of new capi- 
tal in order that they may properly maintain their service and at 
the same time in keeping with the country’s growth conduct the 
business of transportation upon such an economical basis as will 
permit the reduction of rates. The cost of capital is, therefore, one 


_of the largest items of expense in the conduct of railroads. Nothing 


has so contributed to this additional cost of-.capital as the high sur- 
taxes which have driven the large investors from railroad to tax- 
exempt securities. In like manner, the demands of capital for a 
higher return by reason of the high surtax rates has raised the cost 
of all manufactured products. 


BOARDMAN CHALLENGES McADOO 


Statements by William G. McAdoo, former Director General 
of Railroads, that what the railroads need is “more effective 
federal regulation,” that “an earnest effort should be made to 
secure railroad reforms,” and that railroad management has 
been found wanting, were challenged by George C. Boardman, 
secretary of the Western Railways Committee on Public Rela- 
tions, in an address before the Lions Club at Denver Decem- 
ber 11. 

He pointed out that, as to regulation, the carriers already 
were regulated by the government so “effectively” that their 
income this year would be a hundred million dollars less than 
the government had said they were entitled to earn. Wages, 
which constitute more than half their expenses, are government 
fixed, he added, as also taxes. Radical senators would probably 


appreciate it if there was anything else amenable to regulation. 


that Mr. McAdoo could point out, Mr. Boardman declared. 

He said he believed the railroads were entitled to a full 
and fair trial of the present transportation legislation in view 
of the betterments they had accomplished under it in the last 
year or so, and he urged that they have time enough to prove 
the present act before being upset by more legislation. 

He pointed out the strides which the carriers had made 
in producing better transportation and in reducing operating 
costs and said more work was being done with fewer men by 
a management which Mr. McAdoo had characterized as archaic. 
He defied ‘Mr. McAdoo to show where the railroads were issuing 
false propaganda against federal control and cited the $150,000,- 
000 paid by the government for under-maintenance in contra- 
vention of Mr. McAdoo’s statement that they were properly 
maintained and turned back in better shape than they were 
in when taken over. 


ESTIMATES RAIL VALUE AT $22,000,000,000 


The Trafic World New York Bureau 


A conservative valuation on the railroad properties of the 
United States is $22,350,000,000, according to an estimate pre- 
pared by E. E. Loomis, president of the Lehigh Valley Railroad 
and chairman of the Committee on Public Relations of the 
Eastern Railways. 

“We have found how utterly ridiculous is the contention 
of the radical group in Congress that the tentative valuation 
of the roads by the Commission is from seven to ten billions 
too high,” said Mr. Loomis. 

He said that, in making public the report, he intended no 
criticism of the Commission, but merely to inform the public 
of the facts. Regarding the Commission valuation, he said 
the tentative figures put out at the end of 1919 were based 
on costs and prices up to 1914, and thus left out war-time 
inflation. 

It was said further by Mr. Loomis that, if the suggestion 
of the radicals to cut the railroad values by seven to ten billion 
dollars was carried out, the railroad would be denied, in effect, 
their chief means of keeping pace with the development of 
the country. 


Mr. Loomis’ estimate of the value of the railroads is as 
follows: “3 





400,000 miles of track at Be OOO Me PND va 5 dns vnctvabscnees $10,000,000,000 
e Department of Agriculture estimates that the 
average cost of a mile of improved highway today— 
which has no rails, ties, tunnels, trestles and rela- 
69 ongvely infrequent bridges—is about $36,000.) 
po locomotives at $20,000 each....... Nbatrdnseoeey +++. 1,380,000,000 
(The 6,000 or more locomotives bought in the two years 
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have cost an average of about $60,000 each, and 
some have cost as much as $75,000 or $100,000.) 
2,400,000 freight cars at $1,000 each............sceeeeee 2,400,000,000 
(The average cost of a freight car today is about $2,500. 
Many paw = in_service cost $3,000 and refrig- 
erator cars $3,500 each.) 
57,000 passenger-train cars at $10,000 each.............. 
(All steel passenger-train cars now cost from $30,000 
to $35,000 each.) ~ 
Es IID... 5s nwo 6 vba ee cked 6 eNsidecagesic ilies 500,000,000 
(Railroads have to keep on hand millions of tons of 
coal, rails; ties, spikes and all other material required 
in maintenance and operation. 
WORE SIE, Ksiein <s.0ns sown rh vaidutes onze anes onetesbtas 
50,000 stations and terminals, yards, signals, round- 
houses, shops, machinery, water supply, power plants, 
elevators, docks, coal pits and all other items, in- 
SRI) SUNEROD, © 6.0. onc pevce cess eesde cnn ccendme 7,000,000,000 
(In over 1,000 cities and towns, stations and terminal 
facilities cost over a million dollars apiece. These fa- 
cilities in a few of our larger cities would alone ac- 
count for over a billion dollars. The shops and ma- 
chinery engaged in the repair of equipment constitute 
an enormous industry in themselves, employing near- 
ly 400,000 men, and spending over a billion dollars 
a year. The above property is believed to be worth 
fully $10,000,000,000, and could not be duplicated for 
anywhere near that amount today.) 


DORE 9. dons sash d Meee se wow ose ea ciedekeogsenes b4RsbNS kd $22,350,000,000 


FELTON TALKS TO MANUFACTURERS 


“Certain proposed legislation affecting the American rail- 
roads is both confiscatory and - socialistic in character, and 
should be opposed by business men generally, because of the 
precedent it would establish,” declared S. M. Felton, chairman 
of the Western Railways’ Committee on Public Relations and 
president of the Chicago Great Western Railroad, in an address 
before the Chicago Association of Manufacturers’ Representa- 
tives at a luncheon in Chicago Dec. 10. 

Mr. Felton spoke on “The Significance of Supposed Rail- 
road Legislation,” pointing out that radical members of Con- 
gress were now demanding the repeal of the rate-making 
provision of the transportation act and a reduction of one-third 
in the valuation of American railroads. 

While admitting that the year 1923 had been remarkable 
in the history of the railroads, the speaker declared that it 
had not been satisfactory, considered from the point of view 
of net returns. 

“More freight business has been handled than ever before,” 
said he. “This shows that freight rates have not interfered 
with the movement of traffic. Freight business has been han- 
dled more expeditiously and satisfactorily than ever before in 
a year of record-breaking traffic. This shows that the railroads 
have been efficiently operated.” 

He continued as follows: 


570,000,000 


500,000,000 





Another outstanding feature of the year has been the large in- 
vestment that has been made in the railways to enlarge their capacity. 
It is estimated the total capital expenditures for improvements and 
new equipment during the year will exceed $1,000,000,000. These ex- 
penditures have been an important factor in enabling the railways 
to handle traffic satisfactorily. 


Railway rates, like the prices of practically all commodities, are 
higher than before the war, but there is no mystery about the rea- 
son therefor. They are not as high, on the average, as the whole- 
sale prices of commodities, and the most significant fact about the 
proposed railway legislation is that it would not deal at all with 
the conditions that have caused rates to be advanced. 


All the advances in rates have been made since 1916, and, because 
of these rate advances and the increase in traffic, the total earnings 
of the railroads are about $7,800,000 a day, or 79 per cent, more than 
they were then; but the operating expenses and taxes of the roads 
are about $8,100,000 a day higher. The principal cause of this in- 
crease in railway expenses is the advance in the wages of labor, 
which amounts to $4,418,000 a day more than in 1916. Out of every 
$1.00 of the increase in earnings that have taken place since 1916, 57 
cents is being paid out this year in increased wages. Operating ex- 
penses and taxes have likewise increased since 1916, so that it_is 
obvious that these largely increased expenses are entirely responsible 
for present rates. 

am not now advocating, or even suggesting, a reduction in the 
wages of railway employes, but consistency requires that any man 
who advocates reduction of rates should also advocate reduction of 
wages, of taxes, and in the price of coal. In what manner are radi- 
cal public men like Senator La Follette, Senator Brookhart and Sena- 
tor Capper, who are a the attack on present railway rates, urg- 
ing that reductions shall be brought about? They are maintaining 
a profound silence regarding the effect of wages on rates, nor are 
they saying anything about the wages of coal miners or the em- 
ployes of manufacturing industries, the increases in which since 1916 
are mainly responsible for the greatly increased prices the railways 
have to pay for materials, supplies and fuel. I know of no instance 
in which any of these men have advocated a reduction of railway 
taxes. Some of them have actually said, in public addresses, that 
all the wages of railway employes and of labor in general should be 
advanced, while all the rates of the railways should be reduced. 

Nor would the repeal of the rate-making provision of the trans- 
ch nan gy act withdraw any ‘‘guaranty”’ of net returns to the railways, 

ecause no such “guaranty” has been given them. Under rulings 

of the Interstate Commerce Commission they were entitled to earn a 
net return of $3,000.000,000 during the first three years the transporta- 
tion act was in full operation. They actually earned and received 
$1,000,000.000 less than this. These facts should effectually dispose 
of the talk about repealing the rate-making provision in order to de- 
prive the railways of a “guaranty.” 

Some men advocate legislation to reduce arbitrarily the valua- 
tion of the railroads about one-third. This proposal is even more 


radical than that demanding repeal of the rate-making provision. 
Its effect would be to bankrupt many companies, stop investment of 
new capital in the railways, arrest their development, and speedily 
render it impossible for them to handle a larger traffic. If the valua- 
tion should be reduced one-third the reduction of rates that would 
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directly result would average only 5 per cent, but if this should be 
taken out of the net returns of the railroads, as is proposed, it would 
seduce the net returns they are now held entitled to earn by about 
one-third, and speedily bring many of them to ruin. Moreover, legisla- 
tion arbitrarily reducing the valuation placed on the railroads would 
disregard all past decisions of the Supreme Court of the United States 
regarding the way in which the value of railroads, as well as of all 
other property, must be determined. You may say the Supreme Court 
would hold such legislation unconstitutional. But many of these same 
men, who are advocating legislation thus to reduce the valuation of 
the railroads, are also advocating legislation to provide that laws 
passed by Congress may not be held unconstitutional by the Supreme 
Court by mere majority vote, but that a two-thirds vote shall be 
required to hold any law unconstitutional. 

If the constitutional safeguards that now protect the property of 
the security owners of railways can thus be broken down, so can the 
constitutional safeguards which protect all other kinds of property 
from confiscation be broken down. The significance of this pro- 
posed legislation should thus be made plain to every man. Those 
who advocate it are not seeking to bring about reductions of rates by 
the rational process of proposing means of reducing operating ex- 
penses and taxes, the increases of which have been the sole cause 
of the advance in rates. They are seeking to bring about reductions 
of rates entirely by reducing the net return received by the railways, 
although that net return is less than it was before the rates were 
advanced. Their plan is cofiscatory. It is socialistic. Its real pur- 
pose, as is plainly indicated by the avowedly socialistic principles of 
most of those who advocate it, is to break down private ownership and 
management of railways and make government ownership unavoidable. 


TRANSPORTATION SHORTAGE WARNING 


A warning that the danger of a transportation shortage is 
not permanently out of the way, in spite of the record-breaking 
tonnage handled by the railroads in the last six months, was 
sounded Dec. 5 by A. B. Barber, manager of the department of 
transportation of the Chamber of Commerce of the United 
States in an address to the Washington Society of Engineers. 

“In many respects,” said he, “the problem of transportation 
is as great as ever. While confidence on the part of the in- 
vestors in railway securities is somewhat improved the fact 
remains that the improvements made and the purchases of roll- 
ing stock during the current year have been financed by bond 
issues or equipment trusts, increasing in effect the mortgage in- 
debtedness of the roads. A healthy situation will not exist or 
adequate expansion be assured until the mass of investors have 
regained confidence sufficiently to be willing to share the risks 
of the railroads through the purchase of common stock. 

“Again there are the whole fields of motor transport and 
waterway transport as yet almost entirely undeveloped. Until 
these are brought into proper relation it is unlikely that perma- 
nent settlement of our transportation problems can be attained.” 

He reviewed the work done in the last eight or ten months 
by the special committees appointed by the national chamber to 
consider various phases of the transportation question. “The sec- 
ond phase,” he said, “will consist of the consideration of these 
reports by a larger conference to be assembled in the near future 
and the formulation of a program, Such a program may include 
some suggestions for legislation but more especially sugges- 
tions for the regulating bodies, for the various carriers them- 
selves and for unofficial bodies, such as chambers of commerce, 
that may be able to promote better transportation.” 





ABANDONMENT APPLICATIONS 

The Kalamazoo, Lake Shore & Chicago Railway Company 
has applied to the Commission for authority to abandon its 
16-mile railroad from Kalamazoo to Lawton, Mich, The com- 
pany said the line was in the hands of a receiver; that the 
Michigan Central paralleled the entire distance of the line; 
that the company was now and had been for a number of years 
operating at a loss; and that it was insolvent. It further 
said it had no funds with which to continue operation. 

The Atchison, Topeka & Santa Fe and the California, Ari- 
zona & Santa Fe have applied to the Commission for authority 
to abandon a portion of the California’s Barnwell branch line in 
San Bernardino county, Cal., and Clark county, Nev. The line 
extends from Goffs, Cal., to Searchlight, Nev., a distance of 
55.57 miles. ‘The applicants said the line was built to serve what 
was, at the time, regarded to be promising mining territory, but 
the expectations had not been realized. 

The Chicago, Milwaukee & Gary Railway Company has ap- 
Plied to the Commission for authority to abandon that part of 
its line from Kirkland to Camp Grant, Ill., a distance of 16.36 
miles. The applicant set forth that the Chicago, Milwaukee & 
St. Paul, which controls the applicant, has a line from Chicago 
running through Kirkland to Davis Junction, and use of C. B. 
& Q. tracks from that point through Camp Grant to Rockford, 
Ill. The continued operation of the C. M. & G. line between 
Kirkland and Camp Grant therefore is not necessary, the ap- 
Plicant said. Abandonment of the line in question will permit 
the recovery of material having a salvage value estimated at 
$69,000 for use on other portions of the line. 

The Baltimore & Ohio has applied to the Commission for 
authority to abandon its Magnolia Branch, consisting of 2.284 
miles of main track in Tuscarawas county, Ohio. The branch 
was built fn 1899 to reach Magnolia, Ohio, but the amount of 
sage arma has never justified its construction, the appli- 
can i 


The New York, New Haven & Hartford has applied to the 
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Commission for authority to abandon 11.78 miles of track be- 
tween East Farms Station, Waterbury, and a point 1,000 feet 
west of Main street bridge in New Haven county, Connecticut. 
The line has not been operated since June, 1917, and there has 
been no demand for service, the company said. 

The New Haven also asked authority to abandon 2.22 miles 
of track between a point 1,000 feet west of the Pontiac Station 
and a point 4,340 feet east of Clyde Station, in Kent county, 
Rhode Island. 

The Central New England asked for authority to abandon 
7.73 miles of track in Dutchess county, New York, and 5.97 miles 
of track in Cojpmbia county, New York. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
12,985 cars the week ended December 8, as compared with ap- 
proximately 12,000 cars the preceding week, according to the 
Bureau of Agricultural Economics of the Department of Agri- 


culture. The totals from the summary of carlot shipments 
follow: 


Total for week and season regularly subject to revision because 
of the receipts of late and corrected reports from the _ railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


TUESDAY, DECEMBER 11, 1923 


Nov. Total Total 
Dec. 25- Dec. this sea- last sea- Total 
2-8, Dec. 1, 3-9, son to son to last 
1923 1923 1922 Dec. 8 Dec 9 season 
Apples (western states)— 
rrr 1, 1,815* 1,853 43,820* 29,999 46,282* 
Apples (eastern states)— 
er 1,067* 996 49,432* 51,955 65,985* 
Cabbage (old)— 
2 eee 720 491 805 28,686 34,441 41,327 
Cabbage (new)— 
MU Posie otere* 13 3 14 20 32 28,686 
Cauliflower— 
| eee 120 160 133 1,248* 929 4,616 
Celery— 
. | es 284 265* 556 12,529* 11,109 14,921 
Grapes— : 
i re 449 771* 117 61,909* 59,808 59,863 
Grapefruit— 
| eae 516 710 ded 5,848 aad 17,183 
Lettuce (Old Crop)— 
ORE oo saeuiss 60* 15 27,353 22,251 22,282 
Lettuce (New Crop)— 
Sees 548* 418 2,825* 1,621 27,353* 
Mixed Vegetables— 
J ee 233 336 21,637 18,943 19,676 
Oranges— 
oo eee 3,097 2,900* +* 12,797 i 68,032 
Lemons— 
California— 
Begins Sep. 1 125 73 se 1,424 - 8,194 
Onions— 
PROG | i.ceiea es 420 -296 443 19,228* 23,062 29,759* 
Spinach— 
ee 163 170* 113 1,057* 815 7,341 
Sweet Potatoes— 
| 363* 611 10,042* 12,633 21,564* 
Tomatoes— 
| er 22 31 25 23,501 26,517 26,644 
Summary Potatoes— 
Leading Section, 
late crop .. 2,833 2,669 3,240 85,226 85,267 186,034 
Other Sections, 
late crop .. 33 69 87 13,862 24,966 27,170 
Early crop 4 2 33,136 40,868 40,923 
_ Se 2,871 2,742* 3,329 132,224* 151,101 254,127 





** Unavailable. 


LUMBER SHIPMENTS 


An increase in production and a decrease in shipments and 
orders (new business) for the week ending December 8 was 
indicated in reports received by the National Lumber Manu- 
facturers’ Association from 384 of the larger commercial saw- 
mills of the country, as compared with reports from 377 mills 
of the preceding week. Production increased 6,454,806 feet, ship- 
ments decreased 25,610,387 feet, and orders decreased 10,150,798 
feet. The 130 reporting mills of the West Coast Lumbermen’s 
Association and the 135 reporting mills of the Southern Pine 
Association showed an increase in unfilled orders on hand from 
635,400,091 feet of the preceding week to 653,735,489 feet for 
the week ending December 8. 

For all the mills of the 7 reporting associations, shipments 
were 80 per cent and orders 90 per cent of production. For 
Southern Pine Association mills these percentages were 84 and 
99, and for the West Coast mills 75 and 86. Most of the mills 
have a normal production for the week, according to which actual 
production was 105 per cent, shipments 81 per cent and orders 
93 per cent. 

The following table compares the lumber movement for the 
three week8 indicated: 

Correape nding Preceding Wk. 


Past Week Week, 1922. 1923 (Revised) 
IE es 3 ek Se 384 377 377 
Production ........+.-+ses 234,777,151 207,177,046 228,322,348 
BUIGUNONED 6.055 sees cons 187,479,846 211,367,984 213,090,238 
SEINE oo nae testo vemeces 212,361,695 209,666,470 222,512,49 


Owing to the incomparability of its current order reports 
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with respect to those of other regional associations, the Califor- 
nia White and Sugar Pine mills are no longer carried in the 
above figures, which accounts for some apparent discrepancies 
in these statistics when compared with earlier statements. 

Reports received this week from 14 of the California pine 
mills, representing 38 per cent of the total cut in the California 
pine region, give their production as 7,921,000 feet, shipment 
10,111,000 feet and orders 9,793,000 feet. 

Compared with like period of 1922, the lumber movement 
for the first 49 weeks of 1923 is as follows: 


Production Shipments Orders 
Ds le OS RN SE A By 11,732, 481,550 11,557,584,951 11,036,368,828 
TR as Gs eislais.o 0 sista aieet ee 10,359,557,666 9,884,442,942 10,171,887,291 
OO00 TWiGERONG +6. 65:60. 0000 1,372,923,884 1,673,142,009 864,481,537 





COAL PRODUCTION AND SHIPMENT 


“As a result of the general observance of Thanksgiving 
Day the production of soft coal dropped to 8,923,000 net tons 
in the week ended December 1,” the Geological Survey said in 
its current coal report, which in part follows: 


? 

This was 14 per cent less than the output in the corresponding 
week a year ago. . ‘ 

Thanksgiving Day is not universally observed as a holiday, and 
ordinarily counts as about a fourth of a normal day. This year, 
however, it appears to have counted only as 6 per cent of a day. 
On this assumption the average production per working day was 
1,763,000 tons. . 

Production recovered during the first three days of the present 
week (December 3-8), but did not reach the level of the most recent 
full-time week. It seems probable, therefore, that the total for the 
week will not exceed 10,000,000 tons. 

Production of anthracite during the week ended December 1 de- 
clined to 1,748,000 net tons. This decrease was due principally to the 
observance of Thanksgiving Day, but the occurrence of payday 
on December 1 also was responsible for losses in production. Ship- 
ments on the four normal days were at the rate of 2,150,000 tons per 
week. Production during the corresponding week of 1922. totaled 
1,852,000 tons. 

Loadings on the first three days of the present week were not 
as heavy as in recent weeks and it is anticipated that the total output 
for the week will not reach the two-million-ton mark. 

The all-rail movement into eastern New York and New England 
increased somewhat in the last week of November. According to the 
carriers’ reports to the American Railway Association, 3,091 cars of 
bituminous coal and 4,071 cars of anthracite were forwarded through 
the principal rail gateways over the Hudson. The present rate of 
movement is almost exactly the same as that a year ago. 

Dumpings of soft coal over the tidewater piers at Hamption Roads 
declined sharply in the week ended December 1. The total quantity 
handled was 273,876 net tons, a decrease of 68,564 tons, or 20 per 
cent. All classes of shipments contributed to the. decline, except 
exports, which increased slightly. A 

A sharp decline in the movement of soft coal across the lakes in 
the week ended December 2 suggests the early closing of the present 
season. Reports submitted by the Ore and Coal Exchange show that 
601,288 tons were dumped.’ In comparison with the preceding week 
this was a decrease of 214,552 tons, or 26 per cent. Of the total dump- 
ings, 573,132 tons were cargo coal and 28,106 tons were vessel fuel. 

Cumulative dumpings of cargo coal during 1923 to.December 2 
stood at 29,568,841 tons, a figure that exceeds that for any year 
for which records are available. The present season is now 41 per 
cent ahead of the average of the three years preceding, and 5 per 
cent ahead of 1918, the previous record year. : 

There were no dumpings of anthracite at Erie in the week ended 
December 2, and shipments from Buffalo dropped sharply from 134,- 
373 to 79,9389 net tons. This was a decrease of 92,036 tons in com- 
bined shipments from both ports. The cumulative movement during 
the present season to date stands at 3,448,226 tons. 


REVENUE FREIGHT LOADING 


The Trafic World Washington Bureau 


Revenue freight loading dropped, to 835,296 cars the week 
ended December 1, which included the Thanksgiving holiday, as 
compared with 990,217 cars the preceding week,‘ and 840,412 
cars in the corresponding week of 1922, according to the weekly 
report of the car service division of the American Railway Asso- 
ciation. This was the first week this year that loading fell below 
that of any week in 1922. 

Loading by districts for the week ended December 1 and 
for the corresponding week of 1922 was as follows: 


Eastern district: Grain and grain products, 10,504 and 9,513; live 

Stock, 3,718 and 3,397; coal 44,297 and 51,158; coke, 2,252 and 2,506; 
forest products, 4,910 and 5,362; ore, 2,312 and 2,420; merchandise, L. 
*. L., 57,995 and 55,732; miscellaneous, 76,797 and 76,873; total, 1923, 
202,785; 1922, 206,961; 1921, 190,678. 
- Allegheny district: Grain and grain products, 2,696 and 3,198; 
ive stock, 2,722 and 3,492; coal, 43,276 and 56,148; coke, 5,473 and 
6,193; forest products, 3,165 and 3,109; ore, 4,236 and 2,536; merchan- 
dise, L. C. L., 45,194 and 41,346; miscellaneous, 62,426 and 65,568; 
total, 1923, 169,188; 1922, 181,590; 1921, 152,680. 

Pocahontas district: Grain and grain products, 184 and 192; live 
Stock, 125 and 101; coal, 20,831 and 18,241; coke, 401 and 614; forest 
Products, 1,598 and 1,425; ore, 167 and 107; merchandise, L 


8 Cc, tae 
5,851 and 4,979: miscellaneous, 3,906 and 3,067; total, 1923, 33,063; 1922, 
28,726; 1921,. 23,674 


Southern district: Grain and grain products, 3,362 and 3,372; live 
stock, 2,137 and .2,300; coal, 20,032 and 22,757; coke, 910 and 1,214; 
ee products, 20,559 and 20,770; ore, 1,388 and 1,363; merchandise, 
ite C. L., 35,566 and 33,496; miscellaneous, 43,342 and 39,140; total, 

3, 127,296; 1922, 124,412; 1921, 108,962. 
ms Northwestern district: Grain and grain products, 13,429 and 
pg live stock, 9,256 and 9,670; coal, 7,518 and 9,248; coke, 1,536 
ch _1,887; forest products, 16,698 and 14,725; ore, 1,339 and 1,552: mer- 
‘ andise, L. C. L., 26,029 and 23,033; miscellaneous, 29,522 and 30,243; 
otal, 1923, 105,327; 1922, 106,275; 1921, 96,387. 

Central Western district: Grain and grain products, 11,352 and 


« 
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13,239; live stock, 11,896 and 12,971; coal, 15,837 and 21,024; coke, 273 
and 299; forest tg | 9,344 and 8,340; ore, 2,536 and 2,686; mer- 
chandise, L. C. L., 31,103 and 29,046; miscellaneous, 52,533 and 50,401; 
total, 1923, 134,874; 1922, 138,006; 1921, 108,663. 

Southwestern district: Grain and grain products, 4,200 and 3,883; 
live stock, 2,345 and 2,627; coal, 4,817 and 4,939; coke, 249 and 146; 
forest products, 8,220 and 6,258; ore, 446 and 524; merchandise, L. C. 
L., 13,333 and 12,143; miscellaneous, 29,153 and 23,922; total, 1923, 
62,768; 1922, 54,442; 1921, 60,805. 

Total, all roads: Grain and grain products, 45,727 and 49,319; live 
stock, 32,199 and 34,558; coal, 156,608 and 183,510; coke, 11,094 and 
12,859; forest products, 64,494 and 59,989; ore, 12,424 and 11,188; mer- 
chandise, L. C. L., 215,071 and 199,775; miscellaneous, 297,679 and 289,- 
214; total, 1923, 835,296; 1922, 840,412; 1921, 741,849. 


REVENUE TRAFFIC STATISTICS 


Freight revenue in September amounted to $389,980,038 as 
compared with $355,032,843 in September, 1922, and $3,435,280,- 
210 for the nine months ended with September as compared 
with $2,841,458,209 for the same period of 1922, according to 
revenue traffic statistics compiled by the Bureau of Statistics 
of the Commission from reports representing 177 class I roads, 
exclusive of switching and terminal companies. ‘ 

Passenger revenue in September amounted to $105,855,385 
as compared with $97,382,159 in September, 1922, and $865,312,- 
633 for the nine months as compared with $802,239,812 for the 
same period of 1922. 

Revenue per ton-mile averaged 11 mills in September as 
compared with 11.21 mills in September, 1922, and 11.08 mills 
for the nine months as compared with 12 mills for the same 
period of 1922. 

Revenue per ton per road averaged $1.96 in September as 
compared with $2.09 in September, 1922, and $1.98 for the nine 
months as compared with $2.25 for the same period of 1922. 

Revenue per passenger-mile averaged 2.98 cents in Septem- 
ber as compared with 3.013 cents in September, 1922, and 2.997 
cents for the nine months as compared with 3.007 cents for 
the same period of 1922. 


CARRIERS’ TRAFFIC RECORD 


The railroads of the United States the first ten months this 
year handled the greatest freight traffic in their history, ac- 
cording to reports filed by the carriers with the Bureau of 
Railway Economics, the bureau said in a statement which con- 
tinued as follows: 


The traffic for that period amounted to 386,027.840.000 net ton 
miles, an increase of 2 2-5 per cent over the corresponding period in 
1920 when freight traffic amounted to 377,025,000,000 net ton miles, the 
previous high record. 

Compared with the first ten months last year, the total for the 
same period in 1923 was an increase of 84,495,486,000, or 28 per cent. 
In making this comparison, however, consideration must be given to 


- the fact that freight traffic last year was affected by the strikes of 


both the miners. which began on April 1. and that of the railway 
shopmen, which began on July 1, both continuing until fall. 

In the eastern district, freight traffic during the first ten months 
this year was an increase of approximately 35 per cent over the cor- 
responding period last year; in the southern district an increase of 
nearly 25 per cent was reported, and the western district, an increase 
of nearly 20 per cent. 

For the month of October this year alone the freight business of 
the railroads amounted to 42.209,395,000 net ton miles, which has only 
been exceeded in two previous months. The first time this was ex- 
ceeded was in August. 1920, when it amounted to 42,734,000,000, and 
again in October, 1920, when it was 42,570.000.000. Compared with 

agen last year, it was an increase of 2,922,541,900, or more than 7 
per cent. 

In the eastern district, freight traffic in October showed an in- 
crease of more than 8 per cent over the same month last year, while 
the southern district reported an increase of 5% per cent. In the 
western district the increase amounted to more than 7 per cent. 

October, this year, was the eighth month in history when freight 
traffic:on the railroads has exceeded 40,000.000,000 net ton miles. This 
mark was attained once in 1918. again in 1919, and four times in 1920. 


It Ton not reached in 1921 or 1922, but so far has heen reached twice 
in , 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period No- 
vember 23-30 was 153,057 cars as compared with 111,797 cars in 
the preceding period, while the average daily shortage dropped 
to 1,336 cars as compared with 1,866 cars in the preceding 
period, according to the car service division of the American 
Railway Association. 

The surplus was made up as follows: Box, 50,828; ventilated 
box, 44; auto and furniture, 3.090; total box, 53,962; flat, 1,786; 
gondola, 36,563; hopper, 44,193; total, all coal, 80,756; coke, 
1,210; S. D. stock, 6,972; D. D. stock, 1.932; refrigerator, 5,580; 
tank, 5; miscellaneous, 854; total, 153,057. 

The shortage was made up as follows: Box, 298: ventilated 
box, 10; auto and furniture, 11; total box, 319; flat, 167; gondola, 
452; hopper, 153; total, all coal, 605; S. D. stock, 3; D. D. stock, 
26; refrigerator, 215; miscellaneous, 1; total, 1,336. 


TELEPHONE OPERATING, REVENUES 


Operating income of 70 telephone companies having annual 
operating revenues in excess of $250,000 amounted to $10,895,505 
in September, an increase of $35,520 over September, 1922, and 
$101,305,952 for the nine months ended with September, an in- 
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crease of $8,591,145 over the same period of 1922, according to 
statistics issued by the bureau of statistics of the Commission. 

Revenues in September amounted to $53,574,936, an increase 
of $3,241,285 over September, 1922, and $479,291,255 for the nine 
months, an increase of $42,427,416 over the same period of 1922. 

Expenses in September amounted to $38,461,693, an increase 
of $3,375,150 over September, 1922, and $338,173,780 for the nine 
months, an increase of $29,361,976 over the same period of 1922. 

The number of company stations in service at the end of 
September was 11,086,005, an increase of 817,963 over the num- 
ber at the end of September, 1922. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of November 15 was 55.5, according to the semi-monthly bul- 
letin of the car service division of the American Railway As- 
sociation. By classes of equipment the percentages were as 
follows: Box, 42.2; refrigerator, 56.3; coal and coke, 65.2; 
stock, 72.9; flat, 65.3; others, 95.4. By districts the percent- 
ages for all classes of equipment were as follows: Eastern, 
43.2; Allegheny, 61.8; Pocahontas, 59.9; Southern, 52.5; West- 
ern 61.1. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of November 15 showed the following: 
Eastern district, 95.1, as compared with 103.8 a year ago; Alle- 
gheny district, 101.1, as compared with 101.9 a year ago; Poca- 
hontas district, 84.2, as compared with 86.4 a year ago; South- 
ern district, 100.38, as compared with 94.7 a year ago; Western 
district, 100.4, as compared with 93.9 a year ago; all districts, 
98.4, as compared with 97.9 a year ago; Canadian roads, 91.7, 
as compared with 90.9 a year ago, and National Railways of 
Mexico, 111.6, as compared with 105.2 a year ago. 


RAILROAD WAGES 


Disputes regarding wages between twenty-four carriers and 
their train dispatchers have been remanded by the Labor 
Board for the further consideration of the disputants, with the 
instructions that’ any agreements arrived at shall be made 
effective as of December 1, 1923. 


MYERS CALLS LABOR UNIONS TRUSTS 


The Trafic World New York Bureau 


Speaking at the fifth annual dinner of the New York Rail- 
road Club, which was attended by 2,700 members, Dr. William 
Starr Myers, of Princeton University, said that, while he agreed 
with the general principle of collective bargaining and the nec- 
essity for labor unions, the latter, as they are constituted today, 
are great trusts forcing themselves on individual workmen by 
monopolistic practices. 

Dr. Myers said there should be a single standard of honesty 
for both capital and labor, and that labor unions should be com- 
pelled to assume legal responsibilities. On this subject he said: 


There must bé evolved by the unions themselves some means to 
reward the individual excellence of the worker. To level down to the 
plane of the less efficient or less capable is Socialistic and not Ameri- 
ean; for if American stands for anything, it stands for equality, not 
of conditions, but of opportunity. ; " 

I personally believe in the necessity as well as the expediency 
of labor unions. They are necessary for the protection of the men, 
but should be joined not under compulsion, but by the free choice of 
the individual laborer, The American people in the long run never 
will permit Sn te oe: of union men to dictate to the community. at 


large. With privileges they must give something in return, lest they 
become parasitical. 


It would seem that the following might be suggested as a con- 
structive program for the future reform of the trades union move- 
ment. In the first place there must be one standard of honesty for 
both labor and capital. If the employer must keep his contracts with 
the unions, also the unions must keep their contracts with the em- 
rievers, - This is not dene when the men have engaged not to strike, 
but take convenient ‘vacations’ in order to enforce néw and in- 
creased. demands. Furthermore, since labor unions are really. great 
labor trusts, and since such aggregations of men have great and di- 
rect power, they should be incorporated, and made to assume the 
legal responsibilities commensurate with their rights. 


CANADIAN RAIL WAGES 


The Trafic World Ottawa Bureau 

From present judications, the railways of Canada will pay to 
their employes in Canada about $18,000,000 more in wages and 
salaries than they did last year, judging from figures issued by 
the Dominion Bureau of Statistics. In September the payroll 
was $21.125.816, or $790,221 over the same month last year. For 
the nine months it was about fourteen millions greater. More 
grain was moved in October and November than was the case 
last year, and undoubtedly more men are being employed and 
more wages paid out. There is usually a heavy lay-off of men 
in December, the number last year being about 10,000, but the 
open weather this month and the fact that there are fifty million 
bushels more grain to be moved than there were a year ago, 
makes for steady employment. Last year Canadian railways paid 
out in wages to employes here $225,864,428, which was $16,500,- 
000 less than in 1921, but it is likely that the 1921 mark will be 








THE TRAFFIC WORLD 





Vol. XXXII, No. 24 


exceeded this year. Meanwhile demands for higher wages con- 
tinue, and the united brotherhoods of maintenance of way em- 
ployes and railway shop laborers have given the Minister of 
Labor formal notice of the taking of a strike vote affecting 
14,000 men in Canada. This action follows the failure of the 
railways to put into effect a board of conciliation award giving 
the employes earning less than 40 cents an hour an increase of 
two cents an hour and other improvements in the present agree- 
ment. ‘The vote will be taken on the original demand of the 
brotherhoods for a five cent increase, retroactive to June 16. 


EFFECT OF CANADIAN REDUCTIONS 


The Trafic World Ottawa Bureau 


There has been tabled, in the British Columbia legislature, a 
statement showing the effect of the reduction in freight rates 
granted this year. On the 19,000,000 bushels of grain moved in 
1922, the reduction in freight rates amounted to 3.6 cents a 
bushel, a total of $685,000. To this is to be added the recent 10 
per cent reduction, equaling 1.8 cents a bushel, or a total of 5.4 
cents a bushel. On the estimated movement of 40 million bush- 
ele for 1923, this reduction would amount to $2,200,000. The 
saving on lumber shipments is given as $600,000. The estimated 
value of the reduction in sugar rates is said to be between one 
and two million dollars a year. The estimated total value of 
reducticus secured during the past three and a half years is 
placed at between five and six million dollars per annum. The 
claim is made that, through freight rates, Vancouver has become 
the leading wheat port of the Pacific coast, and has laid the 
foundation of a trade which will eventually make Vancouver the 
greatest grain port in the world. It is added that facts have 
been disclosed which warrant Prince Rupert, Victoria, Port 
Mann, Kamloops and New Westminster in looking forward to the 
time when grain elevators will be built there. 


CANADIAN GRAIN MOVEMENT 


The Trafic World Ottawa Bureau 

All records for the movement of the Canadian grain crop at 
the head of the lakes and in the west have been broken during 
the three months since September 1. The lake shipments from 
the head of the lakes this year have been 175,396,781 bushels, as 
compared with 168,385,089 bushels last year. There were 928 
cargoes, of which 573 were in Canadian bottoms and 331 in 
United States bottoms, as compared with 1922 with 701 cargoes. 
of which 333 were Canadian borne and 368 by United States 
bottoms. Receipts for the three months at the head of the 
lakes show an increase over last year of over eleven million 
bushels. 

During the crop year ending August 31, according to sta- 
tistics just issued, American grain shipped from Canadian ports 
totaled 55,000,000 bushels. The total amount received at Georg- 
ian Bay ports was 38,818,000 bushels, which, with the carry-over 
from the previous year, made a total of. 40,531,000 bushels han- 
dled there. Of this, 24 million bushels were forwarded by rail 
to Montreal and the balance divided between Canadian and 
American seaports. Returns from the elevators at Montreal 
show that the amount of American grain received was 25,000,000 
bushels by vessel and 29,000,000 bushels by rail, which, with the 
carry-over, made a total of 58,000,000 bushels. The largest 
movement of this- grain out of Montreal was by vessels over- 
seas to United Kingdom and the continent, running to over 52, 
000,000 bushels. An analysis of the rail shipments out of Mont- 
real shows that only 552,000 bushels went to the United States 
seaboard. The total receipts at St. John, which was the only 


Canadian seaboard port handling American grain, were 2,582,000 
bushels. 


There has been a marked increase during the year in the 
shipments. from the head of the Jakes. to Canadian ports, as com- 
pared with American ports, particularly when compared with a 
few years ago. Last year the figures were: Canadian ports, 108,- 
548,485; American ports, 120,628,438. In the crop year 1915-16 
the exports via American ports were 165,949,985 bushels, and via 
Canadian ports 91,082,702. 

A survey over western lines of the Canadian National and 
Canadian Pacific shows that, since September 1,281,790,960 bush- 
els have been loaded, as compared with 249,566,248 bushels dur- 
ing the same period last year. In view of the fact that the 
movement is two weeks later than last year, the estimates of a 
500,000,000 bushel crop seem to be justified. In Alberta nearly 
50 per cent of the crop has yet to be marketed and in Sas 
katchewan from 35 to 40 per cent. 

Fears are being expressed of a blockade at the head of the 
lakes, and it is probable that the season of navigation, which 
officially closes December 12, will be extended to the 20th, in 
view of the unusually mild season. The Department of Customs 
has given instructions to suspend the coasting laws, sO 4S to 
allow United States vessels to load for storage at Canadian ports 
during the winter, with privilege of discharging in Canada °F 
the United States in the spring. Eighty boats could easily be 
handled at Fort William in this manner, and if the privilege 1 














December 15, 1923 





THE TRAFFIC WORLD 


© 1922, N. Y. C. RE. Co. 


eoeqeocoea owvwvvwuvr™ ” 


:| The Water Level Route 


a RELIEF map of the eastern states shows that between 


es thefnorth Atlantic seaboard and the Mississippi Valley 

- there is only one low-level pass through the Appalachians. 
This is where the Mohawk River cuts through the hills of 

v4 central New York. | 

rg- 

sd It was through this. gateway that the sixteenth century explorers 

ail penetrated the wilderness on their way westward. And three 

- centuries later the pioneer railroad builders followed this natural 

000 highway in laying the iron trail that was soon to link the Atlantic 

on with the Pacific. 

yer- , 

wd This today is thé water level route of the New York Central— 

ites the route of the Twentieth Century Limited—and the great steel 

00 highway over which is carried one-tenth of the rail-borne com- 


merce of the nation. 


ap | : ‘The natural-advantage of. this. water level route between New 
108, York arid’ Chicago’ early established the leadership of the New 


e Mate «York Central as the main artery of transportation through the 















‘ (G NTRAL) heart of industrial America, and the New York Central Lines 
be mince «today comprise more than 12,000 miles of railways reaching into 
dur i all twelve states and the two leading provinces of Canada. 
of a 
i NEW YORK CENTRAL LINES 
h, in 
stoms 
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taken advantage of sufficiently largely, some relief may be 
afforded. 


CANADIAN RAIL STATISTICS 


The Trafic World Ottawa Bureau 


The report of operating revenues, expenses and statistics 
of Canadian railways for the month of September shows that 
the railways as a whole increased their net operating revenue 
over August by $963,284, but were $415,600 below September, 
1922. The later harvest and slow movement of grain from the 
country elevators to the head of the lakes, about two weeks 
later than last year, was the chief cause of the decline. During 
October and .November there has been an increase in receipts; 
but in the month of September they were about 10,000,000 less 
than last year. 

The number of tons carried showed an increase of 2.3 per 
cent, but ton-miles decreased 6.4 per cent, with a consequent 
decrease in freight revenues. ‘The decrease in the long-haul 
grain shipments also adversely: affected the average load per 
train, which decreased from 565:7 net tons in September, 1922, 
to 504.5 net tons of revenue freight. This was 100 tons heavier 
than the August, 1923, average. 

Passenger revenues increased $462,235, or 6 per cent, with 
an increase in passenger-miles of 5 per cent and a slight in- 
crease in the average receipts per passenger per mile. 

Operating expenses were cut in maintenance of way and 
structures by $119,507, or 1.05 per cent, and in transportation 
by $526,087, or 3.2 per cent, but other divisions showed ip 
creases, With the total reduced less than 1 per cent. 

For the first nine months the railways show an increase 
in net operating revenue of $6,100,486, operating revenues in- 
creasing $22,568,776, or 7.4 per cent, and operating expens 
increasing $16,468,290, or 5.8 per cent. The operating ra 
dropped from 92.17 per cent for the corresponding period in 
1922 to 90.85 per cent. 

The Canadian ‘National Railways carried 81,903 tons of 
freight more than in September, 1922, but the average haul 
was shorter by 45.7 miles, causing a decrease in the revenue 
ton-miles of 9.9 per cent, which in turn affected freight reve- 
nues, decreasing them $1,026,027, or 7.5 per cent. The decrease 
in grain shipment which have a haul of 438 miles from Win- 
nipeg to the head of the lakes, plus the haul from west of 
Winnipeg, was the chief factor in this decrease. This also 
affected the average trainload, which declined 104.5 tons of 
revenue freight, although it was 33 per cent heavier than for 
August of this year. 

Passenger revenues showed an increase of $157,994, or 4.9 
per cent, with an increase of 41,721 in the number of passengers 
carried and an increase of 4 per cent in the passenger-miles. 

Total revenues were reduced by $656,960, or 3.4 per cent, 
and operating expenses were reduced $340,209, or 1.9 per cent, 
which increased the operating ratio from 92.55 per cent to 
93.98 per cent. The largest reduction in expenses was in main- 
tenance of way and structures, which were cut $308,037, or 
7.2 per cent. The total payroll showed an increase of $324,- 
704, or 2.9 per cent, with an increase in the number of em- 
ployes of 1,723, or 1.8 per cent. The average receipts per ton- 
mile dropped from 1,278 cents in August to .925 cent. 

For the nine months from January to September, the Cana- 
dian lines showed a net operating revenue of $73,780 and an 
operating ratio of 99.95 per cent, compared with a deficit of 
$8,247,219 and an operating ratio of 102.29 per cent for the 
corresponding period last year. The lines in the United States, 
with an operating ratio of 76.58 per cent showed an increase 
in operating revenue of $3,009,502, and for the whole system 
the operating revenue for the nine months was 96.22 per cent, 
as against 99.68 per cent last year, the increase in net operating 
revenue being $6,330,501. 

The Canadian Pacific Railways reduced the operating ratio 
of 80.91 per cent for August to 74.81 per cent, which was also 
slightly below the September, 1922, figure. Freight traffic 
showed an incease over August of 59 per cent, but was still 
5.6 per cent below September, 1922, and freight revenues were 
$756,161, or 6 per cent, lower. 


Passenger traffic, especially long-haul traffic, was heavier 
than in September last year, increasing passenger revenues by 
$167,556, or 4.9 per cent, and with miscellaneous expenses in- 
creased $271,895, total revenues were reduced $339,986, or 1.9 
per cent. Operating expenses were reduced $289,007, or 2.1 
per cent, the largest reduction being in transportation expenses, 
$240,488, or 3.6 per cent. The total payroll showed an increase 
of $301,946, or 4 per cent, with an increase of 1,573, or 2.5 per 

t, in the number of employes. Although average load per 

in ,showed. little change, the revenue-tons decreased 21, net 
tons and.earnings per train-mile dropped from?$5.27 to $4.94, 
the average receipts per ton-mile also showing a slight decrease, 
the lighter grain movement affecting the averages. 

For the nine months’ period revenues increased from $126,- 
527,404 in 1922 to $130,893,960, but operating expenses increased 
from $107,092,073 to $113,035,063, ‘decreasing the net operating 
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revenues by $1,576,485 and increasing the operating revenue 
from 84.64 per cent to 86.34, 


CANADIAN NATIONAL SYSTEM 
(Steam Lines in Canada and United States) 
For the Month of September, 1923 


OPERATING REVENUES 
1922 

$ 19,344,840.89 
162,576.24 


2,137,710.80 
29,471.00 


$ 21,874,598.93 


1923 
IE NNO. . ain.ain'a dia Sapdin.ci0.0 0.090060 $ 18,687,880.26 
Duluth, Winnipeg & Pacific............ 156,027.38 
Grand Trunk Western Lines........... 2,744,788.00 
New England Lines 219,719.74 
aleny abs ee ee 


Total 
OPERATING EXPENSES 
Be a So $ 17,562,712.44 


Canadian Lines $ 17,902,921.50 


Duluth, Winnipeg & Pacific............. 166,350.45 157,620.36 
Grand Trunk Western Lines............ 1,963,169.03 1,875, 237.90 
THOW  DMBIANGE LUNES, «6 oo occccc se cdecne cee 270,213.42 , 244,406.71 





vista CweieJ-010/6.0 oe sieie Gaia seews'eo.6 $ 19,962,445.34 $ 20,181,186.47 
NET OPERATING REVENUES 


Chose ceesinsenebdeeeccecos $ 1,125,167.82 
10,323.07 


Total 


Canadian Lines $ 1,441,919.39 





Duluth, Winnipeg & Pacific.........Dr. 1,323. 955.88 

Grand Trunk Western Limes....7.. 3%. 781,618.97 261,472.90 

New Pingiand Times 2 i. ..ccccsccvccce Dr. 50,493.68 Dr. 14,935.71 

MLC clic as goers weee tasers e624 kev $ 1,845,970.04 $ 1,693,412.46 
SUMMARY 


For Nine Months—January-September 
ALL RAILWAYS 


1923 
V6.0 ba Sea tenscececiels $328,498,096.49 
298,447,012.71 


Net operating revenues............. $ 30,051,083.78 


CANADIAN NATIONAL RAILWAYS 
Operating revenues— 
COMIN, BAWOE ocnce shies cceerisicese $152,590,794.04 
28,967,436.83 


+ RE ee nn re a $181,558,230.87 
Operating expenses— 

IE EINER, 2 bra: a dicscreeumaresewioel $152,517,013.66 

United States, Lanes, . occccccwccocecs 22,183,401.68 


RR oe a eee re $174,700,415.34 
Net operating revenue— 


Operating revenues 


1922 ; 
$305, 929,320.40 
Operating expenses 


281,978,722.92 
$ 23,950,597.18 


ee ee ee 


$141,833,133.09 
22,549, 212.78 


$145,080,352.87 
18,774,679.05 


$163,855,031.92 


Oe eee ee $ 73,780.38 Dr. $ 3,247,219.78 
United States Lines..............00- 6,784,035.15 3,774,533.73 
IEE id viene ecbociievewinawaicoson $ 6,857,815.53 $ 527,313.95 


CANADIAN PACIFIC RAILWAYS 


Operating’ FEVONUEE 2... scccccccccsccecs $130,893,960.07 
Operating expenses 113,035,063.72 


Net operating revenues............. $ 17,858,896.35 


$126,527, 404.62 
107,092,073.60 


$ 19,435,331.02 


CANADIAN EXPRESS RATES 


The Trafic World Ottawa Bure 


The express companies have been presenting their case be 
fore the Railway Commission in the west, sittings having been 
held at different points in British Columbia and the prairie 
provinces. Everywhere there has been protest on the part of 
the public against any increase in rates. At the session in 
Vancouver, the case against increased rates was presented for 
the government of British Columbia by G. G. McGeer, K. C., 
who has been conducting the legal end of the fight for decreased 
freight rates for British Columbia. 

Mr, McGeer argued that, so far as the Dominion Express 
Company was concerned, the Canadian Pacific Railway, of which 
it is a subsidiary, should meet any losses in operation from the 
railway company’s reserves, and let such shippers as the Oka 
nagan fruit growers have the benefit of the lowest possible rates 
until their industry was more successful. He contended that 
the C. P. R. had huge revenues from the sale of lands which 
had been given them as subsidies, as well as big reserves from 
operating the railway, and he contended that instead of asking 
the fruit growers of Eritish Columbia, who were almost on their 
last legs, to pay higher rates, the C. P. R. should meet part of 
the loss it was complaining of from such reserves. b 

He elicited the fact that, so far as Vancouver express ship- 
pers are concerned, the mountain scale of rates applies on theif 
commodities all the way east to Winnipeg. T. E. McDonnell, 
vice-president and general manager of the Dominion Express 
Company, said there were three express zones in Canada—east 
ern Canada, the prairies, and British Columbia, the latter hav 
ing the highest rate. He said the regulation was that commod- 
ities going through more than one zone took the rate of the 
zone which had the highest charge, Consequently shipments 
from Vancouver to Winnipeg pay the high mountain scale all 
the way. Mr. McGeer endeavored to get from the witness fis 
ures showin ibe business done by zones, and statistics that 
might sho “the higher charge’ against British Columbia 
Was warranted, but the witness, while maintaining that the 
company was losing money, said the company was not making 
enough money to enable it to afford an accounting system which 
would segregate the détails of business done in the different 
zones. The revenue was shown only from the system as 4 
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MEMPHIS 


TENNESSEE 


The South’s Most Centrally Located 
Distributing Center 







Joint Service With 


Hamburg-American Line 


NEW YORK TO HAMBURG 
CLEVELAND ........ Dec. 20 MOUNT CLINTON ...Jan. 17 












WESTPHALIA ....... Dec. 24 ¢THURINGIA ......... Jan. 24 
MOUNT CARROLL ...Jan. 3 WESTPHALIA ....... Jan. 31 
*ALBERT BALLIN ....Jan.10 ¢#CLEVELAND ......... Feb. 7 










¢Cabin and 3rd Class Passengers. *lst, 2nd and 3rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 












The Home of the World’s Largest 
Cotton Warehouses, operating 
departments for the 


STORAGE 


of General Merchandise 





BOSTON TO BREMEN AND HAMBURG 
BAYERN (via Baltimore and Hampton Roads) 








PHILADELPHIA TO BREMEN AND HAMBURG 
HARALD (via Baltimore and Hampton Roads)........... Dec. 20 














BALTIMORE TO BREMEN AND HAMBURG 


HARALD (via Hampton Roads).............ccecceececcees Dec. 27 
BAYERN (via Hampton Roads) 


COCO e eee eee eer eeeseseee 







NORFOLK AND NEWPORT NEWS TO BREMEN AND 


















HAMBURG 
A to obile a Sew ae ee ee ae eee eee eee pon : 
Makes Mech eC obs doch seen aedeeWe Tepes eoebbisbeun c. 
utom 8 EEE “isle 0.0.0. 6o4 Sivinonee see beenbecsksaeéenseneee Siew RAE Jan. 8 
and NEW ORLEANS TO BREMEN AND HAMBURG 
Ee na eee eT eee Last Half of December 






ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean,’ Levant and African Ports. 


Pool Car Distribution 


Lowest Rates, Insurance 





















Joint Service With 


Houlder, Weir & Boyd 


Weekly Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle 


FROM NEW YORK | 
Ten Miles St dard R il ad S ed by 10 Railroads SOTHO HEHEHE HE EEE HEHEHE HOD 


CORPO EEE HEHEHE HEHEHE EEE HEHEHE EEE EES 


Mississippi Warrior Barge Line j= ~— || || POMONA .............cccececcecececececeeeneeeeeeeeeees 
Trackage Facilities 500 Cars CPR Ree REO HHS HEHEHE EEE HEHEHE EHH OHHH EEE EES 


Pier No. 5, N. Y. Docks, Brooklyn 












Facts Concerning Our Warehouses 


200 Acres Concrete Warehouses 
All on Ground Floor 













Automatically Sprinkled 
Finest Fire Alarm System Privately Policed 

















FROM BALTIMORE 





Our Own Fleet Motor Trucks 









COOH eee HEHE OEE HEHEHE EEE EH OE EH EEE EEE HEHE EES 














SUDBURY 
: IIR Su cicGenensddaritindra<esangetoss Sovedeotnsbanal Jan. 5 
An organization of experienced operatives permitting SIO iv cen ssiacapatcntwnyiesjcy-tnitbineesokei eee Jan. 12 








Pier No. 9, B. & O. R. R., Locust Point 


unexcelled service at all times 
Information gladly furnished 



















General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 































CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 

ES ani vs. o ccuacs o- biea'e cba sseeieaeren Hearst Tower Bldg. 

MemphisTerminal Corporation THD. 2 cree cccccccccccccccs 801 ery: of Commerce Bldg. 
DP sce scccaccdcescvoccceesoad 8 Jenkins Arcade Bldg. 

ey UND 6:0'56.c'b.sin.c'0.0:d01h0 05005-0510 5,009 e% 230 California St. 

-. General Offices 

sla ; T BOBTON 0 vtirec ccc Fret Vecccccceveees C. H. Sprague & Sen’ 

15th Floor Central Bank Building, ‘\PHILADELPHIA.........-.......+s00-- Trosdal, Plant, & Lafonta 

k Qo me FS Arr ree rrrri re ce ichard Meyer Co. 





Member: American Wveihensemen!s Association Pi din 5.069 6 8 0 'n'4n ed ccivteesecses Tresdale Plant & Lafonta 
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whole. An exhibit was put in by the company giving an analysis 
of the business over the whole system for one day selected as 
being the middle of the week when business might be expected 
to be about normal. He did not deny the suggestion of counsel 
that “the whole thing was purely guess-work so far as it ap- 
plied to British Columbia,” but stated that that province was in 
the same position in that respect as other parts of the Dominion. 

On the examination into the business of the Canadian Na- 
tional Express Company, the director of statistics for the Cana- 
dian National Railways admitted that it did not cost any more 
to operate the lines west than east. In regard to the charges 
for express on fish (in which there is a very large business 
from Prince Rupert over the Canadian National), Chairman 
Carvell agreed with the contention that the express companies 
were getting a greater revenue than they were entitled to, say- 
ing he had pointed this out to Mr. Hayes, general manager of 
the C. N. R. express department. 

In discussing express rates on fruit, witnesses claimed that, 
over short distances, the express rates were almost twice as 
high as those for carriage by motor truck. Witnesses went so 
far as to claim that, if necessary, fruit should be carried free, 
to encourage settlement. The growers claimed that they could 
get B. C. fruit into markets in the United States, like St. Paul 
and Minneapolis, if they could get a reasonable express rate. 

At points visited on the prairies, the evidence was much 
the same. It was elicited at Edmonton that the Dominion Ex- 
press Company was owned by the Canadian Pacific Railway. 


MERCHANT MARINE BILLS 
The Trafic World Washington Bureau 


Senator Jones, of Washington, chairman of the Senate com- 
merce committee, has introduced three bills (S. 482, 485 and 
487) designed to give aid to the American merchant marine. 
One of the bills provides for 5 per cent additional duty on 
dutiable imports brought in foreign vessels, and for a duty of 
2% per cent ad valorem on non-dutiable imports if brought in 
foreign vessels. Tonnage dues are provided as follows: 


Six cents per net registered ton on American registered vessels; 
30 cents per ton on American built but foreign owned ships, and on 
all other vessels, 50 cents per ton. The bill provides for the repeal 
of all conflicting laws, and for the termination of conflicting treaties, 
unless the parties to the treaties formally agree within fifteen months 
to the modifications sought. Unless the modification were made in 
this way, the bill provides for treaty termination fifteen months after 
the enactment of the measure. Other legislation introduced by Sena- 
tor Jones includes some of the indirect aids of the subsidy bill, which 
measure failed of passage at the last session of Congress, including 
the provision that government officials and employes, traveling by 
water in the service of the government, shall use American ships 
where practicable, and that government supplies shall be carried by 
American vessels. Provision is also made for the carriage in Ameri- 
can vessels of as nearly practicable one-half of the total immigration 
into this country. In order to coordinate rail and water transporta- 
tion, provision is made for a joint body, composed of representatives 
of the Shipping Board and the Interstate Commerce Commission, 
which will study the subject and make recommendations. 

S$. 482, the bill relating to increasing the duties, was referred 
to the finance committee. S. 487, the bill relating to abrogation 
of treaties, was referred to the committee on foreign relations. 
The third bill (S. 485), relating to the transportation of govern- 
ment officials and supplies in American ships, was referred to 
‘the commerce committee. 

Senator Caraway of Arkansas has introduced a bill (S. 600) 
providing for charter of Shipping Board vessels “upon applica- 
tion made by any state, municipality, or other political sub- 
division thereof, prior to February 1, 1924.” The political sub- 
division chartering a vessel would not pay anything therefor, 
but would agree to operate it in a service designated by the 
Shipping Board, keep it in repair and meet all charges, such 
as taxes and insurance. Bond would have to be given by the 
charterer to insure performance of the charter terms. 

Senator King of Utah has introduced a resolution (S. Res. 
33) requiring the Shipping Board to report to the Senate the 
names and salaries of officers and employes of the Emergency 
Fleet Corporation; a list of all persons who have received free 
transportation on Shipping Board vessels; a report as to char- 
tering of vessels; and a statement as to the number of vessels 
owned by the corporation. Another resolution introduced by 
Senator King (S. Res. 37) would require the board to report 
on employment of attorneys and compensation paid them. 
This resolution stated that the board had “neglected and re- 
fused” to respond to a similar resolution adopted January 16, 
1923. 

, Senator Lodge has introduced a bill (S. 41) providing for 
purchase of the Cape Cod Canal property. Similar bills failed 
of passage in the last Congress. 


CARGOES IN U. 8. SHIPS 


For the first nine months of the calendar year 1923, Ameri- 
can flag vessels transported 49 per cent of the country’s imports 
and 30 per cent of the country’s exports, or 40 per cent of the 
total ocean-borne foreign commerce, according to the monthly 
statement issued by the Bureau of Research of the Shipping 
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Board. This excludes consideration of shipping on the Great 
Lakes, but includes the large movement of petroleum in tank 
vessels. On a basis of dry cargoes alone, still exclusive of 
the Great Lakes, American flag vessels transported 31 per cent 
of both inward and outward cargoes. Continuing, the bureau 
said: 


The trend of commerce presents several interesting features. The 
total export business measured in tons of shipping weight was lower 
for the month of September than in any month since the resumption 
of post-war shipping activities and this falling off is entirely in the 
overseas trade. For the calendar year 1922 our overseas dry cargo 
exports averaged more than two million tons a month and aggregated 
for the year nearly twenty-six million tons. For September, 1923, 
they were but slightly over a million and a half tons. On the other 
hand, our overseas import of dry cargoes has exceeded a million tons 
a month, with the exception of one month, since the middle of 1922, 
whereas up to that time it had averaged but slightly over 600.000 
tons per month. i 

One especially interesting feature is the increasing share the 
minor maritime flags are gaining in our foreign commerce. We are 
accustomed to measure the difference of our operation costs on the 
basis of the British merchant marine, neglecting the fact that other 
countries have costs much lower than the British and are especially 
favored at present by their depreciated exchange rates. Of our total 
dry cargo import trade, in 1922 British ships carried 31 per cent and 
all other foreign flags carried 34 per cent. For the first nine months 
of 1923 British ships carried 28 per cent, while other foreign flags 
carried 42 per cent. The same thing is true with our export move- 
ment. In 1922. British ships carried 31 per cent of the total and 
other foreign nations 35 per cent. Up to the end of September, 1923, 
British vessels were averaging 30 per cent, while the figure for other 
foreign countries had increased to 39 per cent. Even in the tanker 
business, which has been heretofore almost monopolized by American 
fi tank ships, the percentage carried by other foreign flags than 
British has gat from 6 per cent of the import movement in 1922 to 
12 per cent in 1923, and from 20 per cent to 23 per cent in the export 
movement. 

The fact that the growth is taking place in foreign flags other 


‘than British and that British shipping, if anything, is falling off, shows 


the advantage enjoyed by the shipowners of foreign nations who are 
able to pay low wages in depreciated currency in the present time of 
extremely low ocean freight rates. 


RIVERS AND HARBORS CONGRESS 
The Trafic World Washifigton Bureau 


An the conclusion of its nineteenth annual convention, the 
National Rivers and Harbors Congress approved a statement 
setting forth “the purposes which have caused them (delegates) 
to assemble and the objects they seek to attain,” in which the 
following conclusions were set forth: 


Adequate and equitable railroad rates that will permit the 
ee, to render efficient service and earn a fair and just re- 
urn. 

Liberal aid by federal appropriation in the construction of 
a national system of highways which will provide facilities for 
short hauls and terminal and feeder service for both railways 
and waterways. 

Such appropriations by the federal government as may be 
necessary to complete and place in operation as soon as poss- 
ble all -waterway projects which have been or may be recom- 
mended to Congress as worthy of improvement by the govern- 
ment engineers. 

The establishment of through joint and proportional rates 
from origin to destination by rail and water routes wherever 
available, with divisions of rates based upon the principle of @ 
fair return to each agency for the service rendered by it, such 


rates and divisions to be subject to regulati f blic 
authority. j gulation of proper pu 


That every available agency of transportation be improved 
and developed to its highest degree of efficiency. 

That ample funds be made available by federal appropriation 
to complete as speedily as possible all approved waterway pro- 
jects in order that they may contribute their measure of ser- 


vice in the prompt and effective solution of this great national 
problem. 


That, as a principle of wise business policy, the annual ap- 
propriations for such-approved projects be made in such adequate 
sums as will insure their completion without delay and as rapidly 
as the work can be accomplished to the end that all of them may 
be available for commercial use as soon as possible. 

That such appropriations be based upon and made in accord: 
ance with estimates submitted to the Congress by the Chief of 


Engineers. 
BOARD MEMBERS CLASH 


The Trafic World Washington Bureau 


Chairman Farley and Commissioner Thompson, of the Ship 
ping Board, declined to comment on a report published in 4 
Washington newspaper December 11 that, just before the chair 
man left for Europe in October, at a meeting of the board, 
Chairman Farley called Commissioner Thompson a liar and 
Thompson hit Farley on the jaw. The report further said that 
Farley “followed up the encounter in true pugilistic manner, 
but members of the board intervened and the battle was ended.” 

While newspapermen were discussing the report with 
Chairman Farley, who had just remarked that he regarded 
Thompson as “one of my very best friends,” Commissioner 
Thompson came in. There appeared to be every indication of 
friendliness between the two commissioners, and Thompsol 
voiced approval of the chairman’s remark about them being the 
best of friends. _ 

The report was published the morning after President 
Coolidge had sent to the Senate the nomination of Mr. Farley 
for chairman of the board. It’ was regarded in Shipping Board 
circles as representing an effort to block confirmation of the 
Farley appointment by the Senate. Reference also was made 
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PORT OF HOUSTON 


‘‘Where Seventeen Railroads Meet the Sea’’ 





The Distributing and Export Center of the Southwest 


Houston, First Heard of as a Port Only a Few Years Ago, Has Made 
Wonderful Progress. These Statistics Tell the Story: 


ARRIVALS AND DEPARTURES OF SHiPS 













EXPORT COTTON 


Year 1919—Number Ships............. 310 Season 1919-1920 ............. 69,839 Bales 
Year 1920—Number Ships............. 425 Season 1920-1921 ............. 466,185 Bales 
Year 1921—Number Ships............. 744 SS) Sr 478,141 Bales 


Year 1922—Number Ships............. 1,006 Season 1922-1923 ............. 719,942 Bales 
Your Ieee Clk Wee. ots... tes eo hoe 1,256 Aug. 1 to November 30, 1923... .659,201 Bales 


IMPORTS, EXPORTS AND COASTWISE STATISTICS 













Year 1919—Tons ......... a ee ey $ 63,564,825 
Year 1920—Tons ......... (OR eee ee 72,967,244 
Year 1921—Tons ......... es  F Be eee ee ee 73,877,335 
Year 1922—Tons ......... eS «WS S cos bc Sears 136,959,620 
Year 1923—Tons (11 mos.).2,771,364 Value............... 186,583,660 


Have You Received a Copy of “Port Houston Booklet”? If Not Send for One at Once. Address the 


DIRECTOR OF THE PORT, 5th Floor, County Court House,JHouston, Texas 


Interior view showing main conveyor delivering cargo direct from ships holds to portable conveyors for final storage in warehouse. 





aerect from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
arehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 
loor level,—35 feet above mean low tide. 


ith = long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
shipments. : 


Gomplete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
our shipments can be financed through our negotiable warehouse receipts. 


A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE CO., INC., HOUSTON, TEXAS 
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to differences of opinion among the board members as to the 
method that should be adopted for operation.of the government 
fleet. 

Chairman Farley said there had been disagreement as to 
the method of operation to be employed, but that “the majority 
always rules.” 


PLUMMER ON MERCHANT MARINE 


The Trafic World Washington Bureau 


Commissioner Plummer, of the Shipping Board, in an ad- 
dress December 10 before the Washington Board of Trade, said 
Congress recognized in the Jones act that American ships could 
not compete with foreign vessels without government aid, but 
that when the board undertook to perform the tasks for which 
it had been created, it discovered that the necessary aids prom- 
ised jwere not forthcoming and that it was expected to make 
bricks without straw. He dwelt on the fact that American 
ships could not meet foreign competition without government 
aid. He said that was not a matter of opinion, but a fact. 

“Yet,” he continued, “would-be advisers keep telling the 
public that the Shipping Board should sell these ships, implying 
that, if it was willing to sell, the problem would be solved.” 

He said the board had been offering the ships for sale 
at $30 a ton, “an outrageously low figure,” but that buyers did 
not come forward. 

“Why don’t these critics jump at the bargain?” he asked. 
“The answer is that no sensible man is going into a business 
where he knows that for every dollar he spends he can get 
back only ninety cents, or less.” 

He said the remedy was effective legislation for American 
ships - that, if such legislation were passed, the ships could 
be sold. 


SALE OF PACIFIC SHIPS 


The Trafic World New York Bureau 


That the Shipping Board expects to sell all its vessels now 
in operation from Pacific Coast ports was the statement made 
at the New York offices of the Board by Chairman E. P. Farley. 
Negotiations with officials of various western lines will be 
resumed shortly after the holidays and the outlook for a suc- 
céssful conclusion is favorable, he said. 

“I believe those officials are getting ready to make us propo- 
sitions that we can accept,” the chairman remarked. 

In reply to questions concerning plans of the Shipping 
Board for consolidation of services, he said this was entirely 
in the hands of the special committee appointed for this pur- 
pose, consisting of Commissioners O’Connor, Benson and 
Plummer, and that the board was awaiting its report. 

“Nothing will be done in regard to consolidations on other 
routes until the United Kingdom has been completed,” the chair- 
man said. “I cannot tell you now «hen that will be, but we 
do not wish to delay it any longer than necessary.” 

With reference to the new plan of operation, Mr. Farley 


said he had nothing at this time to add to the statement issued - 


in Washington, but explained that while the board was seeking 
the greatest economy in its services it did not intend to carry 
this to the point of reducing efficiency. He admitted that the 
plan now being worked out was not his first choice and that 
the board was making the best of the situation. 

The President’s message to Congress on shipping impressed 
him, the chairman said, as being especially forceful and satis- 
factory. He would not comment further on legislation, pointing 
out that the board had submitted its recommendations in its 
annual report. 


SHIP LINES INCREASE RATES 


The Trafic World New York Bureau 


General increases averaging 20 to 25 per cent in freight rates 
westbound from North European ports to New York have been 
made by steamship lines in that trade, effective January 1, it 
was learned this week. This is the first important advance in 
the North Atlantic in more than a year, and indicates a better 
tone in shipping, according to steamship officials. The upward 
move is attributed to prospects of heavier traffic from Germany 
as a result of improved conditions in the Ruhr district, which 
has led to restoration of the steamship conference on a sounder 
basis. 

There is a disposition in some quarters to forecast furthei 
increases in rates, eastbound as well as westbound. This mat- 
ter was discussed recently at the regular monthly meetings of 
the United Kingdom and Continental conferences, but definite 
action was postponed until a special meeting to be held on 
December 18 or 19. 

Advancing rates in the full .ea#go market for the last three 
months have brought about a better sentiment among the regu- 
lar lines, with the result that many of the freight officials feel 
that further increases are due. Present rates are generally re- 
ported to be about 25 per cent under the cost of operation. 

One of the most hopeful factors in the existing situation is 
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the information that economic conditions in Europe are im. 
proving gradually, The recent agreement between France and 
the German industrialists, under which military control is to be 
diminished while production and payment of reparations in kind 
are to be resumed, indicates greater activity. 

While full details of the meeting abroad, at which decision 
was reached to advance rates, could not be obtained, it is under. 
stood that this includes the ports of Hamburg and Bremen. 

Within the last year a number of disrupted conferences have 
been reorganized, including the Far East, Pacific Westbound, 
South American, Intercoastal and Porto Rican. 

A factor in the freight rate situation on the North Atlantic 
has been the competition of the Reardon Smith Line, for which 
the U. S. Navigation Co. are general agents. The United King. 
dom and Continental Conferences have refused to allow this con- 
cern a rate differential based upon its heavier insurance costs 
and slower ships. For this reason the Reardon Smith Line has 
remained outside the conference agreement. 

It was learned this week that the Reardon Smith vessels op- 
erated on the New York-Hamburg route will be diverted to other 
trades, and a similar number of ships owned by the Japanese 
“K” Line will be substituted. No change will be made in the 
service otherwise. The “K” Line will maintain the same rate 
policy as the other. 

Continued firmness in ocean charter rates, with scarcity 
of tramp vessels, and also indications that the trans-Atlantic 
conferences were discussing the advisability of increased berth 
tariffs, were the outstanding features of the freight markets 
last week. 


The demand for vessels continued strong, but actual 
fixtures were limited by the refusal of shippers in many 
instances to meet the rates quoted by shipowners, who were 
encouraged to ask higher prices by the growing scarcity of 
vessels due to activity on the Pacific. Rates have now reached 
the point, according to Funch, Edye & Co., where shippers 
find it impossible to do business without an increase in ec. i. f. 
prices. 


Grain business for December and January loading continued 
strong from North Atlantic ports to the United Kingdom and 
the Antwerp-Hamburg range, with rates at three shillings, 
three pence to three shillings, six pence a quarter, and 14 
to 14% cents a hundred pounds, respectively. Shippers were 
prepared to close a considerable volume at these figures, but 
shipowners were holding out for higher rates. One steamer 
was closed to Hamburg at 15 cents a hundred, the highest 
figure reached recently. Shipments were offered to the Medi- 
terranean at 17 cents, with space offered more freely than in 
other directions. 


The coal trade was comparatively inactive, with two steam- 
ers fixed to Italy at $3 and $3.10 a ton for December loading. 
Fixtures were reported to the River Plate at $3.75 a ton and 
to Rio at $3.70, both slightly better than previous charters. 

More inquiries were noted in the trans-Atlantic sugar 
trade, but few. actual fixtures were reported. Shippers offered 
around 21 shillings a ton from Cuba to the United Kingdom 
for January and February loading, but shipowners asked higher 
rates. Twenty-three shillings a ton was the rate offered for 
small vessels from Santo Domingo to the United Kingdom and 
the Continent. 


The Japanese lumber trade from the Pacific Coast was 
active, but rates showed some recession from previous levels. 
Present quotations are $14.50 to $15 a thousand feet, as com- 
pared with the high record of $16. Reports from San Francisco 
indicate that 112 ships have been fixed for 187 voyages in this 
trade to transport about a half-billion feet of lumber. For 
the first time in three years American vessels have found the 
business profitable. Two United States ships have recently 
been fixed. 


AMERICAN MERCHANT MARINE 


The American merchant marine as of June 30, 1923, col 
sisted of 27,017 vessels of all kinds, of 18,284,734 gross tons, 
according to the annual report to Secretary Hoover of Com 
missioner of Navigation D. B. Carson. The gross tonnage 02 
June 30 was 178,234 less than on the same date in 1922. 

American vessels of 500 tons and over engaged in foreigt 
trade numbered 1,958, totaling 8,441,892 gross tons, and 1,575 
vessels of 4,661,896 gross tons were engaged ‘in coastwise trade. 
Three-fourths of the total tonnage was owned by the United 
States Shipping Board. 

Oil-burning vessels of over 1,000 tons almost doubled those 
burning coal in number and more than doubled the coal = 
ers in tonnage—1,681 ships using oil fuel and 890 using C0 
Fifty-two ships had internal combustion oil engines. ' 

Seven *hutiired and seventy documented vessels were yee 
during the fiscal year, aggregating 335,630 gross tons, compar’ 
with 845 of 661,232 tons built in the previous fiscal year. 

Two hundred and ninety-eight vessels were lost during - 
year, 139 were sold to alien flags, and 628 were abandone® 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
dassified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
¢ point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 








GENERAL TRAFFIC MAN—Knowledge of foreign and domestic 
shipping requisites, solicitation, rates, tariffs, now employed but serv- 
ices available at early date. Finest bank and commercial references. 
Address A. L. T. 611, Traffic World, Chicago. 


POSITION WANTED—A traffic executive whose ability, record 
and ambitions show that he needs a better opportunity for the years 
ahead than he now has. Married, good personality and sound char- 
acter. Now traffic manager for manufacturer doing nation-wide and 
export business. Best references. Address E. B. B. 613, Traffic 
World, Chicago. 


TRAFFIC MAN—Seven years’ experience in all details pertaining 
to traffic, shipping and "oS men; last three years served with 
large manufacturer; can furnish best references. Address I, G. N. 
589, Traffic World, Chicago. 


TRAFFIC MANAGER—Twelve years’ experience, rates, routes, 
classification and rate adjustments, car service, claims, etc. At pres- 
ent managing department. Desires connection with greater possi- 
bilities. Address O. S. R. 605, Traffic World, Chicago. 











FOR SALE—Several hundred cancelled tariffs consisting of com- 
mittee issues of Agents Leland, Boyd, Speiden, Glenn, Cottrell, Jones, 
Curlett, Gomp, Ransom, Henry, Fonda and others. Also many in- 
dividual lines class and commodity. Our file comprises tariffs apply- 
ing throughout the U. S. A. Located in St. Louis, Mo. Want to 


sell as a whole. Address Box 609, Traffic World, Chicago. 











MERCHANDISE WAREHOUSES 
Located best te serve as your warehouse. Peel car distribution—stere deer delivery. 


MheiLle COTTER WAREHOUSE Compony 


Executive Offices: 40 West 3rd Street 
ut MANSFIELD, OHIO 









TOLEDO MANSFIELD 


OF OFAN ET ® 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





PORTLAND, MAINE { 


Galt Block Warehouse Company 
PORTLAND, MAINE 


Storage, General Merchandise and Household Goods 














Private er low insurance rate. 
Storage in it on Flour, and Canned Goods. 
Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 
ALBANY, WY, 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U.S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


Prom: eet tet 
References: PR tag se a 
DEEP WATER AND RAIL CONNECTIONS 






THE TRAFFIC WORLD 


1495 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul Grand Forks, N. D. 


Phorm bora A. W. A.—C. Ww. C.—Minn. Ww. A. 





ae ee = THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 









Petry Express & Storage Co. Ine. 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
idembeor Amerione Werehouscasen's Ames «tace: 


Merchandise Storage and Pool Car 
qingsettewcy: Distribution cx row 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 





We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 


CHICAGO | : 


STORAGE OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


Over night service to all points on Chicago, Aurora & Elgin Elec- 
tric Lines and its connections. Direct delivery to ell Trenk Line 
floors via Chicago All without cartage charges. 


SOO TERMINAL WAREHOUSE 
519 W. Roosevelt Road “The Economieal Way" 


BOSTON, MASS. 














ESTABLISHED 1888 


A. M. SOMES 
BONDED 
TRUCKMAN—FORWARDER 
234 Congress Street, Boston 
Teaming of Every Description—City Delivery Service and Carlead Distributers 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 


Correspondence Solicited. 





100 Townsend St., SYRACUSE, N. Y. 
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ae _—— being: lost, 127;584; sold, 218,401; abandoned, 

Minor officers and seamen shipped, reshipped, .and dis- 
charged during the year by shipping commissioners and collec- 
tors of customs were 583,110. 

An important feature of the year’s work was the extension 
of the use of radio apparatus. Including stations on govern- 
ment and commercial ships, there are now 21,967 transmitting 
radio stations in the United States and over 2,000,000 receiving 
stations. 

Other achievements of the service were the counting of 
6,142,081 passengers on excursion vessels and the prevention of 
243 attempts to overload such vessels, and reporting for action 
11,251 violations of the navigation laws. Revenues amounting 
to $1,688,786 were collected during the year. 


ARGENTINE RAILWAYS PROSPEROUS 


Argentine railways are looking forward to another period 
of prosperity and progress. Reports of the British-owned lines 
for the financial year ended June 30, 1923, show successful re- 
sults for the period, and the outlook for the coming year is 
encouraging, says Trade Commissioner George S. Brady in a 
report to the Commerce Department. Dividends on common 
stock for most of these roads were 7 per cent, Gross receipts 
on the principal roads were from 8 to 17 per cent higher than 
for the previous year. 

Many improvements were made and much equipment re- 
newed during the year. In spite of heavy increases in service, 
the operating expenses of practically all lines showed a reduc- 
tion from last year. On one of the largest lines—the Southern 
—this reduction reached 5 per cent, and on the Entre Rios 8 
per cent. 

For the first time in their history the Argentine State Rail- 
ways showed a profit. These lines extend nearly 4,000 miles, 
and were built primarily for the development of new sections 
of the country. Traffic has increased steadily, and internal re- 
organizations are being carried out in the operation of the 
lines. The gross receipts of the Central Norte Argentino, the 
largest of the State Lines, were 20 per cent higher for the first 
four months of the present financial year than for the same 
period last year. 

Increases in passenger traffic for the past financial year 
ranged from 4 to 15 per cent over the preceding year. The 
Central Argentino and the Pacifico, which are the main pas- 
senger arteries, showed increases of 15 and 12 per cent, respec- 
tively. All roads showed heavy freight increases. 

One of the features of the year has been the increased use 
of oil for fuel on the Argentine railways. The State Lines in 
the south have been using oil entirely, and during the past year 
the Central Norte has been receiving oil at the port of Santa 
Fe for use in its locomotives, The three British railways— 
Western, Southern, and Pacifico—operate a joint petroleum com- 
pany at Comodoro Rivadavia. The Southern now has 236 loco- 
motives. equipped for oil burning, and last year 45 per cent of 
the fuel used was oil. The Western is now operating with 50 
per cent oil-burning locomotives. 


REPARATION CASE HEARD 


Reparations on fifteen carloads of fruits and vegetables 
moving from points on the L. & N. in Tennessee and Kentucky 
to Logansport, Ind., between April and June, 1920, is sought in 
No. 15220, heard before Examiner Donnally at Chicago, De- 
cember 7. The complaint alleges also a violation of the fourth 
section. The contention of the complainant was that the through 
rate charged for the shipment was in excess of the combina- 
tion of the locals on the Ohio River and that substantially lower 
rates were in effect to Fort Wayne and other Indiana points to 
which Logansport was intermediate. , 

Testifying for the complainant, Ben F. Morris, chief.clerk 
of the traffic department of the Louisville & Nashville, said the 
carrier admitted that the through rates were above the com- 
bination of locals and were not in conformity with the fourth 
section, but that they were the remains of some old through 
rates that had been put into effect in 1908 and had continued 
to handle this fruit traffic, and which the carrier had never had 
time to revise and bring into conformity with the general basis 
of rates which are now made on combinations on the Ohio 
River for traffic between these localities. He said it was the 
intention to correct the rates as soon as it was able and that 
only the necessary temporary relief from the fourth section 
was asked. 

Owing to the fact that a suitable witness was not present 
for the complainant to testify to the payment and bearing of 
the charges, Examiner Donnally continued the case until De- 
cember 13. 


c. P. SETS NEW PORT RECORD 
The Candian Pacific Railway handled 36,311 cars last month 
at Fort William, which is claimed to be the largest number of 


cars handled by any one railway at any port in the world dur- 
ing a month. : 
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THE ASSOCIATED TRAFFIC CLUBS 


(By a staff correspondent at Cleveland, Ohio.) 

The Associated Traffic Clubs of America held their winter 
meeting at Cleveland, December 13 and 14, with a_ good 
attendance of delegates from the 42 member clubs. President 
F. P. Barr of the Cleveland Traffic Club made an address of 
welcome at the opening session and the Cleveland club enter. 
tained the delegates at a dinner and theater party the evening 
of the first day. 

After the opening address by the president, W. J. L. Banham 
of New York, the first business taken up was the matter of reg. 
ulation of intercoastal steamship rates. The association had 
previously drafted a resolution declaring for such regulation by 
the Interstate Commerce Commission, putting it up to member 
clubs for consideration with a view to definite action at this 
convention. Eighteen of the clubs had voted for the resolv. 
tion, four voted against it, six still had it under consideration, 
and thirteen, for one reason or another, took no action. The 
report of the committee on procedure, that the subject be 
stricken from the docket, was, however, adopted by a vote of 
30 to 7. The resolution by which this was accomplished was 
as follows: 


Whereas, This subject was originally docketed with a view to 
—s about greater stability in the intercoastal steamship rates, 
and, 

Whereas, A greater measure of stability now exists, and 

Whereas, It has developed that there is no possibility of member 
clubs reaching anything approaching a unanimous conclusion; 

Therefore, be it Resolved, That it be stricken from the docket. 


Legislative Program 


On recommendation of the procedure committee the con- 
vention reaffirmed its position declared at the St. Louis conven- 
tion a year ago by readopting the the following resolution de 
claring for a policy of hands off the transportation act: 


The Associated Traffic Clubs of America, in delegate convention 
assembled, hereby resolves that, regardless of the faults of the trans- 
portation act of 1920, in view of the fact that a radical element in 
Congress and elsewhere contemplates an attack on the law, which is 
in danger of resulting in harmful instead of helpful railroad legisla- 
tion, the part of statesmanship at this time is to present a bold front 
against any and all such attacks, for the reason that the present 
transportation act is a long step in the right direction of establishing 
the principle that there must be a proper return to the carriers in 
order to assure proper service to the, shipper. 


The motion by which this resolution was adopted carried 
with it the rescinding of the resolution adopted at the Indianapo- 
lis convention last May, in which it was voted to make an ex- 
ception to the advocated policy of “hands off the act” in favor 
of the railroad consolidation policy adopted by the association 
and put up to member clubs for ratification. The rescinding of 
the Indianapolis resolution was not due to any change in opin- 
ion as to the wisdom of the attitude of the clubs on the question 
of consolidation, but rather to the opinion that it would not be 
wise to press for any sort of railroad legislation at this time. 

The reaffirmed St. Louis resolution will be sent to members 
of Congress, the Commission, the President of the United States, 
presidents of railroads, and commercial organizations. 


Co-ordination of Transportation 


The following report of the committee on co-ordination of 
water, rail and highway transportation, Gerritt Fort of Boston, 
chairman, was received with thanks and referred to member 
jae for their consideration, the subject to be continued on the 

ocket: 


The study of this committee up to this time has necessarily been 
confined to coordination of motor vehicle service and railroad service, 
and while there is unquestionably an opportunity for such coordina- 
tion as between highway transportation and waterway service, it 
relatively less important than the rail and highway situation; first, 
because of the lesSer volume of traffic moving by. waterways; secon: 
because of the absence of congestion in highway transportation, and 
third, because there is substantially no short-haul traffis movin in 
waterway service. These features, on the other hand, are impor ant 
factors in the movement of -traffic by rail and will be referred to 
more detail below. The study of the subject assigned to this com- 
mittee has developed the following recommendations and conclusions: 

__ 1. The territory surrounding the freight terminals in the lar 
cities has, in many instances, reached a point where it is practically 
impossible to expand such facilities to take care of increasing tra! c 
without the expenditure of immense sums of money. This situation 
will, it is believed, force upon the railroads—and in some instances " 
has already done so—the necessity of relocating their terminal de: 
livery facilities at a more distant location from the center of the ¢! ~" 
thus increasing the haul between the railroad and the industries a 
stores to a point where the transfer must be largely performe ba! 
motor truck service. Furthermore, as cities develop and expand, i 
industries are obliged to locate at points more distant from the Lg 
road terminals, thus opening up a wider field for motor trucks. a3 
this field, viz., the terminal areas, which provides the greatest oP is 
tunity for proper coordination of rail and truck service, and, in t 
connection, in. 

2. Much of the congestion in and around freight terminals. 
sults from (a) delays in prompt removal of shipments from the free . 
houses after unloading from cars, and (b) the large number of tr ight 
and wagons hauling light loads. of freight to and from the pee 
houses, congesting the driveways at the terminals as well as the E oa 
lic streets leading to and from such terminals. A system of rail 
door delivery, providing for prompt removal of freight from the . 
terminals to consignees’ places of business, conducted by an organ * 
transfer company under a routing.system which will require ma 
less trucks than are now engaged in such transfer, should be & 
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THE TRAFFIC WORLD 


ATTENTION OF TRAFFIC MANAGERS 






Are you giving sufficient attention to the minutes of INTERSTATE COMMERCE COMMISSION cases that deal 
with your industry or principles concerning movement of traffic, rules, regulation and rates? 


You should follow the calendar of the Iaterstate Commerce Commission, and the comments on the various 


eases in this and other trade publications. 


The statements and testimony of many witnesses are valuable, and contain important trade information. 


For am of stenographer’s minutes in all I. C. 
erce Commission, 235 Broadway, New York, N. Y 


Distributing and Storing 


SPOKANE — 
TRANSFER & 
_ STORAGE CO. 





WAREHOUSE 


'- Your Stocks With Us 
150,000 Sq. Ft. Space 


DENVER 


Serves Twe Million Population 





Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 





TAYLOR 


Transfer and 


Storage Co. 


Members: 
American Warehousemen’s Asso. Central Warehousemen’s Club 


Merchandise Distributors 


DISTRIBUTION CARS POOL CARS 
Delivered, Forwarded or Stored. " pty uae 
No Switching cg. on Carloads. Established 1905 

FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 














Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 








EDW ARDS 





C. cases ecacameneet THE STATE LAW REPORTING COMPANY, Official Reporters, Interstate Com- 


Learn Traffic Management 
BY ACTUAL PRACTICE 


Resident Class Work Only. One Night Per Week 
ELEMENTARY, INTERMEDIATE 
AND ADVANCED CLASSES 


Railroad and Commerce Commission Publications Used. 
Attend one of Our Classes and Observe Our Unique Method. 


College of Advanced Traffic 


608 South Dearborn Street, Chicago 
*Phone Harrison 8650 











SERVICE 


COMMERCIAL 
WAREHOUSES 





BIRMINGHAM, ALA. 


In the Heart of the South 


Harris Transfer & Warehouse Co. 


Established 1880 
over 40 years of honorable service 


Distribution & Warehousing 
Unlimited Facilities 
Let us have your inquiries 


Offices, ground floor Chamber of Commerce Building 


The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 
Polk Street Terminal, Pennsylvania System 












a = CHICAGO 


“At the Edge of the Loop” WILSON VY. LITTLE, Supt. 
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lished as rapidly as possible at the larger terminal points, and thus 
relieve both highway and rail terminal congestions. 

3. The next important field is in the movement of traffic between 
large distributing centers and nearby territory, say within an area of 
twenty miles, where practical operation has shown that motor trucks 
can furnish a service superior to that of the railroad and at no greater 
cost considering that the trucks operate from door to door, whereas 
in the case of rail transportation there is the expense and time re- 
quired in transferring from shipper’s place of business to the rail- 
road and from the destination railroad terminal to the consignee’s 
place of business. If the motor trucks would confine their activities 
to such a zone, the area of which cannot be arbitrarily fixed but 
must be adopted according to lcecal conditions, leaving to the railroads 
the movement of all freight for the more distant hauls, it would 
eliminate much of the existing opposition and competition as between 
the two forms of transportation and work to the economic advantage 
of the railroads, the trucks and the shippers. 

. At the present time more or less traffic is moving between 
industries and the railroad terminals in what is known as ferry car 
or trap car service, resulting in more or less detention of freight 
cars and in many instances requiring transfer at the freight houses 
from the ferry car into the car which will be used for the road move- 
ment. Replacement of this service by motor trucks would relieve the 
railroads of switching expense, make for better and more economical 
use of freight car equipment, and would furnish a service more satis- 
factory to the industries, as it is not always possible to place or 
remove such cars at the industries at a time which will be most 
convenient to the industries. 

5. A further field for coordination between rail and motor trucks, 
and this is applicable also to passenger transportation, is in the dis- 
continuance of unprofitable branch lines of railroads and the substi- 
tution therefor of organized truck and bus lines, the operating ex- 
penses of which are materially lower than those of the railroad. In 
the same connection, motor trucks and passenger busses can be 
operated to the advantage of the public between existing rail lines 
and the interior communities not now served by rail facilities; in 
other words, the motor trucks and passenger busses are particularly 
adaptable to serving as feeders to the existing rail lines. 

. Your committee believes that the successful development of 
motor truck transportation is dependent upon the ability of the rail- 
roads and the motor trucks:to so coordinate their service that the 
trucks will supplement the railroad service rather than enter into 
wasteful and uneconomic competition which now exists at many 
points. The proper development of such a situation requires the use 
of the so-called container system, permitting the prompt interchange 
of freight between the railroads and the motor trucks at the transfer 
points, and this, in turn, requires the development and use of other 
mechanical features, such as demountable bodies, automatic loading 
apparatus, etc. 

The committee believes that motor transportation will not 
develop along sound lines until the trucks are regulated in a manner 
not dissimilar to the regulations governing the operation of other 
common carriers, all of which contemplates the filing of bonds to pre- 
vent unsound financial organization; the necessity of securing certifi- 
cates of public convenience and thus guard against truck lines un- 
necessarily competing either with each other or with existing ade- 
quate transportation service. It seems essential that motor trucks 
should be regulated as to size and weight, etc., so as to prevent undue 
damage to our costly highways, the expense of construction and 
maintenance of which has grown into alarming proportions. 

8. While it may he somewhat apart from the general study of 
coordination of highway and rail transportation, your committee is 
of the opinion that motor trucks operating for public hire should be 
called upon to contribute their fair proportion, in the form of taxes 
or otherwise, of the cost of constructing and maintaining highways, 
as referred to in Item 7, and the public should be enlightened as to 
this burden which they are now called upon to pay in the form of 
taxes and which results largely from the use of highways by heavily 
loaded trucks. Furthermore, a fairer and more equitable distribu- 
tion of this expense, which contemplates a larger contribution on the 
part of the trucks, would relieve the railroad to some extent of the 
taxes they are now called upon to pay for construction and mf&inte- 
nance of the highways which are used practically without expense 
by their competitors, viz., the motor trucks. 


At the Friday session, the Association adopted the following 
resolution: “Resolved, That it is the sense of the Associated 
Traffic Clubs of America, to be presented to the President of 
the United States with proper representations as to our qualifi- 
cations to speak, that appointments to the Interstate Commerce 
Commission should be made with sole view to the experience 
and the fitness of the appointees to serve on this body, whose 
functions are of the utmost importance to the future and the 
carriers and that they should not be appointed with a view to 
giving any particular group or special interest representation on 
the Commission, but be representative of the public as a 
whole. Appointees should be men who, by previous training, 
are qualified to deal with the problems coming within the 
jurisdiction of the Commission.” 

The Indianapolis resolution on the same subject, which had 
been ratified by a number of member clubs and rejected by 
others, was rescinded for the reason that former President 
Harding, to whom it was directed, had died. 

Resolutions on the death of John T. Stockton, treasurer, 
were adopted. The Association gave an hour and a half to 
explanations by delegates of the methods of work employed by 
their respective clubs. 

The following resolution was adopted on the matter of 
political rate making: 

“Whereas, There is an increasing tendency toward the mak- 
ing of freight rates out of political expediency, and an indiffer- 
ence on the part of the public toward this development; and, 

“Whereas, The Associated Traffic Clubs of America views 
with great concern anything that would restrict the Commission 
in the free and unbiased consideration of any and all matters 
coming before it; be it ~ _ a 

Resolved, That member clti#s* should .eoustantiy cdlitbnt 
such tendency.” ’ . 

This resolution, if and when ratified by member clubs, will 

be sent to the President of the United States, members of the 
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Commission, members of Congress and the Secretary of Com. 
merce. 

It was voted to change the time of the annual meeting 
from May to April. This was in the interest of getting prompt 
action by member clubs, some of which adjourn in the summer, 
This action will have to be indorsed by member clubs before 
becoming effective. There were fifty-six delegates present from 
thirty-two clubs. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New England held its annual election 
of officers and celebrated “Motor Truck Night” December 1}, 
At the dinner following the election, Governor Cox of Massa- 
chusetts, the principal speaker, was followed by Walter ¢. 
White, president of the White Company, who spoke on “Trans- 
portation One Sympthetic System,” and by W. J. L. Banham, 
general traffic manager for the Otis Elevator Company and 
president of the Associated Traffic Clubs ef America, who spoke 
on “Highway Transportation.” 





The Traffic Club of Philadelphia will hold its sixteenth 
annual dinner, January 9, at the Bellevue-Stratford. 





At a meeting of the Traffic Club of the Jamestown (N. Y.) 
Chamber of Commerce November 21, resolutions were adopted 
calling on representatives and senators from the state of New 
York to defend the present transportation act and to permit 
the carriers to operate without further restrictive national 
legislation. Attention was called to the satisfactory service be- 
ing rendered by the carriers at the present time. The resolu- 
tions condemn the agitation of certain legislators and others 
of a radical natutre looking toward government ownership. The 
club also adopted a letter of resolution, which was forwarded 
to the chairman of the transportation division of the American 
Railway Association* calling on the carriers for the full restora- 
tion of transfer and junction point records. The letter calls 
attention of the provisions of the transportation act and asks 
that all carriers comply in keeping such records, so that a more 
rapid check may be made on delayed shipments. 





The York Traffic Club held a “Local Night” meeting 
December 13. The club will hold its annual election of officers 
January 25. 





The Traffic Club of Atlanta took part in an all-day trip 
around the belt lines of Atlanta December 6. A special train, 
donated by the carriers, was supplied for the trip. 





The Birmingham Traffic and Transportation Club held its 
monthly meeting December 10. The luncheon was addressed 
by Frank Dominick, president of the Birmingham Bar Associa- 
tion, who spoke on world conditions, The club will hold its 
annual election of officers in February. 





The Savannah Traffic Club was organized December 4 
and Thomas E. Grady, head of the Savannah Traffic Bureau, 
was elected president. The club intends to hold regular meet- 
ings every two weeks. Other officers elected for the ensuing 
year are as follows: Wilson Runnette, Savannah & Atlanta 
Railway, first vice-president; C. E. Felton, J. L. Budreau & Co. 
second vice-president; and H. L. Fulton, auditor of traffic, Cen- 
tral of Georgia Railway, secretary-treasurer. The board of gov- 
ernors is composed of the officers and the following members: 
T. M. True, W. M. Morgan, W. W. Tommins, E. J. Parrish, 
Hansford Sams and M. J. Hogan. 





The Traffic Club of Wichita held its annual election of 
officers on December 6. The following officers were chosen for 
1924: President, F. E. Walling, division freight agent, Missouri 
Pacific Railway, Wichita, Kan.; first vice-president, G. G. Moffitt, 
traffic manager, Red Star Mills, Wichita; second vice-president, 
Frank Fowler, traffic manager, Boyle Commission Company, 
Wichita; secretary, K. C. Parkhurst, traffic manager, Kansas 
Gas & Petroleum Company, Wichita; treasurer, W. W. Wallis, 
traffic manager, Gorvin Feed & Grain Company. ‘Three new 
directors, G. R. Piper, division freight agent, Santa Fe Railway, 
Wichita; J. Russell Riggs, city freight agent, Rock Island 
Lines, Wichita; G. P. Nissen, traffic manager, Sterling Oil 
Company. D. L. Mullen, traffic manager, Kansas Milling Com 
pany, and P. L. McGue, division freight agent, Rock Island, 
were chosen as delegates to the Cleveland meeting of the Asso 
ciated Traffic Clubs of America. 





The Traffic Club of Pittsburgh held a “Bohemian” afternoon 
December 15 in the club rooms. A program of entertainment 
consisting of musical and vaudeville acts was provided. 





The Oil Cit?Franklin Traffi¢ Club celebrated its annual dit- 
ner December 6 with 140 members and guests present. The 
principal addresses of the evening were made by J. B. Amderso?, 
assistant federal agent of Cleveland, O.; James Webster, 4* 
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MYNesN 


EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


Sailings from. ..Baltimore and New York 
Ss. S. JAMES 
B. DUKE 


S. S. SIDNEY M. 
HAUPTMAN — Dec. 19 — Dec. 22 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND AND 
SEATTLE 
Regular and Frequent Sailings Thereafter 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Branch Offices 


Chicago, St. Louis, Pittsburgh, Baltimore 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 





ATLANTA 
GEORGIA 


Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 


Security Warehouse Company 


100,000 Square Feet Floor Space 


‘““Bankers of Merchandise’’ 








New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore NewYork Norfolk 
SANTA BARBARA.... Dec. 17 Dec. 19 Dec. 22 
Dec. 24 Dec. 27 Dec. 29 
Dec. 27 Jan. 3 Jan. 4 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 
ECUADOR Dec. 24 Dec. 26 
Dec. 29 Dec. 31 
SANTA MALLA Jan. 5 Jan. 7 
THEREAFTER EVERY WEEK 
"Calling at Manzanillo, San Jose de Guatemala, La Libertad, 


, Canal Zone, Havana (Eastbound), Baltimore (East- 
bound), Norfolk and New York. 


FARES, to Los Angeles er San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisce, Los Angeles, Mexico, Central America and Canal Zene 
S.S. CORINTO sails from San Francisco Dec. 29 


and sailings about every 22 days thereafter 


PACIFIC MAIL S.S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., Los Angeles, Calif. 

ALSO OFFICES IN 

mous Building Norfolk. .. Southgate Fwd. & Stg. 

Equita Building Cleveland..... 630 Engineers Bidg. 

Pittsburgh .. 410 State Theatre Bldg. 


“OMAHA / 
will cut your cost 
Ol distribution 





- Over 2,000,000 sq. ft. 
warehouse space. 


2. Fourth railroad center ae 
in the United States. if ff) , 
3. Ten Trunk Lines, 22 PS Mdm os 
branch, with 600 freight a 
and 100 passenger 
trains daily. Omaha is the logical Ge 
— tributing center for e 
Omaha is situated in the . . 4 
midst of a vast, a fertile, = Mid-Western mar 
and a prosperous market, 
with transportation lines 
connecting her to every 
buyer in the Mid-West. 


‘ 


Omaha controls, Omaha 
dominates this area. 





















































































































































sistant traffic manager of the New York Central, Chicago; 
Cyrus F. Mackey, general manager of the Franklin Steel Works, 
Franklin, and Charles Suhr, Oil City. 





The Traffic Club of Cincinnati held its December meeting 
and monthly dinner December 11. James. Albert Green, presi- 
dent of the Matthew Addy Company, addressed the meeting. 


The Warfield car pooling plan and the consolidation of railroads 
were discussed at the meeting. 





E, L. Dalton, traffic manager of the American Radiator Com- 
pany, has been appointed a delegate from the Traffic Club of 
Chicago to the Associated Traffic Clubs of America to succeed 
John T. Stockton, who died. 





The Transportation Club of St. Paul was addressed by E. F. 
Flynn, assistant to the vice-president of the Great Northern, 
at its weekly luncheon December 11. Mr. Flynn’s subject was 
“There’s Nothing the Matter with the Railroads.” 





The Transportation Club of Tulsa held its annual election 
of officers December 4. The following were elected for the 
ensuing year: President, E. C. Kitching, D. F. A., Santa Fe 
R. R., Tulsa; first vice-president, Harold E. Roe, traffic manager, 
Cosden & Co.; second vice-president, W. R. Martin, D. F. R., 
Penna, System, Tulsa; third vice-president, W. W. Stumph, 
T. M., International Supply Company; secretary, R. R. Trimble, 
G. A., Mo. Pac. R. R., Tulsa; treasurer, H. B, Cooley, A. T. M., 
Empire Refineries, Inc.; director, three years, A. G. Briggs, 
T. M., Transcontinental Oil Corp. 





The officers and directors of the Traffic Club of Chicago 
December 10 sent a telegram to President Coolidge urging the 
reappointment of Mark W. Potter, whose term as a member of 
the Interstate Commerce Commission expires December 31. 





Declaring the selling department of the railroad to be the 
most important part, and that “the whole fight begins and ends 
with getting the traffic,” Sir Henry Worth Thornton, chairman 
of the board and president of the Canadian National Railways, 
speaking before the Traffic Club of Chicago, at a luncheon 
tendered in his honor, December 14, urged that more high rail- 
way executives be drawn from the traffic department rather 
than from the operation department, as they have in the past. 

“We should not speak of the railroads as an industry,” he 
said, “but rather as a profession, regarding it rather as a sci- 
ence than as a business.” He pointed to the recently organized 
Institute of Transport in England, a body which he said fos- 
tered the same high standard in the railroad profession as the 
Institute of Civil Engineers did in the engineering profession, 
and urged that such an institution be formed in this country 
for the betterment of the profession and the training of men. 

“We have been proceeding on incorrect lines and on false 
theories,” he said, “in considering the operating department the 
most important part of a railroad. Most of the great executives 
have been drawn from this field, and it is not often that a 
traffic man has been placed in command of a railroad.””’ When 
hard times threatened, he said, the whole atmosphere had been 
for the traffic or selling department to retrench rather than to 
expand, to freeze up rather than to spend more money for 
selling force and advertising, as was the practice in successful 
industries. “From now on we must spend more money in get- 
ting our product before the people and luring them to buy,” he 
said. 

He said he did not think salaries of traffic officers of the 
carriers were sufficiently high and that the greatest problem 
was to enlist and focus the brain power of all employes. He 
said that on his road they were making an attempt to make 
every employe, especially those who came into contact with the 
public, a solicitor for the road. He outlined some of the meth- 
ods by which attempts were being made to render better service 
to the railroad user, declaring service to be one of th greatest 
business solicitors. 

“Bach of us has a great interest in preventing the ex- 
tremists at both ends of the scale from rocking the boat,” he 
said, in conclusion. “The radical capitalist who exploits labor 
and the radical laborer and bolshevik who exploits capital are 
the same except that they were born in different stations. 
What we need is studied evolution rather than radical revolu- 
tion,” he said. 


INTERLOCKING DIRECTORATES, ETC, 


James D. McCully has been authorized to hold the position 
of director of the Grand Canyon Railway Company, Prescott & 
Eastern Railroad Company, Santa Fe, Prescott & Phoenix Rail- 
way Company, Verde Valley Railway Company, and Western 
Arizona Railway Company. and in addition thereto a director- 
ship and/or any other office with the Atchison, Topeka & Santa 
Fe Railway and numerous other lines. 

William B. Storey has been authorized by the Commission to 
hold the positions of director and president of the Atchison, 
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Topeka & Santa Fe Railway Company and numerous other 
lines subsidiary thereto. 

David L. Gallup has been authorized to hold the offices of 
comptroller and director with the Atchison, Topeka & Santa Fe 
Railway Company and its numerous subsidiaries. 

Laurent C. Deming has been authorized to hold the posi- 
tions of secretary of the Santa Fe Pacific Railroad Company and 
assistant secretary of the Atchison, Topeka & Santa Fe Rail- 
way Company and various others. 

Charles K. Cooper has been authorized to hold the office 
of assistant treasurer with the Atchison, Topeka & Santa Fe 
Railway Company and its numerous subsidiary lines. 

Miss Annie Heaton has been authorized to hold the position 
of assistant secretary of the California, Arizona & Santa Fe 
Railway and of the Minkler Southern Railway Company. 

Arthur D. Forst and Percival Chrystie have been authorized 
by the Commision to hold the positions of director with the 
Delaware & Bound Brook Railroad Company and the East 
Trenton Railroad Company. 

Herbert L. Utter has been permitted to hold the position 
of director of the Texas & Pacific Railway Company in addi- 
tion to holding the various positions previously authorized. 


Personal Notes | 


W. N. Doak, vice-president of the Brotherhood of Railway 
Trainmen, has accepted an appointment to be a member of the 
research council of the National Transportation Institute as a 
representative of labor. 

Leander Poole has been appointed general agent for the 
San Francisco & Sacramento Railroad with headquarters at 
Birmingham. 

J. P. Dervin has been appointed general freight agent for 
the New York Central Lines at New York, following the promo- 
tion of D. E. Gelatt. G. H. Clark has been appointed assistant 
general freight agent. 

L. N. Williams has been appointed traveling coal freight 
agent for the Baltimore & Ohio with headquarters at Pittsburgh. 

The Louisville & Nashville has announced the following ap- 
pointments: C. M. Cox, city freight service agent at Atlanta, 
vice C. R. McFarland, transferred; T. O. Jackson, city freight 
service agent at Memphis, vice J. A. Cox, promoted; G. P. Reilly, 
city freight service agent at Cincinnati, vice J. W. Youell, pro- 
moted; J. H. Gooch, traveling freight service agent, headquarters 
Lexington, Ky., vice P. J. Sprunck, promoted; A. L. Moyers, 
traveling freight service agent, headquarters Nashville, vice J. 
P. Gilman, promoted. 

The American Railway Association has announced the elec- 
tion of seven new directors for the terms expiring November, 
1923. The newly elected men will serve until November, 1926, 
and are as follows: Canadian Territory (1)—Sir Henry W. 
Thornton, K. B. E., chairman and president, Canadian National 
Railways. Eastern Territory (2)—W. W. Atterbury, vice-presi- 
dent in charge of operation, Pennsylvania Railraod System; E. 
E. Loomis, president, Lehigh Valley Railroad. New England 
Territory (1)—E. J. Pearson, president, New York, New Haven 
& Hartford Railroad. Southern Territory (1)—N. D. Maher, 
president, Norfolk & Western Railway. Western Territory (2) 
—Hale Holden, president and chairman executive committee, 
Chicago, Burlington & Quincy Railroad; W. B. Storey, president, 
Atchison, Topeka & Santa Fe Railway. The following were 
elected to be members of the nominating committee for the next 
three years: Samuel Rea, president, Pennsylvania Railroad Sys- 
tem, Ralph Budd, president, Great Northern Railway, and C. E. 
Schaff, president, Missouri-Kansas-Texas Railroad. 

At the New York office of the New York Central Lines the 
following appointments have been announced: Following the 
promotion of D. E. Gelatt, J. P. Dervin has been made general 
freight agent and G. H. Clark assistant general freight agent. 
R. J. Hooper has been named division freight agent, from which 
position Mr. Clark was promoted. Mr. Hooper was formerly gel 
eral agent, to which position W. P. Kohler has been appointed. 
L. A. Clapp has been made export agent following Mr. Kohler 
promotion, and M. R. Garrison has been named chief of the 
tariff bureau. 


CANADA LOSES TWO RAIL GIANTS 


The Trafic World Ottawa Bureos 


Canada has suffered the loss within a few days of each 
other of two of her greatest railroad men, Baron Shaughnessy, 
formerly president of the Canadian Pacific, and Sir William 
McKenzie, the builder of the Canadian Northern. Lord Shausl 
nessy was born in Milwaukee, and educated there. He entered 
railway work in the purchasing department of the Chicago, Mil- 
waukee and St, Paul, in 1869. ‘He was general storekeeper of 
that system when William Van Horne, who was forming a st@ 
for the newly organized C. P. R,, heard of him am 


























ther 


S of 
. Fe 


DOSi- 
and 
Rail- 


fice 
L Fe 


ition 
i Fe 


rized 
the 
East 


ition 
addi- 


istant 


eight 
urgh, 
ig ap- 
lanta, 
reight 
teilly, 
, pro- 
arters 
oyers, 
ice J. 


» elec- 
mber, 

1926, 
ry W. 
tional 


'S 

Bureow 
f each 
hnessy, 
Villiam 
shaugh- 
ontered 
:0, Mil- 
eper of 
a staff 
m and 


December 15, 1923 









1,500,000 — FEET 


Modern Fireproof Watery , Space tn La Los Angeles and at the Port 
ngeles 
Free and U. rr Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 


Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
Special equipment for the proper handling of various commodities 
Steamer Space booked when requested 


We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Bonded for $100,000.00 
UNION TERMINAL WAREHOUSE COMPANY 
UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY 


Los Angeles, California 


DENVER, COLORADO 





Fireproof ote | on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 
via any Railroad into Denver 
ree switching to Warehouse 
Storage capacity 350,000 square feet 
Insurance rate 15c 
Negotiable Warehouse Receipts Issued 


THE TRAFFIC 


The Weicker Transfer & Storage Company 


WORLD 1501 


Ship by ‘Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 


Seattle, Tacoma, Bellingham and Aberdeen 
Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
Foe rates, dates of sailing and other intormation apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water nena A ag Yorlk Telephone ree = 7304 


ae Te ~_ — a 


And at our Brarich Offices at ports of call, ete. 








ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern MERCHANDISE 
WAREHOUSE fully equipped in the 
City of ROCHESTER. 


Insurance rate 12 CENTS per $100.00. 


Located on private siding of the BUF- 
FALO,ROCHESTER & PITTSBURGH 
RAILWAY, enjoying switching at flat 
Rochester rate with all steam roads. 


B. R. @ P. Warehouse, Inc. 
Rochester, N. Y. 
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induced him to come to Canada as general purchasing agent 
of the new system. He became president in 1899 and retired 
to the position of chairman of the board of directors in 1918. 
During his regime as president of the C. P. R. it grew to be the 
greatest single transportation system by land and water in the 
world, It spent $600,000,000 on the development of the Cana- 
dian west and shipping feeders to the railway. Under him the 
purchasing department of the C. P. R, was a. synonym for effi- 
ciency and economy, but it was as a financier and as head of 
the company that his foresight and daring got their full play. 
In 1912, when war clouds were already appearing on the hori- 
zon, he foresaw that his company would be called on to retire 
one of its large bord issues. The money was in the treasury, 
but he felt that the development of the railroad would be re- 
tarded if this were employed. He recollected that there was a 
clause in the company’s charter permitting it to retire maturing 
bonds by an issue of new stock. He decided to tap the money 
markets of the world, and sold 600,000 shares, principally in 
Europe, at $175 each.. When the war broke out the position of 
the Canadian Pacific was impregnable. Lord Shaughnessy did 
not take any active part in politics openly, although he was 
known as a strong opponent of reciprocity, probably from the 
belief that it would have the effect of diverting traffic north and 
south instead of east and west, as was most desirable from a 
C. P. R. point of view, 

Sir William McKenzie was a railroad man of a different and 
more picturesque type. He began with his partner (now Sir 
Daniel) Mann, as a small railroad contractor. When the war 
broke out in 1914 and toppled over his much pyramided schemes, 
he had practically completed a transcontinental railway, the 
Canadian Northern, with its subsidiaries, and had traction and 
other enterprises all over Canada and in many other parts of 
this hemisphere. He had not only great financial genius, but 
succeeded in getting various Canadian governments, Dominion 
and provincial, as well as big financial institutions, involved 
with him in his schemes for railroad building to such an extent 
that, to save the credit of the country, the government had to 
take them over. While developing his own schemes, he also 
did a great deal to develop the Canadian west. 


COURSE IN FREIGHT ROUTING 


The course of traffic lessons by Professor Grover G. Hueb- 
ner, of the University of Pennsylvania, which has been run- 
ning in The Traffic World for two years, will end with Lesson 
No, 52, to be pub- 
lished in the De- 
cember 22 num- 
ber. To take the 
place of this 
course The Traf- 
fic World will 
publish next year, 
pne every two 
weeks, a course 
of lessons on the 
routing of freight, 
the first one to 
appear in ,the 
January 5 num- 
ber. 

These articles 
or lessons will be 
written by J. D. 
Collier, who is 
well known in the 
field of traffic. 
The pubject of 
routing will be 
covered -fully, 
taking into con- 
sideration the va- 
rious vehicles of 


transportation, 
parcel post, ex- 
press, rail and 
water, also the 
various .combina- 
tions of them. 


They will be con- 
sidered from sev- 
eral viewpoints; first, that confronting the traffic manager at a 
local station at a medium-sized town, and then at a large cen- 
ter, such as New York, Chicago, or Los Angeles. 

Next the subject will be treated from the point of view 
of deliveries, consolidation to obtain trap-car service, to obtain 

e nearest freight-house delivery, and: on carloads to route 

through-the. nearest markets to take advantage of the possibility 
of reconsigning, protecting the through rate, and also consider- 
ing the possibility of obtaining transit privileges to reach the 
market beyond. 

Mr. Collier, late of Distribution Service, Inc., Chicago, was 
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for five years traffic manager of Montgomery Ward & Co., 
Chicago. He hagebeen engaged in industrial traffic work and 
railroad freight transportation work since 1901. For fifteen 
years he was connected with the freight department of the 
Pennsylvania Railroad. In that time he completed a course in 
law, specializinng in interstate commerce rate adjustment cases, 
and was admitted to the bar in 1915. Following his intensive 
training in railroad transportation, he entered the traffic de- 
partment of Montgomery Ward & Co., serving as traffic man- 
ager at its Chicago, St. Paul and Brooklyn plants. 

Aside from handling commodities from factories directly 
owned or controlled by Montgomery Ward & Co., he was super- 
vising the distribution of manufactured products from some 300 
factories that supplied this company. Much of this business 
was concentrated in warehouses operated directly by the com- 
pany, and Mr. Collier gained valuable experience in this branch 
of distribution by formulating the plans under which these ware- 
houses operated. 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
stem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 
Ordinarily Shipper of Live Stock Consents to Transportation by 

Regular Trains: 

(Supreme Court of South Dakota.) In the absence of a spe- 
cial contract or special circumstances, a carrier is not bound 
to use extraordinary means to forward a shipment of live stock, 
and shipper consents to the carriage of such stock by the regu- 
lar trains on the ordinary schedules.—Petro vs. Davis, Director- 
General of Railroads, 195 N. W. Rept. 504. 

Carrier Entitled to Make Schedules for Shipment of Live Stock 

That Are Reasonably Economical: 

Unless a carrier undertakes to carry live stock by a special 
train, he may make such reasonable train schedules as may be 
proper to the ordinary and economical conduct of its business, 
though the nature of the stock must be considered.—Ibid. 
Evidence Held Insufficient to Support Recovery for Delay in 

Transportation of Cattle: 

In an action for negligent delay in transporting cattle, re- 
sulting in alleged loss of weight and decline in market value, 
evidence that the freight schedule from the point of shipment 
to the point of destination was 69 hours and 35 minutes, and 
the time actually taken to transport plaintiff’s cattle was 77 
hours and 15 minutes, and if the cattle had been transported 
on schedule time they would not have been received at their 
destination until too late for Thursday’s market, and they were 
marketed the following day, held insufficient to support a re- 
covery.— Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter 
‘ System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Court Has Power to Reopen Case for Further Proof: 

(District Court, W. D, Washington, N. D.) On a proper 
showing, and in furtherance of justice, after a hearing is con- 
cluded, the case may be reopened, and further proof received— 
De Souza vs. Dollar S. S. Line, Limited, et al., 292 Fed. Rept. 
490. 

Court May Require Answers to Interrogatories and Production 

‘of Documents: 

Under admiralty rules 31 and 32 (268 Fed. xiv), the court 
has power to require a party to answer interrogatories and to 
produce documents in his possession at any time before final 
decree.—Ibid. 

Limitation of Action for Cargo Damage Is Valid, if Reasonable: 

(District Court, W. D., Washington, N. D.) Provisions 
a bill of lading limiting the time within which to present claim 
for loss or damage to cargo, and within which to bring an 
action therefor, if reasonable, are binding.—The Henry S. Grove, 
292 Fed. Rep. 502. 

Limitation of Time for Giving Notice of Damage to Cargo and 
» for Bri aa Bit Therein Held Waived: - ¢ : : 

* Whére the carrier has*had all the benefit of a formal notice 
of a claim for damage to cargo, and especially when by agree 
ment of the parties a survey has been made, the necessity 
for formal notice is obviated, and where a settlement has been 
in effect promised by the carrier to secure payment of the 





~ Oe we 


hime wv 


TRPTaAaors 


December 15, 1923 


11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 
FORT WORTH WAREHOUSE 
AND STORAGE COMPANY 
L. C. ABBOTT, Manager 





NAWSCO LINES 


recuaR INTERCOASTA 


PORTLAND, ME. 
PHILADELPHIA BOSTON 


LOS ANGELES 
SAN DIEGO 
SAN FRANCISCO 
OAKLAND 
™ VANCOUVER 


FREIGHT 
SERVICE 


PORTLAND 
ASTORIA 
SEATTLE 
TACOMA 


Sailings Every Ten Days 


NORTH ATLANTIC AND WESTERN S. S. CO. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 


PHILADELPHIA: 136 So. 4th St. PITTSBURGH: 601 Bessemer Bldg 


PORTLAND: 36 Exchange St. 


or 


THE ROBERT DOLLAR COMPANY 


Pacific Coast Ports 
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A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 
MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


268-36 WEST FOURTH STREET 


FREIGHT CAR REPAIR WORK 


We are equipped with the shop 
facilities and experienced labor 
to repair and build Railroad 
Freight Cars in our large new 
plants at Sharon, Pennsylvania, 
and Kansas City, Kansas. 


We can give prompt service in 
the fabrication of underframes, 
center sills, draft arms, and 
similar car construction. 


PENNSYLVANIA CAR COMPANY 


SHARON, PENNSYLVANIA 


} New York St. Louis: 
“*' Houston’) °° ©Casper 


Kansas City Tulsa 
San Francisco Beaumont 
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freight, a limitation in the bill of lading of time for bringing 
suit is waived.—Ibid. 
Bill of Lading, Accepted by Shipper After Shipment Is Made, Is 
Binding: 
The parties are bound by the terms of a bill of lading 
accepted by the shipper, though after the shipment has been 
made under a booking agreement.—Ibid. 


ILLINOIS CENTRAL CUT-OFF CASE 
The Trafic World Washington Bureau 


Arguments before the whole Commission were made De- 
cember 12 in the three finance docket cases in which the Com- 
mission authorized the Illinois Central to proceed with its plans 
for shortening its line between New Orleans and Chicago by new 
construction through the agency of separate corporations be- 
tween Edgewood, Ill., and Fulton, Ky. The case was argued 
before and disposed of by division No. 4. Chairman Meyer and 
Commissioner Potter voted for the issuance of a certificate of 
convenience and necessity and Commissioner Eastman voted 
against its issuance. The state of Illinois and communities on 
the part of the Illinois Central that believe they would be ad- 
versely affected by the construction of the eut-off, particularly 
Cairo, appealed from the division to the entire Commission. 

The case was discussed by David S. Lansden and H. E. Kelly, 
for the association of Illinois Central communities; by Benson 
Landon, for the attorney-general of Illinois, and R. V. Fletcher, 
for the Illinois Central. The protesting communities argued that 
it was not in the public interest that they should be deprived of 
the facilities they now enjoy and subjected to the hazards cre- 
ated by the fact that the carrier will have a new and competing 
line not serving them. 

Illinois, as a state, protested that the Illinois Central was 
without charter competency to acquire a parallel and competing 
line. It asserted that by routing traffic over the parallel and 
competing line the Illinois Central would deprive it of revenue 
that would otherwise accrue by reason of the contract between it 
and the railroad company, evidenced in the charter under the 
terms of which the railroad company paid a percentage of its 
gross revenue to the state derived from traffic passing over the 
lines built under the charter, and called charter lines. The 
charter forbids the purchase of parallel and competing lines. 
The supreme court of the state, Mr. Landon said, had construed 
the word purchase to cover every form of acquisition other than 
descent. 

Mr. Fletcher pointed out that the land which Illinois gave 
the railroad company was never the property of the state, free 
from impressment with a trust. That trust, created by the act 
of Congress of 1850, required the use of the land to procure the 
construction of a railroad within Illinois, to form part of an 
interstate highway from near La Salle, Ill., to Mobile, Ala 
Lands were granted to other states for a like purpose. The 
debt of gratitude, he said, was due from the railroad company 
to the nation and not to the state for the grant and that what 
the company was proposing to do was to promote the interest of 
the nation for the more expeditious handling of traffic over that 
national highway. That would be done by reducing the haul 
twenty-two miles. 


Chairman Meyer asked Mr. Landon which would the more 
quickly get the legal question as to the competency of the IIli- 
nois Central, under its charter, to provide for the cut-off into 
the courts, whether by a refusal or a grant of the certificate. 
Mr. Landon said he was not discussing the case from the point 
of view suggested by the chairman. 


Commissioner Potter wanted to know whether the Commis- 
sion, in making plans for the consolidation of railroads, had the 
power to consolidate the line of the company proposing to build 
the cut-off and the Illinois Central, notwithstanding the limitation 
in the charter of the Illinois Central. Mr. Landon said he had 


not considered the question in the light of the consolidation 


powers of the Commission. 


Near the end of the argument on the so-called Illinois 
Central cut-off cases, the Commissioners and councel got into a 
discussion of the power of Congress in the matter of the con- 
solidation of railroads. R. V. Fletcher, for the Illinois Central, 
in commenting on Louisville & Nashville vs. Commonwealth of 
Kentucky, 161 U. S., 677, cited by H. E. Kelly, attorney for 
INinois communities, remonstrating against the issuance of a 
certificate of public convenience and necessity, said that to 
adopt the construction placed upon that case by the remon- 
strants would destroy all the work done by the Commission in 
obedience to the consolidation part of the transportation act. 
He referred to one sentence from an opinion by Justice Brown, 
as dictum, 

The sentence which Mr. Fletcher dismissed in that way 
caused Commissioner Potter to read the whole paragraph quoted 
by Kelly and to confess the case was wholly unknown to him. 
Justice Brown said that “if it be assumed that the states have 
no right to forbid the consolidation of competing lines, because 
the whole subject is within the control of Congress, it would 
necessarily follow that Congress would have the power to au- 





thorize such consolidation in defiance of state legislation— a 
proposition which needs only to be stated to demonstrate its 
unsoundness.” 

Commissioner Potter asked Mr. Kelly if it might not be 
that there was a distinction between the ‘consolidation of state- 
created corporations and the physical properties of such cor. 
porations. Mr. Kelly said he could not see any difference be- 
tween the corporation limited by the power that created it and 
the lines operated by it. Mr. Fletcher said the suggestion of 
a distinction was plausible. He was not prepared to make qa 
definite answer to the suggestion by Mr. Potter that if his 
(Fletcher’s) contention that the sentence was mere dictum, 
then the Commission’s decision in the Nickel Plate consolida- 
tion case was wrong. 

Kelly was so positive about the law on the subject of con- 
solidations that he made the unqualified assertion that the opin. 
ion had not been disturbed by the Supreme Court, had been 
cited in later decisions, and was the law today as truly as it 
was in 1896 when it was handed down. : 

The case was created by Kentucky when it applied to a 
court for an injunction forbidding the Louisville & Nashville to 
acquire the Chesapeake & Ohio Southwestern on the ground 
that it was a parallel and competing line, The injunction was 
allowed and the decision was affirmed in the Supreme Court of 
the United States. 

“Such has been the law from the beginning of the govern- 
ment,” said Kelly. “The Commission may not assume that law 
of such definite statement and character and long-standing en- 
forcement was intended by Congress to be overthrown by im- 
plication.” He conteded the terms of section 20-a left no room 
or opportunity for implication, for they were recognition by 
Congress in apt and specific phrases of the survival of the ex- 
act charter purposes and powers of corporations under the 
laws under which they were organized. 

Mr. Fletcher contended that the language of the decision 
was not necessary to a decision of the case at bar and there- 
fore it was dictum and not law; that is, an aside remark by 
the court that, when analyzed had no bearing upon the issue 
before the court. Commissioner Potter did not view the mat- 
ter in that light at all. He took the citation as a serious mat- 
ter, observing that it brought to the front, at the end of a day’s 
discussion, the vital question in the whole matter. 

The remonstrants contended that a certificate authorizing 
the execution of the Illinois Central’s plans respecting the cut- 
off could not be lawfully given to a corporation forbidden by 
its charter to do the thing that was sought to be done. They 
said the Southern Illinois & Kentucky was a dummy rigged up 
by the Illinois Central to do that which it had admitted on the 
record it had not the corporate capacity itself to do. 

The language in the case which converted the Illinois Cen- 
tral cut-off case into a discussion of the consolidation power of 
Congress and the Commission, is as follows: 


It has never been supposed that the dominant power of Congress 
over interstate commerce took from the states the power of legisla- 
tion with respect to the instruments of such commerce, so far as the 
legislation was within its ordinary police powers. Nearly all the rail- 
roads in the country have been constructed under state authority, 
and it cannot be supposed that they intend to abandon their power 
over them as soon as. they are finished. The power to construct 
them involves necessarily the. power to impose such regulations upon 
their operation as a sound regard for the interest of the public may 
seem to render desirable. In the division of authority with respect 
to interstate ‘railways, Congress reserves to itself the superior right 
to control their commerce, and forbid interference therewith; while to 
the states remains the power to create and to regulate the instru- 
ments of such commerce so far as nécessary to the conservation of 
the public interests. 

If it be assumed that the states have no right to forbid the con- 
solidation of competing lines, because the whole subject_is within the 
control of Congress, it would necessarily follow that Congress would 
have the power to authorize’ such consolidations in defiance of state 
legislation—a proposition which only needs fo he stated to demon- 
strate its unsoundness. As we have already said, the power of one 
railway corporation to purchase the stock and franchises of another 
must be conferred by express language to that effect in the charter; 
and hence, if the charter of the L. & N. Co. had been silent upon 
that point, it will be conceded that it would have no power to make 
the proposed purchase in this case. As the power to purchase. then, 
is derivable from the state, the state may accompany it with such 
limitations as it may choose to impose. It results, then, from the 
argument of the appellant, that, if there be any interference with 
interstate commerce, it is in imposing limitations upon the exercise 
of a right which did not previously exist; and hence, if the state per- 
mits such purchase or consolidation, it is bound to extend the au- 
thority to every possible case, or expose itself to the charge of inter- 
fering with commerce. This proposition is obviously untenable. 


AGREEMENT REACHED AT HEARING 


At a hearing on Docket No. 15039, before Examiner Dot- 
nally, at. Chicago, December 8, an agreement was reached be- 
tween the Director-General and the complainant, J. J. Nartzik, 
Inc., by which the case will be submitted for settlement 02 
special docket. The compromise was made on a rate subse 
quently established which was slightly higher than the rate 
which the complainant had contended for as reasonable. The 
complaint concerned a movement of veneering lumber from 
the Carolinas to Dubuque, alleging unreasonable rates and ask- 
ing for reparations. 
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The only line with daily freight service 
from Chicago to the big commercial 
centers on the Missouri River all the 
way from Sioux City to Kansas City. 


oe 


Burlington 


Frequent— 
Dependable— 
Satisfactory— 
“BURLINGTON”’— 


SERVICE MUU 


E. K. FLEMING, General Agent 


226 West Adams Street CHICAGO 
Phone State 4270 





Aa 
c¢; CARIBBEAN 
ULF LIN 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


Between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 
Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports. 


Through bills ef lading issued from Gulf Perts to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transhipment at San Francisco. 





Through bills of 
Rice, West , Central America, Sewth America, Europe. 
Rates quoted, beokings and other information furnished upon 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 
Ctivetony fame “WAM Samaoma stn = New York City 
San Franeiseo, 


frem Pacific Coast Ports te Mexice, Cuba, Porto 









THE TRAFFIC WORLD 1505 


\\ N Ny 
\ WN; 
ATI 
\ \ WW \ 
S\ \. ' 
\\ NW AW \\\ 
BA MORE 
JASH : nee 
\\\ \ \\ \\\ 
ag ~\ \\ \ 
WW 
NS] A 
ENT idee 
7 ¥ ie HN? 
it fi aa | eS 
pes Lill 


of line through the heart of 
Industrial America 


INETY-SIX years ago last February the 

Baltimore & Ohio—the first railroad in 
America — began its existence in Baltimore. It 
started with a single track and a small shed on 
Pratt street. Today this extensive system 
stretches over a territory embracing more than 
5,000 miles of line, tapping eight of America’s 
ten largest cities and serving twelve of her most 
populous states. 






















The Baltimore & Ohio takes pride in the de- 
pendability of its service; the splendid physical 
condition in which the property is kept, and the 
strict attention paid to the maintenance of its 
schedules. e 


A Modern Passenger Service 


The aim of the Baltimore & Ohio is to provide 
the utmost in safety and travel comfort for its 
patrons and to make their journey over its lines 
so satisfactory in every particular that they will 
tell others about it. 


That the public appreciates the excellent 
service of the Baltimore & Ohio is shown by the 
generous increases in patronage from month to 
month and year to year. 


The Baltimore & Ohio is the only route be- 
tween the East and West passing directly 
through Washington, enabling travelers to take 
advantage of the free stop-over privilege to see 
the Capital City. 


A Fast Freight Service 


Fast freight trains operating between Chicago, 
St. Louis, Cleveland, Toledo, Detroit, Akron, 
Pittsburgh and the Eastern Seaboard, including 
intermediate. points, have earned an enviable 
reputation for regularity of performance and 
dependable service, with both shippers and. re- 
ceivers. For their convenience, daily passing 
reports, available in traffic offices, enable prompt 
location of cars. 


For information as to rates, routes, schedules, 


etc., ask any Baltimore & Ohio Agent or Repre- 
sentative. 


Baltimore & Ohio 


Reaches eight of Americas ten largest cities-serves twelve of her richest states 
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WHEAT AND RATES 


The Trafic World Washington Bureau 


In his report to the President on the wheat situation, the 
conclusions of which were published in The Traffic World, De- 
cember 8, Secretary Wallace, of the Department of Agriculture, 
discussing freight rates as a factor in the wheat situation, said: 


The increase in the cost of transportation from the farm to 
consuming centers is a very important factor in the present situ- 
ation. The rates from country shipping points to primary mar- 
kets afe about 45 per cent above the pre-war rates. For csumpie, 
the rate from Larimore, N. Dak., to Minneapolis in 1913 was 7. 
cents per bushel; the present rate is 10.5. From McPherson, Kans., 
to Kansas City the rate was 7.6 cents per bushel in 1913 as com- 

ared with the present rate of 11.4. Export rates in general 
ave been increased more than 45 per cent. In 1913 the export 
rate from Chicago to New York amounted to 7.8 cents per bushel; 
today it is 13.5 cents, or 73 per cent above the pre-war rates. 
The export rate from McPherson, Kans., to Galveston was 15.6 
cents in 1913; the present rate is 27 cents, or 73 per cent above 
the 1913 rate. 

War conditions caused freight rates to be raised, reaching 
the high point in 1920. Unfortunately the highest rates of the 
period were put into effect after prices had begun to fall. It 
was no more burdensome to pay 19.8 cents for transporting a 
bushel of wheat from Chicago to New York while the price was 
$2.20 and above than it was to pay 7.8 cents before the war when 
the price was about $1 at Chicago. Since 1920 prices of wheat 
‘have fallen nearly to the pre-war level, whereas freight rates re- 
main 45 per cent and more above pre-war rates, 

Relatively high freight rates from producing regions of the 
United States to the seaboard are a serious handicap in competi- 
tion with other countries in the markets of the world. The 
freight rates from points in Montana to Duluth are from 7 to 10 
cents a bushel higher than the rates in Canada for the same dis- 
tances to Port Arthur and Fort Williams at the head of the Lakes, 
from which the rates to Liverpool under normal conditions are 
substantially the same as from Duluth. 

Freight rates on wheat for like distances from points in Mon- 
tana to Duluth and Canadian points to Port Arthur: 


VIA CANADIAN NATIONAL RAILWAYS 


To Port Arthur, Ont. Freight 
From Canadian points. Distance rate per bushel 
Saskatchewan Miles. Cents. 
IES 3%. of SBia «brs 0:6 b0's Solu del biorelas 649 10.8 
ie Bike 5:6g ea wine or albie® scaler 754 11.4 
er tied, eta acer. 64:6 ee We SP erer eee 794 12.0 
EEE tea ena ee 854 12.0 
sg, Sis cy etre eh er eae’ 936 15.0 
Re ere eee eee 1,002 15.0 
VIA GREAT NORTHERN RAILWAY 
Excess, 
United 
To Duluth, Minn. States over 
Freight Canada, 
From Montana points Distance rate per bushel per bushel 
Miles. Cents. Cents. 
ee ae ee De oe i ee ee 650 18.0 7.2 
se et alton waite wd b.0c8. oh%. 0% 750 20.4 9.0 
Lead eal oeiv. geieie 0:6 lose ott 797 21.6 9.6 
Ghee an to ne 0 6-6 06 856 22.5 10.5 
| * eer os Pe eee 933 23.7 8.7 
SE GG Ah alekde Sita ds ve ieia Salk 1,004 25.2 10.2 


The highest rate to the head of the Lakes from any ae 
in, western Canada, as shown in the 1922 report of the Grain 
Trade of Canada, is 17.4 cents per bushel from Athabasca, Alberta. 
From Calgary, Alberta, to Port Arthur, a distance of 1,339 miles, 
the rate is 15.6 cents per bushel. In the United States the rate 
from Teton, Mont., to Duluth, a distance of 1,004 miles, is 25.2 
cents, a difference of 9.6 cents in favor of the Canadian wheat 
grower of Calgary. 
hile the foregoing comparisons are not intended to represent 
the rates which apply to the average distances to the head 
of the Lakes from wheat regions on each side of the border, the 
comparisons nevertheless emphasize the inequality of freight 
rates in so far as they affect the wheat grower in Montana. 
Whether Montana wheat is exported to foreign markets or 
shipped to the te Bg, mills is not material, so far as its effect 
on the price received by the farmer is concerned. In either event 
the price paid to the Montana farmer is substantially the price 
at the Je teery markets at Duluth and Minneapolis, less the cost 
of handling and transportation from the country shipping point. 
It is of interest in this connection that while freight rates 
in the United States are still 45 per cent and more above the 1913 
level, Dominion rates from the western Provinces to Port Arthur 
are practically on a pre-war basis. In line with the policy of the 
United States, the Canadian freight rates were increased several 
times between 1916 and 1920. Beginning with January 1, 1921, 
however, reductions were made from time to time so that by July 
6, 1922, rates were only from 1 to 4 cents per hundred pounds in 
excess of the 1913 rates. The reduction made July 6, 1922 
amounted to in many cases from 9 to 11 cents per hundred pounds 
or a decrease of from 26 to 28 per cent. This reduction offsets in 
part the effect of the tariff duty imposed by the United States 
upon the importation of wheat. For example, at Scobey, Mont., 
wheat grown both in Canada and in the United States must pay 
22.5 cents per bushel freight to Duluth, while wheat from Regina, 
@ point on a Canadian railway 90 


miles farther from the head of 
the Lakes, pays only 12 cents to Port Arthur. 


Adding 3 cents for 
lake freight to Buffalo, the transportation charges on a bushel 
of wheat from Regina to Buffalo plus duty is 45 cents, whereas 
the transportation charges alone from Scobey amount to 25.5 
cents, leaving a differential against the Canadian grower at Re- 
gina of only 19.5 cents per bushel or 10.5 cents less than the tariff. 

In comparison with the central wheat-growing regions of the 
United States, Canada has an advantage in that the bulk of the 
Canadian wheat for export moves to the seaboard via the Great 
Lakes. This cheap water transportation for a good portion of the 
inland haul, together with the lower rail rates, brings many of 
the Canadian wheat growers nearer to Liverpool than the produc- 
ers of central Kansas. For example, the combined rate from 
Regina to Liverpool through New York amounts to 29 cents per 
bushel, whereas the combined rate from McPherson, Kans., to 
Liverpool through New Orleans or Galveston is 35.5 cents.* 

Argentine wheat, which must pay higher rail rates per mile, 
but only for a short distance, enjoys an advantage of approxi- 


mately 10 to 12 cents per bushel in the combined rail and ocean 
rate to Liverpool. 
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In the war period scarcity of shipping and high ocean rates 
placed the United States and Canada in very advantageous posi- 
tions for marketing wheat in Europe in competition with Argen- 
tina and Australia. This advantageous position was an important 
factor in stimulating a great expansion of the wheat production 
in Canada and in the United States, whereas Argentina and Aus- 
tralia reduced production because they could not advantageously 
sell the wheat. Since the war, keen competition among ocean 
carriers has reduced the rates so greniy that they are in most 
cases practically on a pre-war basis. This is encouraging a re- 
vival and expansion of production of wheat in Argentina and Aus- 
tralia. On the other hand, high railroad freight rates place the 
United States wheat growers in a position even less favorable, 
with respect to the European markets, than the position which 
they held before the war. 


A reduction of freight rates practically to the pre-war level 
would be necessary to place the United States in the pre-war posi- 
tion to compete with Canada in transportation costs to European 
markets. uch a reduction also would again place the Kansas 
farmer aproximately in the same position to compete with the 
Argentine farmer: that he held before the war. 

It is recognized that some railroads depend largely upon 
wheat for revenue. It seems evident, however, that in the long 
run such roads may profit by carrying wheat in a period of de- 
pression at little or no gh ce in order that agriculture may be 
maintained as a source of revenue in periods of prosperity. Low 
freight rates have aided in the settlement and development of a 
large part of the wheat growing regions. Low rates may be as 
necessary to maintain this development through re of de- 
pression as they were to secure the settlement and development. 

It is recognized also that a reduction of freight rates to pre- 
war levels would not raise the price of wheat sufficiently to give 
the wheat grower ss purchasing power. A reduction, how- 
ever, would contribute to an improvement in the situation and 
should be made without delay, to remain in effect until the prices 
of wheat are more nearly on a par with the prices of other prod- 
ucts. Economically it would seem wise to reduce the burden of 
freight rates upon low-priced commodities such as wheat, and to 


make up for the loss in revenue by increasing rates upon high- 
priced commodities. 


*These combined rates may vary from day to day on account 
of variations in lake and ocean rates. 


TEXANS PROTEST GRAIN RATES 


The Trafic World Washington Bureau 

Texas traffic men, both railroad and shipper, have laid 
before Secretary Weeks the facts, as they see them, of what 
has happened to Texas-ports in the matter of handling grain 
by reason of the breaking of the relationship, as they claim, 
between all-rail and the rail and barge line rates from St. 
Louis to New Orleans on grain. They put the facts before him 
with a view to having the relationship, that is, rail-and-barge 
rates 80 per cent of all-rail rates, restored. 

They suggested that the operation of the barge line on the 
theory that the government need not make a profit on the 
activities of that kind conducted by the war department meant 
higher rates for communities not able to obtain the benefit of 
the barge line’s operation. They said that railroads as far west 
as Colorado were affected by the cut in the rates announced 
by the government boats before the beginning of the last grain 
harvest. 

The delegation that called upon Mr. Weeks said it was inter- 
ested in seeing the barge line placed upon a sound financial 
and commercial basis. The position now permitted to the barge 
line, that of making rates on grain lower than the 80 per cent 
basis, they said, produced an unfair disadvantage to territory 
not adjacent to the river, which could only be maintained at 
the additional expense of the territory farther removed. They 
said that such shipping points as Dallas, Fort Worth and San 
Antonio would be required to pay their share to make up the 
revenue of the railroads depleted by the barge line taking traffic 
from them, which under the 80 per cent relationship would go, 
in part, to the railroads serving them and other Texas points. 

The railroad traffic men in the delegation pointed out that, 
if the rail lines met the barge line reduction, the situation would 
be where it began and that the barge line would have to make 
another reduction to regain the advantage it now has. They 
said the barge line, in view of its operating costs, probably 
could not make another reduction without creating a deficit 
in operation alone. They said the traffic taken by the barge 
line of this year’s crop caused a loss in revenue of the lines 
serving Galveston, Port Arthur, Texas City and Houston of 
about $7,000,000. 

The delegation consisted of Col. H. H. Haines, Houston, 
chairman of the committee in charge of the grain rate adjust 
ment of the Texas Industrial Traffic League; H. B. Cummins, 
assistant traffic manager of the Galveston Commercial Associa 
tion; F. B. Houghton, of the Atchison, Topeka & Santa Fe; 
George T. Atkins, freight traffic manager, Missouri-Kansas 
Texas; J. F. Holden, Kansas City Southern; and H. L. McLen 
nan, International-Great Northern. 


Cc. & E. |. BOND ISSUE 

The Chicago & Eastern Illinois has applied to the Com 
mission for authority to issue $2,605,300 of prior lien mortgae? 
5% per cent bonds, place them in the company’s treasury 
from time to time, to sell them at prices that will net applicaD 
not less than 95 per cent of par and accrued interest, or to use 
the bonds as collateral for temporary loans. The bonds = 
issued to reimburse the treasury for expenditures for ed D 
ment and additions and betterments. 
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Questions and Answers 


In this department will be answered questions of both legal and 
nature that confront persons dealing with traffic. A specialist 

on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
i tion of it. A traffic man of long experience 
uestions relat to practical traffic 

the place of traffic man but to 


t is reserved to refuse to answer in this department any 
a egal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 





Tariff interpretation—When General Application of Tariff Spe- 
cifically Requires that Individual Rate Item Shall Definitely 
“Except to” or Provide Against, the General Application in 
Order to Remove Such Rate Items from Scope of General 
Application, Such Exception Is Condition Precedent to Non- 
Application of General Rule 
North Carolina.—Question: Your answer to “Tennessee” on 

page 894 of your October 13 issue has been brought to our atten- 

tion. I note that you state that the commodity rates in J. J. 

Cottrell’s (agent) I. C. C. No. 359 are not subject to rule 34 of 

the classification, because the individual items stating the mini- 

mum weights are not specifically made subject to rule 34. 

I desire to call your attention to item 14 of the tariff in 
question, which specifically makes the commodity rates subject 
to the rules of the classification, including the graduation scale 
of minimum weights for cars exceeding 36 feet 6 inches in length, 
except as otherwise specifically provided in commodity de- 
scriptions, It will be noted that descriptions A-1 and A-64 are 
subject to the classification rules. 

Answer: In our answer to “Tennessee” we merely affirmed 
the interpretation which we made of a similar rule provided 
in Speiden’s I. C. C. 693, in The Traffic World of September 22. 
Briefly, our view is, that the general rule is so worded that 
reference made to the graduated scale of minimum weights can- 
not be separated from the base minima provided in the classifi- 
cation proper. Note the rule reads: “Minimum weight (includ- 
ing graduated scale of minima for cars over 36% feet in length.” 
This means that to use rule 34 of the classification it is also 
necessary to take the basic minima provided for the commodity 
in the claassification, and which commodity in the classification 
description refers to rule 34; that the rates in the individual 
commodity rate items of the commodity tariff are to be governed 
by the classification minimum weights (including the rule 34 
scale), “governing the class rates between the same points”’— 
unless the commodity rate item itself provides to the contrary; 
that it is not proper to read the classification minimum and rule 
64 into the commodity rate item, when the latter carries its own 
commodity minimum weight, for the reason that with the estab- 
lishment of a commodity minimum, the minimum weight (in- 
cluding rule 34) governing the “class” rates “between the same 
points” cannot be substituted for the minimum weight estab- 
lished in the commodity rate item. 

The general rule, “unless it is provided in connection with 
the individual rate item that such classification minimum weight 
and rules will not apply,” does not contemplate that items A-1 
and A-64 shall state in so many words: “Minimum weight 12,000 
pounds. Rule 34 not applicable in connection herewith,” or 
“Minimum weight 20,000 pounds. Rule 34 will not apply.” 

The general rule does not require that any such words shall 
be used. It merely provides that “unless it is provided in con- 
nection with” such rate, that the classification minimum will not 
apply. We take the position that when a specific commodity 
minimum is provided in connection with the commodity rate, and 
the item itself does not restrict the minimum to cars of any 
particular size, the minimum is applicable to cars of any size, 
and that the commodity minimum is very effective itself, and 
“exception” to thé rule in item 14, because the establishment 
of a commodity minimum is inconistent with use of the minimum 
governing the class rates between the same points, and is just 
one of the kind of provisions that the classification minimum 
will not apply, that item 14 requires. 

If item A-64, for instance, provided a rate on “chairs” at 
30c, with nothing said concerning the kind of chairs, the pack- 
ing requirements, or the minimum weights, then the packing 
requirements, descriptions, and minimum weight, including rule 
34, governing the class rates between the same points would all 
apply in connection with such rate..If item A-64 provided 
“upholstered chairs,” there would be no need of saying “tp- 
holstered chairs; the description on ‘chairs’ in the classification 
will not apply.” Item A-64 would very effectively provide by 
stating “upholstered” chairs, that the rate named does not apply 
to “stool chairs” as described in the classification. Similarly, 
if item A-64 provided “backs detached,” in bundles, or crates,” 
and if this were contrary to the classification description, it 
will not be argued that it is necessary to say in so many words 
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in item A-64 “Backs detached, in bundles, or crates; packing 
requirements in the classification will not govern.” 

Our view is the same argument will hold true in connection 
with minimum weights. If a commodity rate carries with it a 
commodity minimum of 30,000 pounds, and the classification 
minimum is 20,000 pounds, subject to rule 34, it is not necessary 
to state in the commodity rate item. “Minimum weight 30,000 
pounds, classification minimum, including rule 34, will not gov- 
ern.” It is stated by “positive” as distinguished from “negative” 
application, that the classification minimum and its appendages. 
and accessories such as rule 34, will not apply. 

We have noticed many commodity tariffs providing clauses: 
on title page similar to this: “Lime and Cement—minimum 
weight 40,000 pounds.” Immediately under this is found “Gov-. 
erned, except as otherwise provided herein, by Western Classifi-. 
cation No. 56,” etc. 

We have never yet met anyone who would contend that the 
commodity minimum of 40,000 pounds was subject to rule 34,. 
merely because the clause failed to read: “Lime and Cement—. 
Minimum weight 40,000 pounds. Rule 34 of classification will! 
not govern’ The general acceptance of the terms of such tar- 
iffs is that the establishment of the commodity rate removes: 
the application of the class rate, and no one will seriously con-. 
tend that the rate and minimum are separate things, to be con- 
sidered independently of each other, in this sense. Yet we must 
recognize that the entire commodity tariff “except as otherwise 
provided therein” is governed by the classification and every- 
thing contained therein consistent with its application to the 
commodity tariff. Apparently it is inconsistent to construe the 
commodity tariff to the effect that reference to the classificatiom 
will amend, or otherwise affect the commodity minimum therein 
established. 

We see absolutely no distinction on principle between ex- 
ample above given, on the one hand, and the rule in the Southern 
tariffs under question, on the other hand. Both are general 
provisions applicable to the entire tariffs they govern, unless 
there are specific exceptions or provisions to the contrary, It 
should be noted that exceptions and provisions may be just as: 
effectively incorporated in the commodity rate item by providing 
things inconsistent with the general application, as by publishing. 
words or phrases of a negative character. 


Tariff Interpretation—Intermediate Application. A Rate Apply- 
ing to a Certain Point May Be Unrestricted as to Routing 
When that Point Is Made the “Destination” of Shipments. 
Yet When It Is Sought to Be Applied at an Intermediate 
Point the Same Rate to the Named Point May Be Re- 
stricted as to Routing, so as to Exclude Unnamed Points 
on Some Routes from Being Directly Intermediate 
Ohio.—Question: Boyd’s Tariff I. C. C. 1166 publishes 2 

36c carload rate applicable on petroleum products from Okla- 

homa and Kansas to Hartsdale, Ind., a destination on the N. Y. 

C.; Maynard, Ind., and Bernice, Ill., on the Penna.; Gary, Ind. 

on the Wabash, and B. & O., without restriction in the tariff 

as to routing shipments via routes east of the Illinois-Indiana 
state line other than as some claim is prohibited in exceptions 


for the intermediate application of rates as shown in item 18: 
of the same tariff and reads as follows: 


{ 
Intermediate Application of Rates: Rates to more distant points: 


on destination line will apply to all directly intermediate points not. 
shown herein (see exceptions below). 

Exception: Rates named in tariff, or as amended, to stations in 
Illinois; also to stations in Indiana, including stations within the 
switching limits of Chicago; will not apply via any route east of the 
Illinois-Indiana state line, except as follows: Rates named in tariff, 
or as amended, will apply on shipments destined to points on the 
N. Y. C., which are specifically provided for herein, or on shipments to 
points reached via that line routed through junctions Danville, Il. 
and north thereof, or through junctions west of Schneider, II. 


It is our contention that item 18, covering the intermediate 
application of rates, has reference only to the application of 
rates to intermediate points not named in the tariff and does 
not prohibit the application of rates to points in Illinois and 
Indiana specifiaclly named in the tariff via routes east of the 
Illinois-Indiana state line. 

Answer: This rule primarily purports to establish a basis 
for determining rates at directly intermediate points “not shown 
in the tariff. It commences by extending the application of 
rates published at “more distant points” to “points not shown 
in tariff. It is seen, therefore, that the rate shown to “Bernice, 
Ill.,” for example, is duofold in character. It hag an individual 
application with routing privileges as applied to shipments 
consigned direct from origin to Bernice. It has a separate aD- 
plication when it is used as the rate at some other point. Wher 
used for the latter purpose it has a different routing applica- 
tion. In the first case, where Bernice is the destination of @ 
through shipment, ‘the routing is unrestricted. “The Bernice rate. 
application with Bernice as destination, is therefore “wide 
open.” But in order to avoid publication of a rate at Brace 
ville, Ill. (local point on the C. & A.), for example, it is com 
venient to insert a provision that the Bernice (or “more distant 
point”) rate will apply. By this method the carrier has estab- 
lished a rate at Braceville. He has made the rate at Braceville 
the same as that applying to Bernice. But has he also acco 
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WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 


Paying Freight Without Know- 
ing Whether Your Freight Rates 
and Routing are Right, is Bad and 
Expensive Business. 


A Wetzel Tariff File is 
necessary for your traffic 
man to get the right tariff 
at the right time. 


Write us for information. 





P. A. Wetzel Company 


A Stack of Wetzel Drop Front Tariff File Sections Manufacturers 
(Measuring outside 45 inches wide, 5734 inches high and 13 inches deep) SPRINGFIELD, ILLINOI Ss 
This outfit can be obtained with the same sized drawers throughout 


Start with any number of sections and build up as your requirements grow. 


PORT OF SEATTLE 
HARBOR FACILITIES 


The Port of Seattle facilities for storage and distribution are unex- 
celled in the Pacific Northwest. 













The waterside warehouses and cold storage plants are located in the 
rear of the transit shed. 


The terminals are served by all trans-continental rail lines. 


The terminals are served by over 1,000,000 dollars worth of me- 
chanical handling equipment. 


The coordination of these shipping facilities makes for despatch in 
handling shipments and lowers terminal distribution costs. 


The Port of Seattle docks and warehouses are located, constructed and 
equipped so that the shipper gets satisfactory service at a minimum cost. 


Write Traffic Department 


iy Mee Mao. ste. PORT OF SEATTLE, Seattle, Washington 
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Braceville the same routing privileges as he has Bernice? 
There is nothing in the tariff which provides to the contrary. 
But suppose that when the Bernice rate was made applicable 
at Braceville, a provision was included thus: “Bernice rates 
will apply at Braceville, but the rate to Braceville will not apply 
via routes east of the Illinois-Indiana state line.” The situation 
would be in effect the same as is provided in the rule under 
controversy. This rule provides that for constructing rates at 
intermediate points the Bernice rate (as applied at intermediate 
points) is not applicable via routes east of the Illinois-Indiana 
state line. This means, therefore, as we construe it, that 
Morrocco, Ind, (local N. Y. C. station), cannot take the Bernice 
rate, although geographically intermediate to Bernice, The Ber- 
nice rate as extended to intermediate points is not open for 
application via the N. Y. C. east of the Illinois-Indiana state line 
south of Schneider. The Bernice rate as applied to Bernice as 
a destination point is unrestricted. 

The restriction as to routing seems to be connected only 
with rates to unnamed stations, for the restriction appears only 
as an exception to the basis for constructing rates to such un- 
named stations. 


Weighing and Reweighing Carload Shipments 

Texas.—Question: We frequently buy our billets, bars and 
shaftings from steel concerns and price is based on weight. 
Some of these concerns have weight agreements with the car- 
riers and frequently shipments reach here without being scaled. 
As the weights are based on railroad scale weights, we think 
we are entitled to a scaling in transit. However, the carriers 
take issue with us on this. We are not parties to any weight 
agreement and feel as if we are entitled to a scaling in transit. 
In the event you agree with us, kindly give us the authority, 
etc., for scaling in transit. 

Answer: The Uniform Code of Weighing and Reweighing 
Rules provide that “unless otherwise provided by classification 
or tariffs, freight charges should be assessed on weights ob- 
tained on scales of the railroads or scales under the jurisdiction 
of * * * official railway weighing and inspection bureaus, 
except where shipments are handled under weight agreement 
under supervision of the official weighing and inspection bu- 
reaus (see item 15-A, supplement 15, St. L. S. W. of Texas, 
I, C. C. 3374), 


The effect of a weight agreement in such cases as this 
is to give the shipper’s private scales the status of a railroad 
scale, and to enable the shipper to determine his own weights, 
thus relieving the carrier of that burden. The carrier uses 
these weights for assessing freight charges, just as if the car 
was weighed on its own scales. The private scales under the 
agreement as supervised by a representative of the carrier. 
The effect is that the carrier, even though obtaining its billing 
weights from a privately owned scale, is assessing charges on 
its own weights. This is why the carrier objects to weighing 
the car along the route to destination. Your charges may thus 
be said to be based on official railroad weights. 


Attention is directed, however, te the fact that you are en- 
titled to have charges assessed on the correct basis no matter 
on whose scales weights were ascertained. The uniform rules 
provide that cars may be reweighed “when request is made 
by consignor or consignee for the reweighing of the car, such 
reweighing shall be done, whenever practicable, the care to be 
weighed again if necessary” (see item 25, St. L. S. W. of Texas 
I, C. C. 3374). Item 45 of this tariff carries the uniform rule 
that when weights are obtained for the assessment of freight 
charges no charge will be made for weighing or reweighing. 
If a change is made in the billed weight, due to error discovered 
in the reweight, no charge will be made by the carrier for this 
service, but if the reweighing reveals no error, over and above 
the prescribed tolerance, the consignee or consignor requesting 
the reweight must pay $2.25 per car for the service. 


From the above you will see that you may have your cars 
reweighed if desired, but if the reweighing does not result in 
a change of the billed weights ascertained at point of origin, 
you will have to pay for the reweighing service. 


Tariff Interpretation—IiIntermediate Application. Unless Other- 
wise Restricted, the Term “Routes” or “Line” Will Embrace 
Both Local and Joint “Lines” or ‘Routes” : 
Minnesota.—Question: Countiss tariff 28-E, at index 3763, 

mames a rate of 59c from Spokane rate points on the Great 

Northern, route 7, and on the Northern Pacific, route 17, via 

Minnesota Transfer, C. M. & St. P. to St. Louis Park, Minn. 
To Minnesota Transfer index 9315 via the Northern Pacific 

route 17, 59c, and Minnesota Transfer index 5676, 59c via the 

Great Northern route 7. 

The route through Minnesota Transfer and the C. M. & St. 

P. to St. Louis Park is directly through the heart of Minneapolis, 

to which point there are direct rates via the above mentioned 

lines, but not via Minnesota Transfer, thence C. M. & St. P. 
Item 4, page 91, of tariff 28-E, provides: 


Directly intermediate stations (Minneapolis) not shown in tariff 
via route specified, but located between points to which rates are 
provided (St. Louis Park), will take rates published to more distant 
stations (St. Louis Park). 
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It is our contention that shipments to points opposite 
which are shoown route 7 and 17, when routed Great Northern 
and Northern Pacific, respectively, to Minnesota Transfer, 
thence C. M. & St. P. to Minneapolis, shall be charged at a 
rate no higher than published in that tariff to St. Louis Park, 


Answer: We have noted that the rates from Great Northern 
and Northern Pacific points to both Minneapolis and Minnesota 
Transfer apply locally via those lines, and that an individual 
route is ‘specified” in each case. Likewise, there is a specific 
route “specified” to St. Louis Park, Minn., and shipments con. 
signed to the latter point would pass directly through Minne. 
apolis, as a station on the C, M. & St. P. There are both “local” 
and “joint” rates “specified” in the above tariff. The rule on 
page 91 merely provides that if a station “not shown in tariff 
via a route specified” is located between two stations provided 
with a rate, etc., then the rate at the more distant station will 
apply. The rule does not indicate whether the framer thereof 
had in mind “local” or “joint” routes. If we read the rule as 
applying to “local” routes only, then we would have a rate 
published to Minneapolis via a “specified” “local’’ route, and 
the rule would apply only to unnamed stations directly inter- 
mediate on the Northern Pacific or Great Northern. But we 
cannot place such a narrow construction on the language used 
in the rule, for the term “routes” is broad enough to embrace 
both local and joint routes. 4 

It cannot be contended properly, we think, that Minnesota 
Transfer is not on the route “specified” to St. Louis Park, and 
the same is true of Minneapolis. Minneapolis is a station “di- 
rectly intermediate” “not shown in tariff via routing specified” 
to St. Louis Park. It is between two points on the St. Louis 
Park route, however, each of which is provided with the 59 
rate. What more does item 4 require in order to apply the 
intermediate rule to a point on St. Louis Park route which is 
not via that route provided with a rate? 

The Interstate Commerce Commission has ruled that in 
those instances where the intermediate rule provides for rates 
to the next more distant station to be applied at the unnamed 
intermediate point on the “same line or route,” this term in- 
cludes that part of the route formed by the connecting line as 
well as the local or originating road. 

The phrase in item 4 reading “not shown in tariff’ does 
not mean that Minneapolis must be entirely absent from the 
tariff in order to bring it under the intermediate provision, 
because the quoted phrase is modified by the following phrase, 
“via routes specified.’ We construe the entire phrasing to 
mean “stations not shown on a particular route,” or “not shown 
in tariiff via a particular route.” 

Damages—Measure of 

Connecticut.—Question: Under date of August 22 and 23, 
1923, we made a shipment to a customer in San Francisco and 
one in Los Angeles via the N. Y. N. H. & H. R. R. Co., care of 
American-Hawaiian Steamship Company. While the terminal 
company was floating the cars across to Brooklyn the float 
carrying the car that contained these shipments sank in East 
River. We filed a claim against the N. Y. N. H. & H. RR. 
Company under date of September 13. Under date of October 
4 the claim department of the railroad company turned all pa- 
pers supporting our claim over to the terminal company. Under 
date of November 15 we received checks to cover the loss of 
these two shipments, less 3 per cent discount. 


We contend that they are not entitled to this discount, as 
the terms on these particular invoices, dated August 22 and 
23, the days the shipments were forwarded, were 3 per cent 
10th prox., which entitles the customer to 3 per cent as a pre 
mium for cash on the 10th prox. As the invoices were due 
on September 10, we fail to see how they are entitled to 4 
discount of 3 per cent at such a late date as November 15. 


They advance the argument that the value of the merchal- 
dise on arrival at destination would be the invoice less 3 per 
cent. The merchandise was subject to a discount of 3 pe 
cent up to and including September 10, and not any later date. 

Kindly let us know if there is any court ruling on any 
similar case and also your opinion on the matter. 


Answer: In insisting upon deducting from the amount of 
your claim the 3 per cent discount, the carrier is, in our opinion, 
basing the amount of damages on a contingency which might 
or might not have happened, i. e., the payment of the invoice 
on or before September 10, the loss of the goods through its 
negligence being the proximate cause of the uncertainty which 
exists as to the time when payment of the invoice would havé 
been made. , 
Track Storage Charges on Private Tank Cars Held on Private 

Tracks Where Use Thereof Is Reserved by Carrier 

Pennsylvania.—Question: A certain railroad company B 
the East has endeavored to collect penalty storage charges on 
loaded tank cars of gasoline, while standing on a siding leas 
by the owner of the tank car. the 

The carrier’s contention is that, in view of the clause in P 
siding lease reserving their right to use the siding whet - 
occupied by cars of the lessee, they are entitled under > 
A. R. A. rules governing storage charges to bill the less 
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Railroads Completely Regulated 


The Santa Fe says efficient transportation to meet growing needs of country 


is possible under existing Governmental regulation. 


Farmers and business 


men asked to exercise their influence in giving Transportation Act a fair trial. 


The vigor of our national life absolutely depends 
upon transportation, primarily the railroads. To 
insure that all important functions of the railroads are 
discharged in an orderly and dependable manner the 
Government has undertaken to regulate them in the 
following particulars: 


1. A Government Commission determines freight 
and passenger rates. 


2. A Government Commission determines what is a 
“fair return’ on the value of property used for transpor- 
tation purposes, but does not guarantee any return. 


3. A Government Commission determines the above 
value of transportation property. 


4. A Government Board determines wages and 
working conditions in case of dispute between railroad 
employer and employe. 


5. A Government Commission determines whether 
or not a railroad may issue its stock and bonds. 


6. A Government Commission has determined how 
all railroad accounts are to be kept. 


7. A Government Commission determines whether 
or not a railroad line may be built or abandoned, leased, 
sold or merged with any other line. 


8. Any and every form of discrimination is pro- 


hibited by law. 


9. A Government Comanbedens prescribes safety 
methods and appliances and makes constant inspec- 
tion for any failure to observe its requirements. 


There are duties devolving upon the people to see 
that the railroads are given fair treatment by the Com- 


mission and Boards to whom has been delegated the task 


of exercising the overwhelming control described above, 
and that the provisions for such control are not lightly 
tampered with nor changed until some clear need for 
change appears. With such treatment assured the rail- 
roads can and will grow in capacity and efficiency to 
meet all the needs of our country, and health and vigor 
will be assured to our great national industries, such as 
farming, manufacturing, mining and commerce. 


W. B. STOREY, President 
The Atchison, Topeka & Santa Fe Railway System 


THE LOGICAL ROUTE 
Through Los pe Harbor 


With its millions of dollars worth of waterfront improvements and with its thousands of feet of wharves of 
which more than 15,000 feet are owned by the city, the Harbor of Los Angeles offers manufacturers and 
traders a gateway to and from world ports that is unequalled in the great Pacific Southwest. 


The City of Los Angeles owns and operates eight transit sheds having a uniform width of 100 feet and a com- 


bined length of 6,000 feet. 


The entire waterfront is served on equal terms by the Santa Fe, Southern Pacific, Union Pacific and Pacific 
Electric Railway Companies through the Municipal Terminal System which has approximately 25 miles of 


trackage. 


Fifty-five steamship services reach from the Harbor of Los Angeles to more than 100 world markets. 


For these reasons and many others, DIRECT YOUR SHIPMENTS VIA THE LOGICAL ROUTE. 


Write at once for a free illustrated book 
and port maps giving complete informa- 
* tion on the port facilities and charges. 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, U. S. A. 
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penalty storage charges at $2 per day. Kindly let us have your 
opinion. 

Answer: This matter is covered by the Commission’s opin- 
ion in Docket 11962, Western Petroleum Refiners’ Association 
vs, A, & R. R, R. Co., 66 I. C. C. 58, in which case the Commis- 
sion held that the maintenance of track-storage charges on 
gasoline and other articles requiring inflammable placards un- 
der regulations prescribed by the Commission, when held in 
tank cars on private track where the ownership of the tracks 
and the cars is the same is not unreasonable or otherwise un- 
lawful where the private tracks are described as “Railroad 
_ Premises” in a rule of the carrier’s tariffs. 


GREAT NORTHERN VALUATION 


The Trafic World Washington Bureau 


A basis for ascertaining the value of the Great Northern 
and for making rates thereon was placed before the Commis- 
sion by the officials of that road in a hearing begun December 
11. The officials deputed to lay the Company’s view before the 
Commission were Ralph Budd, president; C. O. Jenks and W. P. 
Kenney, vice-presidents and G. H. ‘Hess, Jr., comptroller. The 
officials mentioned interrupted the hearing on the engineering 
features of the case which had been going on for about six 
weeks 

It was suggested that railway rates should be equal to what 
it would cost the shippers, as a group to perform the service for 
themselves, that is a rate level which would be necessary in 
order to induce a new company to enter the field and furnish 
service if the existing road were not there. The point was made 
that the cost of duplicating the service would include the cost 
of obtaining the necessary capital, that is of paying the com- 
missions and the going rates of interest to cover the cost of 
reproducing the plant now or of building an equally serviceable 
one. Under such a method of rate-making,. Mr. Budd figured 
the present cost of reproducing the road would have to be used, 
not as a measure of value of the road, but as a direct factor 
in fixing its rates. Shippers along the Great Northern, it was 
contended, if without a railroad, would demand the construc- 
tion of one, even at present prices; and that they could and 
would pay rates sufficient to pay interest on the present cost 
of such a road rather than go without one. On that basis it 
was figured that present rates were 15 per cent under what they 
should be to cover present cost of construction. 

The comptroller figures showed a value of the property 
$143,000,000 in excess of outstanding stocks and bonds. It was 
contended the Commission should therefore make a finding that 
the Great Northern was under-capitalized and that the property 
had a value substantially in excess of the amount of the under- 
capitalization, the ownership of which, however, was repre- 
sented by the stocks and bonds of the Great Northern. 


SMITH HEADS CUBAN VOTING TRUST 


The Trafic World New York Bureau 


A. H. Smith, president of the New York Central, has been 
selected head of a voting trust for a period of twelve years as 
the first step in the consolidation of the public railroads of 
Cuba under the new Tarafa law. The Old Colony Trust Com- 
pany, of Boston, is to be trustee. The trust will hold the en- 
tire common stock of the Cuba Railroad, two-thirds of the com- 
mon and all of the preferred of the Cuba Northern Railroad, 
and all the stock of the Camaquey & Neuvitas Railway. 

Other trustees are H. S. Rubens, president of the U. S. In- 
dustrial Alcohol Co.; Col. J. M. Tarafa, president of the Cuba 
Northern Railway and author of the consolidation law; H. C. 
Lakin, president of the Cuba Railroad, and Guy W. Currier 
of Boston. The trustées are authorized to proceed with the 
consolidation whenever they consider it expedient. 

Col. Tarafa has been in New York for the last several days. 
Beyond the bare outline of the trust proceedings, he would not 
discuss details at this time. Approval by the stockholders of 
the constituent railroads is necessary before the consolidation 
can be effected, but no difficulty is expected. The voting trust 
will permit unified operation of the three railroads having a 
mileage of 1,000 and serving important American as well as 
Cuban interests. 


RECLAIM IS COMPENSATION 


The Trafic World Washington Bureau 

A board of compensation. referees, composed of Daniel W. 
Knowlton, George M. Curtis and Seely Dunn, has dismissed 
the compensation claim of the Silverton Northern Railway 
Company against the Director-General, on a finding that the 
short line had no claim for compensation and that therefore 
ithe board was not authorized to hear the railroad any farther 
That finding was based on the fact that on February 4, 1920, 
just before the return of the railroads to their owners, the 
short line signed an agreement waiving all claims against the 
United States arising out of federal control, in consideration 
of a grant to it by the Director-General of two days’ free time 
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on cars furnished by the Denver & Rio Grande. Under that 
agreement the Silverton reclaimed $2,397 it had paid as per 
diem for the use of cars furnished by the Denver & Rio Grande, 

The little road claimed, in effect, that it signed the agree 
ment under duress, and that it was not intended to cover the 
question of compensation for the period its property iwas in 
the possession of the government. It asserted that it was enti. 
tled to free time or reclaim of per diem; that it had five dayyg 
free time before federal control and that when the property 
was relinquished in June, 1918, it declined to sign the so-calleg 
co-operative short line contract and did not assent to the per 
diem agreement until it needed the money. 

The referees held there was freedom of action and not a 
case of “sign or go bankrupt” in the relations between the 
Director-General and the short line. They also held they had 
jurisdiction over all the questions relating to the claim. The 
claimant contended they should go ahead and find the amount 
that would have constituted just compensation and that de. 
termination of the legal effect of the document signed in Feb. 
ruary, 1920, was not among the board’s powers. 


PAYMENTS TO RAILROADS 


Payments to railroads under the transportation act up to 
the end of November amounted to $893,984,588.76, accord:ng to 
the monthly statement issued by the Treasury Department. Of 
the total, $147,862,592.41 has been repaid on loans made from the 
$300,000,000 revolving fund, making the net payments $702; 
046,514.17, Total payments on account of reimbursement of 
deficits amounted to $8,290,133.55; on account of the guaranty, 
$501,818,306.03; and on account of loans, $339,800,667.  Pay- 
ments made in November were reported as follows: 


Section 204: 


Pee Comised TR WAe oc ico ioc 60 sib Slviiie sive de'e $ 9,136.52 

Py TOT) POPP CO. «o/c icc cress rece nb eves 7,499.00 

Mineral Point & Northern Railway Co............ 12,222.99 

Penn Yan & Lake Shore Railway, Receiver....... 2,204.23 

Thornton & Alexandria Railway Co.............. 10,056.00 
Section 209: 

Evansville & Indianapolis R. R. Co..............- 228,594.35 


Glenmora & Western Railway Co 
WEOMO Ge TM PRMTITOER CO. oo ci ceccccccccccccvees A 
EGE THOME HAULER CO. oo ecccccicccevccssovees 1,178,990.54 
Midland Railway, Receiver 
Monson Railroad Co 


Ce | 


a 


iste SOK oresfoted 9k «03 Bia @:'b: teins ei eeu Gaseecece 268.58 

Morenci Southern Railway Co. ..i...cccccsccscces 19,380.92 

Penn Yan & Lake Shore Railway Receiver........ 1,631.66 

Randolph & Cumberland Railway Co., -Receiver... 2,788.09 
Section 210: 

Seaboard Air Line Raiwaly Co..........ccccccccs 350,000.00 


PONIES. Gah 9.0: sbnws.ovalnrateve cererarsistantstaVevaenal- ands eieiaxecoadiciotaee $1,829, 420.87 


DENIES STALEY APPLICATION 


The Commission has denied the application of the Staley 
System of Electrified Railway, an Arizona corporation, for 
authority to construct and operate an electrified system of 
railway in Arizona, New Mexico, Colorado, California ani 
Mexico, embracing a total of 1,307 miles of line, the estimated 
cost of the entire 1,307 miles having been $76,024,236. It was 
estimated that the power system would cost $26,866,000; equip 
ment, $30,014,000, and general and miscellaneous expenses wert 
listed as $1,500,000. 

The Southern Pacific and the Santa Fe protested against 
the granting of the application and the California commissio 
submitted an adverse recommendation as to the proposed lines 
in California. 

The applicant proposed to finance the project by the sale 
of common stock at not less than par and eight per ceil 
cumulative preferred stock at not less than 105 net. It said 
subscriptions for $20,000,000 of each class of stock hgd bea 
obtained, and that they were payable on call of the board of 
directors, but the Commission said the applicant was unwilling 
to disclose for the record the identity of the subscribers. 

The Commission said it regarded the applicant’s estimates 
of revenues as excessive, and that the estimate of trafit 
“assumes an increase in population and an expansion of indus 


try not justified by the experience of other railroads operating 
in the same territory.” 


RATE ON NEWSPRINT PAPER 


An attack on the rate on newsprint paper from Thorold, 
Ontario, to New York was made at the hearing in Docket No 
15034, Ontario Paper Company vs. Canadian National Railways 
et al., before Exanfiner Donnally, December 11, at Chicag0. 
The complainant, a subsidiary paper mill of the Chicago Tribute 
alleged that the rate was unreasonable. An elaborate ralé 
study was introduced by E. M. Antrim, traffic manager fo 
the Tribune. He said the rate was out of line with the usu#l 
basis of 80 per ‘cent of sixth class, in effect génerally on ts 
commodity, as well as being out of line when compared wit 
rates on other commodities over the same route. 

He was followed by H. C. Martin, general freight trafii 
manager for the Canadian National, on whose line this 
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THE KANSAS CITY 
SOUTHERN RAILWAY 


_In April of this year the Kansas City Southern, with other principal railroads of the 
United States comprising ninety-three per cent of the total mileage, promised they would 
do certain things to accomplish the handling of the transportation business of the country 


by making strenuous effort to efficiently serve the needs of the Nation in a transportation 
way. The things promised were as follows: 








1. Equipment Repairs: 3. Work with shippers to increase the ton- 
Repairing of cars so that not over ° nage loaded in each car: 
five per cent of the cars owned should Objective—thirty tons per car by 
be in unserviceable condition by Octo- October 1, 1923. 
ber 1, 1923. 4, 





Storage of coal so that largest possible 








we : number of coal cars might be available 
Repairing locomotives so that not for commercial coal after October 1, 

over fifteen per cent should be in un- 1923. 

= condition by October 1, 5. Purchase of new equipment—Locomo- 





tives and Cars. 





2. Increase of Miles per Car per Day: 6. The establishment of advisory boards 
Objective—thirty miles per car per composed of shippers and railway of- 
day by October 1, 1923. ficers. 






All of the railroad companies referred to above have made a report on all these con- 


ditions up to October 1st and it is with pleasure that I report to our patrons what the Kan- 
sas City Southern has done to fulfill these promises: 
































All Class I Kansas City 
1. Equipment Repairs: Roads Southern 
Cars awaiting and undergoing repairs..... 6.7% 4.8% 
Locomotives awaiting and undergoing heavy 
PD neds ey ew idle eGekne bb os yiabeee 13.7% 9.2% 
FE ee Bioko in od octewepavbeses 29.2 40.1 
3. Average tons per loaded car................ 27.8 26.5 
4, Storage of Coal in piles................ tons 15,605,415 tons 14,571 
5. Authorized Purchase of Equipment, Additional Tracks, Shops and Other 
Facilities: 
7 The Kansas City Southern Railway Company: Per Mile Per $1,000 
of Road of Gross 
Classification Amount Operated Revenue 
IY 5 0:5 0:5 oaiion ade ww nici Bicveiate str GRlGOee $ 956,000 $1,134.05 $ 46.95 
Pe BO GID nig 0 ov ccccccccveseeceses 1,540,000 1,826.81 75.63 
PORSE MCE. TUG CONG eo. 6.6:0.050 0-010, clersieule Side 21,000 24.91 1.03 
Other Rolling Stock and Floating Equipment 30,400 36.06 1.50 
Additional Track (including Rail and Tie 
Fastenings and Other Track Material)... 442,000 524.31 21.71 
RE NI 5 5 Seals sos 6:5s evetecainrereyerelotdivia oe 4n'oce 26,000 30.84 1.28 
PR er ree 163,000 193.36 8.00 
Shops and Enginehouses (including Machinery 
a hn he anh aiding 6: i-scek eins to a 519,000 615.66 25.49 
All Other Improvements...............206. 1,224,000 1,451.96 60.11 
Total, Kansas City Southern.......... $4,921,400 $5,837.96 $241.70 
Total, All Class I Roads............ 1,303,000,000 5,578.48 231.96 
















It will be noted that the Kansas City Southern has done its full share in the expenditure of money to increase 
its ability to take care of the needs of its patrons, and such expenditure amounting to nearly five million dollars . 
means improved service to its patrons in its own territory, which might not have been accomplished if the line 


of the Kansas City Southern had been consolidated with some greater system whose needs may have diverted 
this amount to some other territory. 


6. Formation of Advisory Boards. 


i he railroads _and shippers have established advisory boards, those located in the Kansas City Southern 
district being at Kansas City, Missouri, and Dallas, Texas. These committees have served their purpose well 


and have aided the railroads in accomplishing the desired result in furnishing sufficient and satisfactory 
transportation to all shippers. 










It is hoped that the people whom we serve will carefully read this statement and notify 
their representatives in Congress of the things this ‘company is trying to do to give its 
patrons adequate and efficient transportation, with the suggestion that we be left alone to 
work out our own salvation with the help of those whom we serve. 


J. A. EDSON, President. 
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originates. He said it had offered to make a reduction to 31 
cents in 1921 and was willing to make a 10 per cent greater 
reduction today, but that the other carriers on this traffic were 
not willing to join in the reduction, thus preventing it from 
making the cut effective. 

Harry Wilson, chairman of the freight traffic committee of 
the Trunk Line Association, testified in opposition to the re- 
duction, pointing out that the traffic moved over less than ten 
miles of the Canadian lines. He contended that the rate was 
reasonable and in line with similar rates, adding that, if it 
was reduced, a general reduction of other newsprint rates 
would follow. He also pointed out that in estimating and com- 
paring the rate it should be considered that there is a charge 
of 8% cents a hundred for harbor services in New York, which 
must be considered in all rates at that point. He added that 
they wished also to protect American manufacturers. 


RATES ON PECANS 


An attack on the carload rates on pecans, from points in 
southwestern territory, Florida, Georgia and Mississippi, to St. 
Louis and Chicago, was made at the hearing of Docket 15271, 
R. E. Funsten Co. et al. vs. Alabama Vicksburg et al. The 
hearing was begun before Examiner Donnally at Chicago, De- 
cember 10, and was resumed and completed on December 13. The 
complainant and the interveners, who represent most of the 
carload shippers of this commodity in the middle west, alleged 
that the existing rate on pecans in carloads should be no higher 
than the current rate on peanuts and ask for reduced rates and 
reparations. 

In the testimony of the principal witness, Fred Becker, of 
the United Fig & Date Company, the rates were attacked as being 
too high in and of themselves. It was pointed out when com- 
pariscns were made with peanuts that that commodity moved 
shelled, while the pecans moved not shelled, thus making the 
shipping values about the same. It was claimed that there was 
a 60 per cent wastage in the shelling process, which on pecans 
is completed at St. Louis or Chicago. It was also claimed by 
several witnesses that the two nuts are in substantial competi- 
tion and that, as shipped, peanuts were the more perishable 
commodity and required better equipment for their movement. 
It was also pointed out that both commodities took the same 
rating, fourth class, except where commodity rates such as those 
under attack applied. 

The carriers contended in the testimony of B. F. E. Marsh, 
assistant general freight agent for the Santa Fe, at Topeka, G. 
L. Oliver, general freight agent for the Fort Smith & Western; 
G. A. Ryser of the traffic department of the M. K. & T., and 
F. H. Erhart of the general freight department of the Illinois 
Central, that the rates under attack were just and reasonable in 
comparison with rates on pecans from the origin points in ques- 
tion to other destinations and in comparison with rates on sim- 
ilar commodities. It was also contended by the carriers that 
peanuts were entitled to a lower rate because they were in effect 
comparable with grain, while pecans being a higher class food 
commodity should carry the higher rate. The difference in the 
retail prices of the commodities was stressed by the carrier wit- 
nesses. It was also maintained by the carriers that the rev- 
enue yield on the attacked rates was normal. 


VIRGINIAN APPLICATION APPROVED 


The Traffic World Washington Bureau 


In a report on further hearing on the application of the 
Virginian to extend its line to land owned by the Pocahontas 
Fuel Company, in Wyoming County, West Virginia, the Com- 
mission has reversed the adverse decision of June 25 last, and 
granted the application. The extension will be 1.19 miles long. 
Denial was based on the ground that the Virginian had not 
been able to supply existing demands for coal cars. The carrier 
showed that that inability arose out of the extraordinary de- 
mands for its coal cars caused by the coal strike and the dis- 
abling of its cars by the shopmen’s strike. 


WRAPPING PAPER RATE ATTACKED 


Reparations on shipments of ten carloads of wrapping 
paper, shipped in 1918, from International Falls, Minn., to 
Chicago, was sought in the consolidated hearing of Dockets 
No. 14376, Seeman Paper Company vs. Director-General, and 
No. 14443, Minnesota and Ontario Paper Company vs, Director- 
General. The hearing was before Examiner Donnally at Chi- 
cago, December 12. 

The complainants alleged that the rate charged,*of 48.5 
cents, was unjustly discriminatory in that it exceeded the rate 
of 20 cents then in effect on newsprint paper. R, J. Henderson, 
transportation agent for the Minnesota and Ontario Paper 
Company, testified that the plant at International Falls had 
begun the manufacture of wrapping paper in 1918 under the 
supposition that the rate applicable on newsprint would also be 
applicable on wrapping paper, but that, when the first ship- 
ments moved, they were charged the joint rate as complained 
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of instead of the newsprint rate of 20 cents, which was later 
applied. 

He testified that in the three groups of paper mills, Fox 
River, north Wisconsin and Minnesota, the same rate was gen- 
erally applicable to both wrapping and newsprint paper. He 
made rate comparisons with other low-grade, heavy-loading com- 
modities, and maintained that the same transportation service 
was required on newsprint as on wrapping paper. 

Representatives of the Director-General maintained that the 
rate charged was reasonable for the service performed and 
that the car-mile earnings yielded were not abnormal. The rate 
in effect on newsprint, it was said, was a depressed rate and 
decisions of the Commission were cited to show that a higher 
rate was justified on wrapping paper than on newsprint. 


UTILITIES OPPOSE DEPRECIATION 


The Trafic World Washington Bureau 


Utility companies have intervened in No. 15100 in which the 
Commission’s depreciation section made suggestions as to de- 
preciation reserves to be set up by steam railroads, in opposi- 
tion to the Commission requiring the carriers to charge de- 
preciation in such way as to reduce their net railway operating 
income. Briefs on the subject have been filed by Carl D. Jack- 
son, for the National Electric Light Association, and by Shear- 
man & Sterling, in behalf of Robert A. Carter, vice-president 
of the Consolidated Gas Company, of New York. 

Their opposition is based on the contention that setting 
up depreciation as an operating expense reduces the net rail- 
way operating income and thereby creates a foundation for de- 
mands for higher freight: rates. The Consolidated Gas Com- 
pany’s* contention is that it, as the payer of a freight bill of 
something more than $5,800,000, a year on coal, oil, pipe and 
other materials and supplies has an interest in the amount of 
depreciation charged to operating expenses because the “fair 
return” to the carriers mentioned in section 15a is calculated 
upon the amount left in the net railway operating income, after 
the payment of operating expenses, taxes, and some other items. 

Mr. Carter who argued in behalf of the gas company has 
been recognized by Commission depreciation men as one of the 
leaders among the economists opposed to the depreciation state- 
ment method that was apparently favored by those in the Com- 
mission who prepared the questions upon which the hearing 
on the matter was recently held. Mr. Carter argued that the 
amounts charged to depreciation in the last few years were so 
great as to reduce the amount of the net railway operating in- 
come by a sum that would be equal to one-half of one per cent 
on the value of the property devoted to transportation service. 


HEARINGS IN LIGNITE CASE 


The Commission has set down I. and S. 1953, thé lignite 
coal case, for hearing at Aberdeen, S. D., January 7, and at 
Bismarck, N. D., January 10; the latter will be joint hearing 
with the North Dakota commission. 


PARCEL POST REGULATIONS 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following parcel post regulations: 


This office is in receipt of a communication that parcel-post pack- 
ages addressed to Alcazarquivir, Arcila, Monte Arruit, Nador, Rin- 
con de Medik, Rio Martin, Segangan, and Zeluan, offices in the Span- 
ish Zone of Morocco, will be accepted at the rate of 5 cents per 
paircel up to a weight limit of 11 pounds. 

This modifies the items ‘Morocco (Spanish),’’ shown on pages 176, 
181 and 210 of the Annual Postal Guide for 1923,, and on page 25 of 
the November supplement to the above mentioned guide. 

Effective Jan. 1, 1924, parcel-post packages from the United States 
for places reached via the Straits Settlements will be subject to the 
following transit charges: 


——__——_Up to——__ 
3 So 7 pounds 11 pounds 


ents Cents Cents 

ID 80h Ae BREE 36 48 60 
NE sida tacacilnscddle tae omweestegittaas 36 48 60 
IIS acatiae, 016! 31 5: 6ineica-icaceleices aieiGleva d-6) 374: sabe Wiener 36 48 60 
RRA ROSS Es erie oe 36 48 60 
North Borneo (British)................0.. 36 48 60 
RR a eee 36 48 60 
EE OE RE, 65 ET 36  « 60 
Federated Malay States................. 40 56 


F 72 

The above charges are in addition to the postage rate of 12 one 
a pound or fraction of a pound, both the postage rate and the trané 
charges to be paid by means of postage stamps affiaxed to the parcels. 

There is no change in the transit charge of 20 cents per perc 
regardless of weight, in addition to the postage, applicable to parce!s 
for places in the Straits Settlements. a 

The item “Brunei” and the item “Malay States (federated * 
unfederated)” in the table on pages 17 to 29 of the November Guide 
are modified accordingly. 


Effective January 1, 1924, postmasters are directed to tr 
quire each parcel-post package for El Salvador to bear at in- 
dorsement by the sender on the wrapper thereof or on a paster 
affixed thereto showing the disposition which shall be made of 
the parcel in case it is undeliverable as originally addressed, 
says an announcement by Paul Henderson, Second Assistant 
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In the Race with Competition— 
Seo Consider PORT NEWARK! 


All things being equal, buyers ‘usually favor those concerns 
best able to ship quickly and economically to any destination. 
Port Newark offers progressive manufacturers an opportunity 
to establish factories or warehouses at the most strategically 
located shipping point in America. 


Within overnight trucking distance of Port Newark are al- 
most all of the greatest markets of New England and the 
Middle Atlantic States. Regular steamer service from Port 
Newark to the principal Gulf and Pacific ports provides all- 
water transportation to the principal markets of the South and 
West, while via the New York State Barge Canal, all-water 
shipments are being regularly made from Port Newark to 
Buffalo and the Great Lake ports. Seven of the country’s great 
trunk line railroads have switching connections with Port 


Newark and provide the fastest possible all-rail service to any 
point in the interior. 


Superior transportation is only one of Port Newark’s at- 
tractions for the forward looking manufacturer. Abundant 
labor supply, low cost of property, economical light and power 


rates, and unusual potable water supply are a few of many 
others. 





Write for “Port Newark,’’ the booklet 
which tells the whole story. Address 


THOS. L. RAYMOND, Director 


Department of Public Improvements 


NEWARK NEW JERSEY 


: 


ll 
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Postmaster-General. A similar provision is compulsory with 
respect to parcels for Argentina, Poland and Russia. 


BOILER INSPECTION REPORT 


A. G. Pack, chief inspector of the Bureau of Locomotive 
Inspection, has submitted the bureau’s twelfth annual report 
to the Commission. It contains statistics about inspection, de- 
fects found, advocates automatic fire box doors and bell ringers; 
and among other things threatens more restrictive regulations 
against autogenous welding, claiming that it should not be used 
except where in case of failure, accidents or injuries will not 
result. He renewed his recommendations, made in the last 
two or three last annual reports, for an increased number of in- 
spectors and larger appropriations. 


DENIES OPERATION APPLICATION 


The Commission has denied an application of the Appala- 
chian Railway asking authority to operate a line of railroad 
from Ravensford to Parsons Junction, N. C., a distance of 8.38 
miles. The company said it did not desire to operate the line 
as a common carrier and had filed the application for the 
sole purpose of enabling it to comply with an order requiring 
such operation by the presiding judge of the Superior Court 
of Swain county, N. C., upon complaint of interveners. . The 
company owns and operates 10 miles of line in intrastate 
and interstate commerce between Ela and Ravensford. It also 
owns the line between Ravensford and Parsons Junction, which 
was built at the- request of the Parsons Pulp & Lumber Com- 
pany, The Commission said it was estimated that it would 
require $112,000 to place the line in condition for operation as 
a common carrier. It said it was unable to find that public 
convenience and necessity required the operation of the line 
in interstate commerce. 


DENIES CONSTRUCTION APPLICATION 


The Commission has denied an application of the Colorado, 
Columbus & Mexican Railroad Company for authority to con- 
struct a line of railroad in New Mexico, Texas and Arizona. 
The company proposed to construct a main line of about 395 
miles in length from a point near Columbus, N. M., to Farm- 
ington, N. M. It proposed to build branch line into Arizona 
and El Paso, Tex., but withdrew the El Paso line proposal. 
The estimated cost of construction was somewhat more than 
$12,000,000, the Commission said, while the initial cost of road 
and equipment would be between $14,500,000 and $15,000,000. 
The Commission said the estimates of traffic and revenue were 
believed to be excessive. 


SETTLEMENTS WITH CARRIERS 

The Railroad Administration this week announced final set- 
tlements for the period of federal control with nine additional 
carriers. It paid $5,000,000 to the Erie, $4,500,000 to the Cen- 
tral Railroad of New Jersey, $50,000 to the New York & Long 
Branch, $750,000 to the Seaboard Air Line, $325,000 to the 
Pittsburg & Shawmut, $10,000 to the Glenn-Pool Tank Line 
Company, $5,000 to the Port Huron & Detroit, $2,800 to the 
Smoky Mountain Railroad Company, and received $23,000,000 
from the New York Central. The last settlement was announced 
some time ago. 


SANTA FE LEASE 
The Atchison, Topeka & Santa Fe has applied to the Com- 
mission for authority to acquire control by lease of the Grand 
Canyon Railway Company, which operates approximately 63.56 
miles of line between Williams, Ariz., and the Grand Canyon 
of Arizona. The applicant controls the Grand Canyon Railway 
by the ownership of the capital stock with the exception of 
directors’ shares and twenty shares of common stock. Approval 
of the application, the Santa Fe said, will enable it to operate 
the line as a part of its system more efficiently and more 
advantageously to the public than such railroad could be oper- 

ated independently by the owner thereof. 


PROPOSED OREGON LINE 

The Malheur Railroad Company has applied to the Commis- 
sion for authority to build a line of railroad from a point of con- 
nection in or near Burns, Ore., with the proposed extension by 
the Oregon-Washington Railroad & Navigation Company of an 
existing branch line which has its present terminus in Crane, 
Ore., thence in a general northerly direction to Seneca, Ore. The 
line will be approximately 50 miles long. 


DENIES BOND ISSUE 


The Commission has denied an application of the Wildwood 
Delaware Bay Short Line Railroad Company for authority 
issue $82,000 of first mortgage 5 per cent gold bonds. for 
the purpose of reimbursing its treasury for expenditures made 
for capital purposes amounting to $64,886. The Commission 
said the company had outstanding $472,000 of 5 per cent bonds, 
but was in arrears to the extent of approximately $145,850 in 
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MODIFIES FINANCE ORDER 
payments to a sinking fund provided for under the mortgage, 
and that, under the mortgage, the outstanding bonds might at 
any time be declared due and payable. Therefore it concluded 
that the proposed issue of additional bonds would not be com- 
patible with the public interest. 

The Commission has modified its order authorizing the 
Dodge City & Cimarron Valley Railway Company to construct an 
extension of its railroad in Haskell, Grant and Stanton counties, 
Kansas, by elimination of permission to retain excess earnings, 


: APPLICATION TO ACQUIRE LINE 

The Lake Superior & Ishpeming Railroad Company has 
applied to the Commission for authority to acquire and operate 
the lines of railroad formerly owned by the Lake Superior & 
Ishpeming Railway Company and the Munising, Marquette & 
Southeastern Railway Company. The Lake Superior line is 
thirty-three miles long and is located entirely within Marquette 
county, Michigan. The Munising Company’s line is 140 miles 
long and is located in Marquette, Alger and Schoolcraft coun- 
ties, Michigan. The applicant was formed by the consolidation 
of the two companies named. 


Cc. M. & ST. P. BONDS 
‘The Chicago, Milwaukee & St. Paul has applied to the Com- 
mission for authority to pledge and repledge as collateral secur- 
ity for short term notes $10,000,000 of general mortgage bonds 
that have been nominally issued, for the purpose of providing 
funds for addition and betterment projects. 


HAWAII LINE APPLICATION 


The Kahului Railroad Company of Hawaii hag applied to 
the Commission for authority to increase its capital stock from 
$300,000 to $900,000, and to issue 6,000 additional shares, par 
value $100 each, as a stock dividend to represent the increase. 


CHANGE IN DOCKET 
Hearing in No. 14302, Hercules Cement Corporation ys. 
Director-General, assigned for December 13, at Washington, 
D. C., before Examiner Pyne, was canceled. 


TELEPHONE CONSOLIDATIONS 


The Commission has approved acquisition by the United 
Telephone Company of properties of the Herington Co-operative 
Telephone Exchange at Herington, Kan., and of the properties 
of the New Hope Telephone Company at Concordia, Kan. 


FARLEY COMMENTS ON MESSAGE 

Asked for comment on the President’s message, with re 
spect to the merchant marine, Chairman Farley of the Ship 
ping Board said he agreed thoroughly with the President’s 
declaration that the United States must have an adequate mer- 
chant marine both for commercial and national defense pur- 
poses. He said the first thing to be done was to put the opera- 
tion of the fleet by the government on a sound, economical 
basis. He said operation on such a basis would go far toward 
enabling the government to get out of the shipping business 
because operators would be trained to get the most that could 
be obtained out of every dollar spent. 


AMERICAN-HAWAIIAN NEW SERVICE 


The American-Hawaiian Steamship Company announces the 
opening of regular fortnightly service between Charleston, 
Savannah and all Pacific coast ports of call through the Pat- 
ama Canal. This service is in addition to the regular service 
maintained from Boston, New York, Philadelphia and Baltimore 
to the same ports. 


ELECTION DECIDED ON RAIL ISSUE 


The government has just lost a seat in Halifax. It was 
won by the Conservative candidate on the sole issue of “Port: 
land or Halifax,” the Conservative candidate claiming that the 
time had come to “deal the government a thumping blow” for 
allowing use to be made of the American port at a time whet 
business was slack and men idle in the port of Halifax. The 
electors responded to the appeal, and notwithstanding the fact, 
which was made public by the government, that the Grand 
Trunk had been taken over by the party which was now in oP 
position, and that its acquisition had been opposed by the Lib- 
eral party, the electors responded to the appeal, and defeated 
the government candidate. It was openly urged that the gov 
ernment should abandon Portland rather than have it interfere 
with the business of Canadian ports. It all illustrates one of 


«the many difficulties of government ownership and operation df 


Tailways. 

“Since when did Canadian waters begin to lap the docks # 
Portland?” was the rhetorical question asked by opponents 0 
the government, a question coupled with the demand for the 
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Municipal Docks, Terminals and Warehouses 
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Port of JACKSONVILLE, Florida 


The Municipal Docks and Terminals of Jacksonville provide foreign and domestic 
shippers with forwarding facilities which expedite freight movements and largely elim- 
inate storage and port charges. 


Three piers, spacious warehouses, Webb cotton compress, 35-ton crane, 10 electric 
steel trucks, 14 miles of railroad sidings, shunting ‘engines. Piers can accommodate 
ten average size vessels at one time. Ample anchorage in river basins. 


To provide for the growing needs of shippers, the Municipal Docks and Termi- 
nals are now expending $1,000,000.00 to enlarge and improve its important service to 
transportation. 


Favorable Domestic Rail and Water Rates 


Low Ocean Tariffs to Foreign Ports 


As Jacksonville is the last port of call and the first port of entry for vessels plying 
between the United States and many foreign countries, its imports and exports stead- 
ily gain in value and volume. ' 


Rail rates to Jacksonville from Chicago, St. Louis, Cincinnati, Detroit, Louisville 
and other centers are lower than to North Atlantic ports, and coastwise water rates 
from Jacksonville to northern and southern ports favor shippers. Ocean tariffs are 
on a parity with other Atlantic ports and in some instances lower. Shippers will save 
money by exporting and importing thru the Port of Jacksonville. 


A Booklet of Paramount Importance to Traffic Managers 
Traffic managers are invited to write for booklet, “The Port of Jacksonville,’ which gives 
facts and information of timely interest, to those,confronted by shipping and distribution problems, 


Copy mailed at once, upon request and if you are interested in foreign trade, ask also to have 
your name placed on mailing list of “Sailing Announcements,” issued weekly. Please address: 


City Advertising Department 
Room 10-Y, City Hall, Jacksonville, Florida 


Resident consuls are maintained in Jacksonville by Great Britain, Norway, Belgium, 
Netherlands, Argentina, Brazil, Uruguay and Cuba. 


NEW YORK OFFICE TO EXECUTIVES PLANNING 

Jacksonville Municipal A FLORIDA TRIP 

Docks and Terminals The Municipal Docks and Terminals 
11 BROADWAY transfer automobiles and launches 


J. W. WHITE, Manager from car to boat for a nominal charge. 
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abandonment of the American connection of the Canadian Na- 
tional Railways. 

An analysis of the source of the operating surplus of the 
Canadian National system this year shows that out of the total 
net operating revenue of $6,857,815.53, for the nine months end- 


ing September, all but $73,780.38 was derived from lines in the 
United States. ; 





CHANGES IN CANADIAN CLASSIFICATION 


At the recent meeting of eastern and western freight class- 
ification committees at Winnipeg, adjustments in the classifica- 
tion were satisfactorily made. As a result of the work of the 
conference, during which many delegations were heard, the 
proposed reclassification of commodities will be formally drafted 
by the railways and presented to the Board of Railway Com- 
missioners for approval. Many commodities which had nothing 
but a less-than-carload rating now have a carload ,rat- 
ing, some receiving reductions and some increases in ratings. 
One outstanding difficulty was the increase of the rating on 
machinery. The railways held out for a change from the pres- 
ent sixth class rating to a fifth class. This point will probably 
have to be settled finally by the Railway Commission. Some 
increases were agreed to in the minimum carload weights of 
certain commodities. The railways were anxious to secure these, 
owing to the fact that freight cars are being built much larger 


than they were ten years ago, when the present classification 
was made. 


CANADIAN CUSTOMS OFFICER AT NEW YORK 


The Dominion Government has announced that a Canadian 
customs officer will be placed at New York to supervise trans- 
shipment of commodities between Canadian provinces east and 
west via the Panama canal, The appointment will be made 


very — and regulations governing the official’s work will be 
issued. 


CANADIAN RAILWAY ACCIDENTS 


In a total of 342 railway accidents reported to the Railway 
Commission in October, there were 26 killed and 373 injured. 
There were no deaths among passengers, although 32 were in- 
jured, Ten employes were killed and 263 injured. There were 
32 accidents at railway crossings, two-thirds unprotected, and 
automobiles were involved in 24 of such accidents. 





Digest of New Complaints 


No.. 15411. Pittsburgh Steel Co., Pittsburgh, Pa., vs. B. & O. et al. 

Excessive, unjust, unreasonable, discriminatory and preferential 

* pates on coke from Cascade, W. Va., to Monessen, Pa. Asks rep- 
aration. 
No. 15412. Bernard Gallup, New York City, vs. New York, New Ha- 
ven & Hartford. 

Alleges that defendant threatens to eject complainant fro 
potato warehouse at Harlem River Station, New York, and no 
to set cars consigned to complainant in the general delivery yard, 
and that thereby has subjected complainant to unjust discrimina- 
tion, unjust and unreasonable prejudice and disadvantage. Asks 
cease and desist order and other relief. 

No. 15413. natans, Walton & Co., Inc., Philadelphia, Pa., vs. South- 
ern et al. 

Unjust, unreasonable, preferential and prejudicial rates, in vio- 
lation of the long-and-short-haul clause, on age | extract from 
Newport, Tenn., to Olean, N. Y. Asks cease and desist order, 
just and reasonable rates, and reparation. 

No. 15414. Marcellus & Otisco Co., Inc., Marcellus, N. Y., vs. New 
York Central. 

Alleges that since Sept. 1, 1920, defendant has charged and de- 
manded compensation as rental for cars delivered complainant, 
whether loaded or empty, on basis of $1 per car per day, without 
any free time whatsoever being given, as against charge of 60 
cents per day and two days free prior to Sept, 1, 1920, and that 
chafge assessed defendant is unjust and unreasonable. Asks 
cease and desist order, just and reasonable charges, and repara- 
t 


on. 
No. hye : Fertilizer Works, Chicago, Ill., vs. Western Pa- 
cific et al. 

Unjust and unreasonable rates and charges on 35 carloads of 
muriate of potash from Salduro, Utah, to Chicago Heights, Il. 
— cease and desist order, just and reasonable rates, and rep- 
aration. 

No. 18416. The Kaw River Sand & Material Co., Kansas City, Mo., 
vs. Santa Fe et al. 

Unjust, unreasonable, preferential and discriminatory rates and 
charges on carloads of sand from Turner, Kan., to points in Mis- 
souri. Asks cease and desist order, just and reasonable rates, and 


re tion, 
No. 15417. Omaha Chamber of Commerce, Traffic Bureau, for West- 
ern Newspaper Union, Omaha, Neb., vs. Santa Fe et al. 
Excessive, unjust and unreasonable rates on newsprint paper 
from Alexandria, Ind., to Wichita, Kan. Asks reparation. 
No. 15418. Maloney Tank Manufacturing Co., Tulsa, Okla., vs. Chi- 
“— & Eastern Illinois et al. 
njust, unreasonable, discriminatory and preferential rates on 
steel plates from Gary, Ind., to Tulsa, Okla., part of which were 
| > opcae at Tulsa and reshipped to New Orleans. Asks repara- 
on. 
No. 15419. The American Hardwood Flooring Co., Chicago, IIl.,. vs. 
Cincinnati, New Orleans & Texas Pacific et al. 
Unjust and unreasonable rates on dressed lumber from Glen 
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Mary, Tenn., to Los Angeles,, Long Beach and Hollywood, Cal., 
and Brooklyn, Ore. Asks reparation. 

No. 15420. Virginia Blue Riwge Railway, Washington, D. C., vs. 
Southern. 

Asks just and reasonable rates and rules applicable to the in-- 
terchange of freight cars and reparation under present rules andi 
practices which complainant alleges are unjust and unreasonable.. 

No. 15421. The Diamond Match Co., New York, N. Y., vs. Director: 
General, as agent, Southern Pacific et al. 

Unjust and unreasonable rates, in_ violation of Section 4, on 
carloads of matches from Chico, Cal., to points in Oregon and 
Washington, on which rates complained of were collected in ex- 
cess of combination of locals or in excess of rates to St. Johns, 
Ore., as a point beyond destination of some of the shipments, and 
in excess of a reasonable rate based on combination of local or 
joint rates. or by comparison with other rates and conditions 
generally in effect to points of destination, or between points in 
the same general territory. Asks reparation. 

Ne. oa Barker Bros., Inc., Los Angeles, Cal., vs. Pere Marquette 
et al. 

Unjust and unreasonable charges on dining room furniture 
from Grand Rapids, Minn., to Los Angeles, Cal. Asks cease and 
desist order, just and reasonable rules as to minimum weight, and 
reparation. 

No. 15423. Northern West Virginia Coal Operators’ Association, Fai - 
mont, W. Va., vs. B. & O. et al. 

Alleges that rate of $1.81 per ton applying from the Northern 
West Virginia district to Lake Erie ports of Cleveland, Fairport 
Harbor, Lorain and Sandusky, on coal for trans-shipment via the 
Lakes, is unjust, unreasonable, excessive and unlawful when com- 
pared with rates charged from other districts to the same desti- 
nations, and unduly preferential and prejudicial. Asks cease 
and desist order, just reasonable, non-prejudicial and non-dis- 
criminatory rates. 

No. var John Morrell & Co., Sioux Falls, S. D., vs. C. M. & St. P.. 
e 

Unjust, unreasonable and prejudicial rates on fresh meat, loose 
cured meat, loose salted meat, packing-house products and lard! 
from Sioux Falls, S. D., to points in Montana, Washington and! 
Oregon. Asks cease and desist order, just, reasonable and non- 
discriminatory rates, 

No. 15425. International Vegetable Oil Co. et al, Atlanta, Ga., vs. 
Aberdeen & Rockfish et al. 

Excessive, unjust and unreasonable rates on vegetable oils; 
carloads, from points in Alabama, Florida, Georgia, Louisiana om 
and east of the Mississippi River, Mississippi, North Carolina,. 
South Carolina, Tennessee, to points in Connecticut, Delaware, 
District of Columbia and numerous other states, and from, to 
and between points in the states of Alabama, Florida, Georgia.,. 
Kentucky. Louisiana on and east of the Mississippi River, Mis- 
sissippi, North and South Carolina, Tennessee and Virginia, and 

from Ohio River crossings to points in Alabama, Florida, Georgia. 

Kentucky, Louisiana on and east of the Mississippi River, Mis- 

sissippi, North Carolina, South Carolina and Tennessee. Asks 

cease and desist order and just and reasonable rates. 

No. 15426. Abilene Flour Mills Co. et al., Abilene, Kan., vs. Abilene 
& Southern et al. 

Alleges that defendants charge higher rates for the transporta- 
tion of wheat bran, carloads, from points in Colorado, Idaho, Iowa,. 
Kansas, Missouri, Montana, Nebraska, New Mexico, Oklahoma, 
Texas, Utah and Wyoming, to Texas, Louisiana and New Mexico, 
than the lawfully published rates named in defendants’ tariffs 
applicable in the territory complained of, in violation of Sectior 
6; that rates charged on wheat bran are higher than on numerous 
other competitive grain products; that the rates complained of 
are unjust, unreasonable, discriminatory and prejudicial. Asks 
cease and desist order, just, reasonable and non-discriminatory 
rates, and reparation. 


No. 15427. Iola Cement Mills Traffic Assoc. et al., Kansas City, Mo., 
vs. Abilene & Southern et al. 

Alleges that rates charged complainants and cement manufac- 
turers at Iola and Independence, Kan., on carload shipments of 
cement from Chanute, Humboldt, Fredonia, Mildred, Iola and In- 
dependence, Kan., and Dewey, Okla., to destinations in Texas, 
are greatly in excess of the intrastate and/or interstate_rates' 
charged and collected on cement from producing points in Texas, 
Oklahoma, Colorado, Missouri and Kansas, and that they are 
unjust, unreasonable, preferential and prejudicial, and in violation’ 
of the long-and-short-haul clause. Asks for a cease and desist 
order, just, reasonable and non-discriminatory rates. 


No. 15428. Iola Cement Mills Traffic Assoc. et al., Dewey, Okla., vs. 
Arkansas Valley Interurban et al. 

Unjust, unreasonable and prejudicial rates on cement from com- 
plainants’ mills in Eastern Kansas and Dewey, Okla., and _ Inde- 
pendence, Kan., to destinations in Kansas, Nebraska, South Da- 
kota, Colorado and other states. Asks cease and desist order and 
just and reasonable rates. ‘ 


No. 15429. Southwestern Shipbuilding Co., Los Angeles, Cal., v5 
Director General, as agent, Los Angeles & Salt Lake et al. 
Unjust and unreasonable rates, in violation of section 6, on de- 
composed granite from Pacoima, Cal., to East Sau Pedro, Cal. 
Asks reparation. 


No. 15430. Ford Roofing Products Co., Chicago, Ill., vs. Director Gen- 
eral, as agent, Chicago & North Western et al. 
Unjust, unreasonable, preferential and prejudicial rates on coal 
from Central and other Illinois points to Clinton, Iowa. Asks 
reparation. 


No. 15431. Standard Lumber Co., Birmingham, Ala., vs. 
General, as agent, Southern et al. S 
Unjust, unreasonable and discriminatory rates and charges, In 
violation of Section 6, on yellow pine lumber from Demopolis, 
Ala., consigned to Louisville, Ky., and reconsigned to Bluefield, 
W. Va. Asks reparation. : 
No. 15432. The Burgess Battery Co., Madison, Wis., vs. Chicago & 
North Western. 3 1 
Unjust and unreasonable rates and charges on electric dry cé 
storage batteries from Madison, Wis., to Chicago, Ill. Asks cease 
and desist order, just and reasonable rates, and reparation. ; 
No. 15433. E. R. O'Donnell Mercantile Co., St. Louis, Mo., vs. Lou 
isiana & Northwest et al. = 
Unjust and unreasonable rates, in violation of Section 6, on St 
cars of cotton linters, uncompressed, from Magnolia, Ark., to 
Louis, Mo. Asks reparation. . _— 
No. 15484. United Iron Works, Inc., Kansas City, Mo., vs. Direc i 
General, as agent, Santa Fe, et al. 7 — 
Unjust, unreasonable, preferential or prejudicial rates, in v!@% 
lation of the long-and-short-haul clause, on steel tanks, k. ott 
from Indiana Harbor, Ind., South Chicago, Ill., and Youngsto " 
Qhio, fabricated at Iola, Kan:, and reshipped to Galveston, Tex: 
for export to Tampico, Mexico. Asks reparation, 
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WINDWARD ISLANDS SERVICE 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 
Trinidad. Also North Coast of South America and 


cargo offers. 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 


Bordeaux and other French Atlantic ports. 


ST. LOUIS OFFICE: 


1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 624 New York Life Building 


A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 


25 Beaver Street 
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Docket of the Commission 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


December 17—Washington, D, C.—Examiner Kelly: 
Val, Dkt. No. 311—In re tentative valuations of the properties of 
the New York, New Haven & Hartford Railroad Company and 


others. 
Val. Dkt. No. 77—In re tentative valuation of the property of Wood 
River Branch Railroad Compan 


ny. 

Val. Dkt. No, 131—In re tentative valuation of the property of Union 
Freight Railroad Company. 

Val. Dkt. No. 183—In re tentative valuation of the properties of 
the Rhode Island Company and the Narragansett Pier Railroad 
Company. 

December 17—Washington, D. C.—Examiner Marchand: 

Val. t. No. 320—Iin re tentative valuation report = bsg property 

of Wisconsin & Michigan Ry. Co. as of June 30, 1 
December 17—Argument at Washington, D. 


C.: 
12530—In re distribution among coal mines of privately owned cars 
and cars for railroad fuel. 


Oecember 17—New York, N. Y.—Examiner Smith: 
15132—Burns Brothers vs. P. 


war sora Smelting & Refining Co., Inc., et al., vs. C. R. R. of 

e * 

December ee ee Kan.—Examiner Shanafelt: 

i. and S. No. 1937—Butter and eggs from Topeka, Kan., to Mem- 

phis, Tenn., and related points. 

December. 17—Chicago, Ill—Examiner Donnally: 
5155—Hyman-Michaels Company vs. K. & M. Ry. ns al. 

December 17—Galveston, Texas—Examiner Woodrow 


big erage aggl , Commercial Association et ~ Ag “vs. Abilene & 
Southern Ry. 


al. 
15179—Seaboard y Pees Milling Company vs. A. G. S. R. R. et al. 
December 17—Chattanooga, Tenn.—Examiner McChord: 
15186—The Walsh & Widner Boiler Co. vs. N. C. & St. L. Ry. et al. 
December 17—Phoenix, Ariz.—Commissioners Aitchison, Esch and 
wee and Examiners Keene and Beach: 
5263—In the matter of rates and charges on grain and grain 
products. 
December 17—Muscatine, Iowa.—Examiner Disque: 
bs ma Pearl Button Company vs. Santa eS et al. 


McKee & - ee Button Company vs. C. & N. W. Ry., Direc- 
tor General, et a 


15333—Pioneer Seat Button Compdny vs. N. C. & St. L. Ry. et al. 
December 18—Argument at Washington, D. C.: 
12530—In re distribution among coal mines of privately owned cars 
and cars for railroad fuel. 
December 18—Knoxville, Tenn.—Examiner McChord: 

1 Traffic Bureau of Knoxville et al vs. A. ©. L. et al. 
December 18—New York. N: Y.—Examiner Smith: 
14680—Frost’s Veneer Seating Co. Ltd. vs. St. 
15264—United Paperboard Company, Inc. vs. G. 


December 18—Chicago, Ill.—Examiner Donnally: 
13150—Morris & Company vs. Director General. 
ae Live Stock Exchange vs. Director General, Can. 
‘ac. et al. 
December 18—Muscatine, Iowa—Examiner Pires: | 
15193—U. S. Button Company vs. Ill, Cent. ™ R. 
December 19—Chicago, Ill.—Examiner Donally 
- and S. No. 1973—Crushed stone from ‘Thornton, Til., to points in 
Chicago district. 
December 19—Argument at Washington, D. C.: 
12530—In re distribution parte coal mines of privately owned cars 
and cars for railroad fuel. 
December 20—Houston, Texas—Examiner Woodrow 
weer foe | Sub. png 4 and 2)—Humble Oil & Refining Co. vs. La. & 


15177—Humble Oil & Refining Co. vs. La. & N. W. R. R. et al. 
December 20—Washington, D. See ey De ed 
15270—A. Spates Brady vs. B. Co. t al. 
December 20—Argument at Washington, 4 C: 
14044—-Metropolitan Utilities District ‘of. the City of Omaha vs 
Director General, Beauxite & Northern Ry. et al.- 
14483—Limerock Railroad Company vs. Maine Central R. R. Co. 
December 20—Omaha, Neb.—Examiner Shanafelt: 
15235—The Refinite Company and T. E. Stevens, Rec’v. vs. C. & 
N. W. et al. 
December 20—New York, N. Y.—Examiner Smith: 
14594—American Linseed Company vs. B. R. & P. Ry. et al. 
14683—Spencer Kellogg & Sons Inc. vs. B. R. & P. Ry. et al. 


yy et al. 
wee 


December 20—Big Stone Gap, Va.—Examiner McChord: 
14950—United Colleries, Inc. et al. vs. Southern Ry. et al. 


December 21—Washington, D. C.—Examiner Davis: 


* Finance No. 3340—In the matter of the application of the Southern 


Pacific Company to acquire control, by lease, of the Arizona East- 
ern Railroad Company and the Phoenix & Eastern Railroad Com- 
pany. 
December 21—Omaha, Neb.—Examiner Shanafelt: 
a ke Lumber & Grain Company vs. Director General, C. 
i my. 


December 21—New Orleans, La.—Examiner Woodrow: 
i. and S. No. 1958—Cancellation of transit privileges on grain and 
grain products at New Orleans, La. 
December 22—Argument at Washington, D. C.: 
14434—Western Stock Yards Company et al. vs. N. Y. C. R. R. 
bene + gg Brothers Company et al. vs. Santa Fe et al. 
14450—Edw. Scheidenhelm Company vs. C. R. I. & P. et al. 
14485—Alan Woes Iron & Steel Company vs. Director-General. 
December 27—Argument at Washington, D. C.: 
14339—The City Ice & Fuel Company vs. Director ge 
14716—The P. Koenig Coal Company va. G. ‘TW 
—a National Hay Ass’n. Inc. vs, Aberdeen rd Reckiish R.. R, 


t al. 

14851--L. G. Everist, Inc. et al. vs. C. & St. Paul Ry. 
December 28—Argument at Washington, D: Cs 

14661—Southwestern Interstate Coal Operators’ Association et al. vs. 
Arkansas Western Ry. et al. 

December 29—Argument at Washington, D. C.: 

Finance No. 3131—Joint application of A. C. L. R. R. and L. & N. 
R. R. for authority to acquire control, by lease, of the railroad 
and properties of the Carolina Clinchfield & Ohio Railway; Caro- 
lina Clinchfield & Ohio Railway of South Carolina, and Clinch- 
field Northern Railway of Kentucky. 

January 2—Santa Fe, N. M.—Examiner Jewell: 

- ary Corporation , Cea of New Mexico vs. Santa Fe 
y. a 

January 2—Chicago, Ill_—Examiner Pattison: 

Fourth Section Application No, 12436—Reduced rates on commodities 
from originating territory west of the Indiana state line to Pa- 
cific coast terminals. 

January a eye Pa.—BHxaminer Witters: 

* 15058—M. K. Piper and Walter L. Piper, partners, trading as M. K. 
Piper Coal Company vs. James S. Blair and David Blair, operating 
the Blair Railroad. 

January 3—Nashville, Tenn.—Examiner McChor 

* |. and S. No. 1976—Lumber from points on = Nashville & Atlantic 

Railroad to eastern and Virginia cities. 
January 3—Washington, D. C.—Examiner Hunter: 

“ae he Evening Star Newspaper Company vs. Can. Pac. Ry., 
et al. 
January 3—Argument at Washington, Cis 

Supp. Fourth Section Order No. 7é42.—-Petition of Missouri Padgific 
R. R. for modification of Supp. Fourth Section Order No. To * 
a 8, entered in Memphis-Southwestern Investigation, 80 I. € 


1. and S. No. 1802—Cancellation rule for constructing combination. 
rates on lumber between southern points and Ohio and Missis- 
sippi River crossings. 

Janu 3—Washington, D. C.—Examiner ay 
15199—Washington Publishers’ Assn. et al. vs. B. & O. R. R. et all 
— 3—Atlanta, Ga.—Commissioners Esch and Campbell and Ex-- 
miners Keene and Beach: 

> the matter of rates and charges on grain and grain prod- 
ucts 

January 3, 1924—Pittsburgh, Pa.—Examiner Disque: 
15110—Jones & Laughlin Steel Corporation vs. B. & O. et al.. 
January 4—Argument at Washington, D. C.: 

13010 (and Sub. No. 1)—New York Dock Railway vs. & O. + 9 ¢ 

12494—Skinner 2” eine Company vs. Director Busoni, C 
& Q. R. R. et al. 

January 4—Denver, Colo.—Examiner Cummings: 

Fourth Section Application No. 959 and others, filed by W. A. Poteet, 
agent, and others, concerning sugar, etc., from points in Colorado, 
Kansas and Nebraska to points in Colorado, Nebraska, Kansas, 
Missouri, Oklahoma, Arkansas, Iowa, Louisiana and New Mexico; 
dealing with various other commodities from and to various 


. S. points. 
January —_ Paso, Tex.—Examiner Jewell: 
* 1, & S. Na. 1979—Cantaloupes and melons from California to points 


in Arizona, New Mexico and El Paso, Tex. 


January 5—-Memphis, Tenn.—Examiner McChord: 
* | and S. No. 1977—Grain and grain products from Memphis, Tenn... 
to Carolina territory. 
senuery 7—Argument at Washington, D. C.: 
12964—Consolidation of Railroads, 
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You save from $50.00 to $75.00 a car in 


freight, by using PABCO Fibre Shipping 
Cases instead of wooden cases. 


Corrugated and Solid Fibre 
SHIPPING CASES 


PABCO Fibre Shipping Cases stand up under 
terrific punishment because they are made of 
tough, resilient fibre that ABSORBS the shocks 
that splinter brittle, resistant wood boxes, without 
passing the force of the blow 
on to the contents. 


PABCO Fibre Shipping 
Cases save space in your 
packing rooms—are more eas- 
ily packed, sealed and marked 
—are easier and cheaper to 
handle—save 17% on car or 
storage space— reduce the 
weight of your freight ship- 
ments 10% and save from 
$50.00 to $75.00 per car in 
freight — require less‘cars (a 
yest important item these 

days)—are moisture and dust 
proof — cannot be pilfered 
without instant detection—are easy for your cus- 
tomers to handle and store. 


PABCO Fibre Shipping Cases are good adver- 
tisements. They can be attractively printed so that 
they advertise your goods wherever they are. 


ASK US 


to send you samples of PABCO Fibre Cases out of the stocks 
that we are asilen ng up for dozens of the largest manufac- 
turers. Or request the PABCO Packing Engineers to make 
up boxes to suit your particular requirements. 


THE PARAFFINE COMPANIES, INC. 


A $12,000,000 ation ating 17 Plants 
or hy vee 


on Pa 


Head Offices: SAN FRANCISCO 
SEATTLE PORTLAND OAKLAND LOS ANGELES 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 
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Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
hent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 


and Curacao as sufficient cargo offers. 


ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 624 New York Life Building 
A. J. FORD, Manager 


“NEW YORK REPRESENTATIVES: W. &. HEDGER-JENKS CO., Inc. © 


25 Beaver Street 
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ADMIRAL ORIENTAL LINE 
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Insurance Rates 

the Lewest; 

Marine Classification 
the Highest. 
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America’s 
Place on the Sea 


can be assured only through the medium 
of the United States Merchant Marine. 
By this adequate and efficient shipping 
service, and not by using the carriers of 
competing nations, this country can take 
her place as a leading nation among world 
trading powers. 


There is a surplus domestic production 
of 15 per cent. Practically all foreign 
markets are immediate prospects for our 
goods. There remains but intensive cul- 
tivation of this field to assure the com- 
mercial position of America. 


The stream of trade flowing to and from 
our shores will provide a solid basis of 
prosperity. To the extent that Ameri- 
can industry takes advantage of the serv- 
ice afforded by its own ships, through 
its Merchant Marine, will this country 
prosper and rank among the shipping 
nations of the world. 


~ Fr reight Service 


LOS ANGELES 
SAN DIEGO & 


Ship via the shortest and fastest route to the Orient. 
An express service at freight rates by an American 
company for American shippers, between 


Puget Sound and Yokohama, Kobe, Shanghai, 
Hong Kong and Manila 


Passengers and Express Freight 
11 days to Yekohama 16 days to Shanghai 
13 days to Kobe 20 days to Hongkong 
24 days to Manila 


OUTWARD SAILINGS—from Seattle 


***WEST HENSHAW 
*PRESIDENT McKINLEY 
**CROSS KEYS 

***BEARPORT 


* Combination freeht and nd Dascenaee, length 535 feet, 21,000 tons, speed 20 
knots. Through bills ng issued : ogee with other lines. Java 
ports. Singapore poh Bae at Hong K: 


** Cargo ce to Japan, North € Chine, Shanghai, Yokohama, Kobe, 
Vladivostok, Hankow, ‘eben, Tientsin and Tsi: 
berth service 


*e* Carge to Japan, South China and Philippine Islands. 
For rates, space and other information apply: 

New York—17 State Street. Phone Bowling Green 5625. 

San Francisco—60 California Street. 

Chicago—Merchants Loan & Trust Bldg., 112 W. Adams Street. 
Phone Randolph 7739. 

Los Angeles—322 Citizens Bank Bldg. 

Seattle—409 L. C. Smith Bldg. 


L. L. BATES, General Freight Agent SEATTLE, WASH. 
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FASTEST STEAMERS _ 
BETWEEN SAN FRANCISCO - 
AND THE ORIENT — : 


PLACING Aaa 


SAN 
FRANCISCO 


Peeee 


ie Lip 2, PSR In ee 0S Tora. tae ea a eS OL Ee ne te 7 Fe 


ISLANOS 


fie PIONEER TRANS-PACIFIC LINE. : 


ESTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight 













Highest Foreign 
Marine From San Francisco to Honolulu, Yokohama, Kobe, Trade 
Classification Shanghai, Hongkong and Manila Dept. 

S. S. President Lincoln sails....... December 29 San Fancisco, 
Lowest S. S. President Taft sails ........... January 10 at Shippers’ 
Insurance S. S. President Cleveland sails ....... January 24 Session 
Rates S. S. President Wilson sails........ February 7 


S.‘S. President Pierce sails ........ February 21 Always 
and every ] 4 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


. 508 California Street. Central hog 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 


Managing Agent U. S. SHIPPING BOARD 
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, Take the shortest cut to © 


“Your consu 


1S WEBRIDGE THE GAP 
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HINUFAC TURERS R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 

AND IMPORTERS are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as béing logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessi -w to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the a 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 





, (PITTSBURGH 

) a 

J The 
CINCINNATI | WAREHOUSE 
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RECENTLY COMPLETED SACKING PLANT, PUBLIC GRAIN ELEVATOR; SACKING CAPACITY 6,000 BUSHELS PER HOUR 


NEW ORLEANS 


(Second Port U. S. A.) 
NO CONGESTION—NO DELAY 
THIS PORT IS OPEN THROUGHOUT THE YEAR 


RELIABLE SERVICE. AT ALL TIMES 


NEW ORLEANS’ Port Facilities are equal to every NEW ORLEANS is the focal point of ten trunk line 





demand. Railroads and the great Mississippi Valley Inland 
NEW ORLEANS is the best balanced port as to Waterway System. 

exports and imports. é Ships of the first class in ever increasing numbers 
NEW ORLEANS is the centrally located port for connect NEW ORLEANS by frequent sailings 

the most productive hinterland on earth. with all ports of the world. 


For further information address 


THE BOARD OF COMMISSIONERS OF THE PORT OF NEW ORLEANS 


(An Agency of the State of Louisiana) 
NEW ORLEANS, LA. 
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| The San Antonio and Aransas Pass Railway Co. 


= 





2 


PEnid 


J. 8. Peter, Y duu 
gr., Yj 
Antonio, Tex. 








Pres. & Gen. M 
San > 2 
J. C. Mangham, Ruidl - p Muskogee 
Frt: Ast., = . 2 ” y OklahomaCity 
San Antonio, Tex. : 
J. B. Brooks, Anadarko® Oey. 4 
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SPEEDY, 
ACCURATE, 


AND 
ACCOMMODATING 
PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


List of Direct Connecting Rail Lines: 








——_ L ro SS ee Aransas Harbor Terminal Rail 
| a | he so76 Sas. Fredericks & Northern > 
it~ 3 4 Gulf Colorado & Santa Fe Ry. 
Below is approximate service in days from following cities and River Crossings: Montini 
, Southern 
Carist|__Alice__arede via Alice} =San Antonio. Uvalde & Gulf R. R. 
314 days Gaye § degy San Antonio Ry. 
.. - a pa St. Louis Southwestern Ry. (Cotton Belt) ' 
3 « ; ge ue Land Ry. ¥ 
bortionnts cervice to above is sundered to afl intermediate pointe. Temes’ Mecicen Ry. my. 
SE ee 
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Those friends thou hast, 
and their adoption tried, 
grapple them to thy soul 
with hoops of steel. 
SHAKESPEARE. 


n Looking back over the year just closing, the officers and 
nf employees of the Southern Pacific Lines gratefully recall 

the pleasant relations existing between their patrons and 
, themselves, and wish for all— 


Q| Merry Christmas 


and 





Happy and Prosperous New Vear 
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